












Transportation Consulting Services 
 

    
Transportation Consulting Services|12527 SE 72nd Street, Newcastle, WA 98056 | 206.856.4988 

 

TECHNICAL MEMORANDUM  

Subject: West Seattle to Ballard Link Extension DEIS 
 Transportation comments 

Date: April 25, 2022 

To:  Eugene Wasserman, Executive Director, North Seattle Industrial Association 

From: Claudia S. Hirschey, PE, RSP1 
 Principal Traffic Engineer 
 
The purpose of this technical memorandum is to provide preliminary comments on the 
transportation and traffic analysis in the Sound Transit West Seattle to Ballard Link Extension 
(WSBLE) Draft Environmental Impact Statement (DEIS). These comments are prepared for the 
North Seattle Industrial Association (NSIA). The comments focus on the Ballard Extension 
tunnel alternatives and the alternative Ballard station locations per request of the NSIA.  
 
General 
 
In general, the DEIS lacks disclosure of relevant data. This lack of information and data limits 
the ability of the reader and impacted stakeholders to adequately comment on the project, 
the impacts, and mitigation. A lack of information and data is inequitable to stakeholders and 
community groups with fewer resources.  
 
Chapter 1. Purpose and Need 
 
1.2.1 Purpose of the WSBLE Project 
The purpose and need states over-arching goals such as, “The City desires to increase 
densities, create public spaces, and make transit and public services more convenient.” The 
purpose and need statement do not recognize the unique land uses in the 
Manufacturing/Industrial Centers (MICs) and city policy to protect these land uses.   
 
Request: Add a purpose statement that speaks to protecting existing and planned land uses 
that are elements of the regional economy and the contribution to the regional economy. 
Expand upon the unique trip-making patterns of the MICs in the transportation chapter with 
appropriate analysis of those trips. Provide reference to the types of jobs and well-paying jobs 
that are unique economy of the MICs from the economic analysis.  
 
1.2.1 Need for the WSBLE Project 
 
1.2.2.1 Increasing Roadway Congestion will Further Degrade Transit Performance and 
Reliability.  
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Footnote 1 states that: “Puget Sound Regional Council acknowledges that the current 
pandemic may have effects on the economy that could alter long-range forecasts. Puget Sound 
Regional Council’s next regional forecast is anticipated no earlier than 2023. For the purposes 
of this Draft Environmental Impact Statement, the Puget Sound Regional Council’s current 
forecasts are applied to the analysis.” At this point in the pandemic, there are permanent 
changes to commute patterns that should be acknowledged and accounted for.  Office 
workers will no longer commute to downtown Seattle five days per week.  This is evidenced by 
current shifts to cubical “hoteling” by the private sector and government offices including 
Sound Transit and King County Metro. Such a shift in commute patterns significantly alters the 
travel demand forecasts.  In addition, office workers will always have a choice as to whether a 
commute trip is made.  Essential workers, industrial works, and other types of workers have 
different work schedules, home-to-work origins and destinations, and must travel to work.  
 
Request: Use the revised regional forecasts expected in 2023 as the basis for WSBLE 
infrastructure decisions. The revised forecasts will affect the alternatives analysis for high-
capacity transit (HCT) mode choice. The revised forecasts should re-visit the choice of bus 
versus rail to West Seattle. The revised forecasts should quantify the trip types by type of 
employment and establish the basis for those work trips that are a choice versus those work 
trips that are not a choice, and which work trips benefit versus those employment types that 
are impacted.  Specifically, the land uses with employment in the SODO area are significantly 
impacted and the office-work jobs community between West Seattle and downtown are trips 
that are reduced, trips made by choice, and trips receiving the benefit of the WSBLE project.  
 
Chapter 3. Transportation Environment and Consequences 
 
Table 3-3 states that there will be 20,000 additional daily riders in 2042 with the Build 
alternative. Twenty thousand daily riders is not a large number of riders for a project of 
approximately $12 billion dollars.  
 
Request: Revisit the project definition and consider scaling back to reallocate funding to 
develop the more beneficial segments and beneficial elements of stations.  
 
 
3.12.3.1 Transit Service and Facilities 
 
The sentence: “In general, bus service would be rerouted to serve the proposed light rail line 
by removing duplicate service along the corridor and instead prioritize bringing bus riders to 
the stations, consistent with Metro’s service guidelines.” is too general for the Ballard Stations 
which are the terminus of the Ballard Link extension. There will be a significant number of 
transfers to bus transit which will require space for riders waiting at bus stops, expanded bus 
stops, and accommodation of high peak volumes of pedestrians at signalized intersections.  
 
Request: Prepare a complete mode of access/egress table for light rail passengers to/from bus 
transit, walk/bike, and dropoff/pick-up. Prepare pedestrian trip distribution and assignment 
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for riders transferring to/from buses and to/from neighborhood destinations, and their walk 
route. Prepare pedestrian LOS analysis along walk routes, in crosswalks, and holding areas 
where riders will wait to transfer to buses. Disclose space requirements and show necessary 
expansion of bus stop waiting areas on drawing. Confirm that pedestrian volumes are included 
in the intersection LOS analysis. Disclose impacts and prepare mitigation.  
 
3.14.3.3 Permanent Removal of Parking 
 
There is no discussion of adjacent land uses where there is permanent loss of parking and loss 
of parking during construction. Businesses in the area may be dependent on these parking 
spaces.  
 
Request: Show locations of parking loss and adjacent land uses. Provide more specific 
mitigation measures to support parking needs for businesses.  
 
3.16.3.6 Interbay/Ballard Segment 
 
For the sentence: “Preferred Alternative IBB-2a*, and Option IBB-1b would be provided on 
either side of 14th Avenue Northwest at signalized or controlled crossings. The signalized 
crossings, particularly on 15th Avenue Northwest or Northwest Market Street, would also be 
adjusted, as necessary, to account for increases in volumes to ensure pedestrians have 
sufficient time to cross the street.” 
 
Request: Confirm if a pedestrian distribution and assignment were prepared, and pedestrian 
volumes estimated at crosswalks in the intersection LOS analysis. If not, revise the intersection 
LOS analysis.  
 
3.16.4 Mitigation for Operation Impacts 
 
The sentence: “The Ballard Link Extension project includes roadway, transit and pedestrian and 
bicyclist improvements and associated potential mitigation around the stations, including 
some grade-separated facilities to reduce conflicts, increase visibility between modes, and 
reduce congestion for the impacted modes.” is not substantiated by the general mitigation 
statements in subsequent sections. The analysis does not disclose “impacted modes”.  
 
Request: Prepare a more accurate statement of mitigation for operation impacts and/or more 
detailed mitigation measures. Ensure that the sentence, “Preferred Alternative IBB-2a* and 
Preferred Option IBB-2b* would not affect the truck or rail networks.” is accurate, following 
the inclusion of estimated pedestrian volumes in crosswalks at intersections.  
 
3.18  - Freight Mobility and Access 
The reader should not have to look up the major truck streets in a separate referenced 
document.  
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Request: Show in a figure or list major truck streets in the BINMIC.  
 
3.18.4 Mitigation for Operation Impacts  
For the sentence, “None of the Ballard Link Extension alternatives would have long-term 
freight impacts that require mitigation during light rail operations.” confirm if this is still 
accurate following intersection LOS analysis with pedestrian volumes and preparation of 
mitigation.  
 
Request: Revise the above sentence as necessary.  
 
3.19 Ballard Link Extension Construction Impacts 
Show the sequencing of construction activities should be shown in the DEIS. This is crucial 
information to stakeholders and businesses impacted by construction.  
 
Request: Prepare sequencing and duration of construction activities for alternatives. Evaluate 
impacts and duration of impacts. Prepare mitigation measures.  
 
The presentation of street closures does not address access to properties and the added 
circulation to access properties.   
 
Request: Show in maps and describe revised circulation and access for street closures. 
Describe mitigation measures.  
 
The study area, and construction analysis, do not address the needs of truck/freight mobility. 
Truck access and mobility is a larger area than the study area.  Analysis is needed that 
addresses truck movement in the area between the 0.5-mile study area radius and the 
regional analysis.  
 
Request: Expand the study area for truck/freight movements to and from major destinations 
by SODO businesses. Show detour routes for truck movements.  
 
3.19.1.5 Safety  
 
A sentence states, “… Sound Transit is proposing pedestrian and bicycle improvements 
adjacent to the stations to ensure access is at signalize or controlled locations and, in some 
instances, grade-separated crossings.” The pedestrian and bicycle improvements are not found 
in the DEIS.  
 
Request: Describe and/or show proposed pedestrian and bicycle improvements at the Ballard 
stations.  
 
The following sentence, “Beyond the station improvements, increased non-motorized activity 
can also improve driver expectations… and reduce collision severity because of reduced 
speeds.” This claim may or may not be accurate depending on the context. To rely on driver 
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expectations with increased activity is an outdated approach and inconsistent with the Safe 
System approach and Vision Zero plans.  
 
Request:  Delete this sentence.  
 
The effect of safety with the closure of streets is inaccurate. The qualitative analysis bases the 
conclusion that traffic volumes will be the same and therefore the number of crashes would be 
the same. This conclusion may or may not be accurate.  The safety of a street is related to 
traffic volume and the mix of traffic including truck volume, posted and operating speeds, 
operations at intersections, driveways characteristics, lighting, lane widths, sidewalks, 
presence of bicycle facilities, and rail lines. A comparison of the relative safety of streets used 
for detours and during street closures should address these factors and their influence on 
safety.  
 

Request: Prepare a safety analysis of permanent conditions and conditions during construction 
for street closures and of traffic shifted to other streets. For resources, refer to the 
Washington State Department of Ecology SEPA Checklist Guidance Section B: Transportation 
(https://ecology.wa.gov/Regulations-Permits/SEPA/Environmental-review/SEPA-
guidance/SEPA-checklist-guidance/SEPA-Checklist-Section-B-Environmental-
elements/Environmental-elements-14-Transportation) and that includes reference to the 
federal document, Integrating Road Safety into NEPA Analysis, A Practitioner’s Primer, Federal 
Highway Administration (https://safety.fhwa.dot.gov/tsp/fhwasa1137/fhwasa1137.pdf) 
 
The City of Seattle Vision Zero plan is not sourced properly in the text.  
 
Request: Source the Vision Zero plan. 
 
Chapter 4  Affected Environment and Environmental Consequences 
 
4.2.1 Acquisitions, Displacements, and Relocations 
 
The location of tables and maps of displaced properties is not clear to the reader. The title of 
Appendix L “Chapter 4 Supporting Information on Affected Environment and Environmental 
Impacts”, does not reflect the content of Appendix L. 
 
Request: Revise the title of Appendix L as follows: “Acquisitions, Displacements, and 
Relocations”. Revise the following reference as follows: Appendix L4.1, Acquisitions, 
Displacements, and Relocations, lists shows potentially affected parcels in tables and shows 
the parcels in maps.  
 
The business displaced, the nature of the businesses, the context of those businesses, and 
dependency on location are not provided in the text.  
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Request: Provide text describing the types of businesses and their context such that the 
stakeholders can understand the impact of displacements. Identify fully or partially acquired 
properties that would have changes in access and/or traffic circulation.  
 
Chapter 6. Alternatives Evaluation 
 
6.2.1 No Build Alternative  
 
This sentence: “Under the No Build Alternative, the WSBLE Project would not be built and 
there would be no new high-capacity transit in the project corridor.” is not accurate.  To state 
that there would be no new high-capacity transit misrepresents the high-capacity transit that 
could be built if the West Seattle and Ballard Link extensions, or segments of those extensions, 
are not built.  
 
Request: Revise this sentence to clarify what could be built if light rail extensions or segments 
of those extensions are not built.  
 
Attachment N.1A Transportation Technical Analysis Methodology Report  
 
The effects of Covid on traditional downtown transit ridership are permanent. These effects 
include work-from-home as an option. One day per week of work-from-home by office 
workers would be a 20% decrease in these types of trips. In addition, it should be noted that 
traditional office workers have a choice, and essential workers including industrial and 
manufacturing workers do not have a choice. There are significant infrastructure investment 
decisions yet to be made by Sound Transit even after analysis of the current preferred 
alternative. These decisions should be made with revised forecasts reflecting a range of 
commute conditions possible in the post-Covid scenario.  
 
Request: Revise the methodology and forecasts to disclose the long-term effects of work-from-
home on the forecasts.  
 
The study area, and subsequent analysis, do not address the needs of truck/freight movement. 
Truck access and mobility is a larger area than the study area. In addition, the narrow study 
area does not account for significant diverted traffic on roadways beyond the 0.5-mile study 
area.  
 
Request: Expand the study area for truck/freight movements to and from major destinations 
by SODO businesses. The following sentence is insufficient, "There could be some traffic 
circulation and property access changes after construction related to properties that have 
been fully or partially acquired during construction."  
 
Appendix N.1 Transportation Technical Report 
Note: Comments made on Chapter 3 of the DEIS chapters above, are also applicable to 
Appendix N.1 Transportation Technical Report. The comments on the transportation technical 
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report (TTR) below do not reflect a comprehensive review of the TTR because many comments 
that could be made on the TTR are captured in the chapters of the DEIS.  
 
3 Transit 
 
Table 3-22. Existing Transit Travel Times on RapidRide D Line (P.M. Peak Hour) – Ballard Link 
Extension, shows the actual travel times, unconstrained and additional due to congestion, and 
the percent difference. Chapter 3 only states the percent difference which masks the actual.  
 
Request: Revise the text in Chapter 3 to include the actual travel time and the actual difference 
rather than the percent.  
 
Page 39, the sentence states, “…substantial number of transferring passengers would have to 
cross Northwest Market Street to access the westbound bus stops along Northwest Market 
Street.” It is unclear what “substantial number” means and what are the impacts on 
infrastructure capacity and intersection operations. 
 
Request: Add the number of transfers, show the numbers of riders that transfer to bus transit 
without crossing a street, and the number of transfers on the sidewalks and crossing the 
streets.  
 
On page 4-114 changes to intersection operations are only described qualitatively.  
 
Request: Quantity the pedestrian along pedestrian routes to/from the light rail station, 
movements across streets, and the holding requirements at on-street bus stops. Verify that 
the pedestrian volumes at intersections are included in the LOS analysis or update the analysis 
with actual pedestrian volumes. Verify if bus stop holding areas are adequate in size or need to 
be enlarged. Prepare mitigation measures. Show design changes in the Appendix J drawings.  
 
In Table 4-61. Potentially Impacted Intersections to be Considered for Mitigation – Ballard Link 
Extension, does not include the light rail to bus transfer movements by riders. The text 
following this table should be specific as to what are the changes in intersection operations 
and specifically, the mitigation to reduce the impacts.  
 
Request: Add light rail to bus transfers as a cause of intersection impacts to be considered for 
mitigation. Describe the impacts in detail and the mitigation.  

 
6 Non-motorized Facilities 
 
The walksheds and bikesheds are not described in the Attachment N.1A Transportation 
Technical Analysis Methodology Report.  
 
Request: Revise the non-motorized methodology to eliminate walk sheds. A walkshed analysis 
is not an analysis of nonmotorized impacts and mitigation. Provide a description of a 
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methodology to evaluate walk routes and impacts on the walk routes by alternative for the 
SODO station.  
 
Figure 6-1 Existing Pedestrian Facilities West Seattle and Ballard Link Extensions – SODO 
Segment, does not show the inventory of pedestrian facilities within one-half mile of the 
station. There is no information presenting the results of the non-motorized evaluation 
measures as described in Attachment N.1A Transportation Technical Analysis Methodology 
Report.  
 
The discussion of increased pedestrian activity at the Ballard stations is qualitative. The reader 
cannot verify that the high number of light rail to bus transfers are included in the analysis.  
 
Request: Present the p.m. peak hour pedestrian volumes estimated on the platform, the 
access/egress facilities, and the pedestrian facilities in the walkshed. Show in a table the p.m. 
peak hour pedestrian volumes uniquely identifying the transfers.  
 
Construction Mitigation 
 
This section lacks sufficient detail for the complexity of the construction activities and their 
impacts. The proposed mitigation is inadequate for stakeholders to assess access and mobility 
impacts, if mitigation rectifies the impact, and if there is permanent damage to businesses.  
 
Request: Prepare, describe, and show in figures the impacts of construction on the street 
system, to bus operations, and the displacement or access and circulation impacts to business 
in Ballard. Prepare construction mitigation measures to mitigate the impacts.  
 
The duration of construction activity is essentially a permanent condition for Ballard 
businesses. The impacts on streets and mobility for Ballard businesses have not been 
addressed. Short-term weekday closures can have a significant impact on industrial businesses 
and truck mobility. Closures of more than one week warrant detailed analysis of construction 
impacts to adequately understand the impacts and develop mitigation measures.   
 
Request: Prepare an impact analysis of closures during construction covering operations and 
safety for all modes affected by construction closures. Prepare infrastructure mitigation to 
address the operational and safety impacts.   
 
Early and frequent communication with property owners, street users, transit users, 
pedestrians, and bicyclists will be essential.  
 
Request: Include a description and commitment of the communication program as 
construction mitigation. Include the types of communication, tools, frequency, stakeholder 
outreach, property owner outreach and communication, and a dedicated construction 
communication coordinator.  
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Construction activities are extensive, each with impacts and mitigation. The construction 
mitigation should include a commitment to a construction management plan with outreach 
and input by stakeholders and include a Memorandum of Understanding with the SODO BIA 
for construction activities and mitigation.  
 
7 Safety 
 
This sentence, “Although pedestrian and bicyclist activity is expected to increase around 
stations, the increase in conflicts is relatively small compared to the number of conflicts 
already experienced within the dense and heavily used pedestrian and bicycle areas.” Is 
inappropriate and inconsistent with the Vision Zero. There is no definition of “relatively small”.  
A small increase is still an increase.  
 
Request: End the sentence at the first comma and delete the remainder of the sentence.  
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WSBLE Draft Environmental Impact Statement Comments 

c/o Lauren Swift 

Sound Transit 

401 S. Jackson St. 

Seattle, WA 98104 

Email: WSBLEDEIScomments@soundtransit.org 

Re: Comments on WSBLE Draft EIS 

Dear Ms. Swift: 

We are writing on behalf of BGO PLAZA 600 JV LLC, the owner of the Plaza 600 building located at 600 Stewart Street 

(TPN 0659000555) (the "Property") to provide comments on the Draft EIS for the WSBLE project. 

The ownership in the last several years has undertaken millions of dollars of upgrades to the Plaza 600 building .  We support 

the WSBLE project and the opportunity to expand light rail accessibility throughout Downtown. Expansion of the Westlake 

Station as the key hub for the entire regional light rail system will be a step forward. 

However, there will be significant impacts associated with developing this underground light rail project through the middle 

of Downtown Seattle. These impacts will include long-term street closures on Pine Street, 4th Avenue, 6th Avenue and other 

streets in the proximity of the Property, closures that could last up to 6 years or more. In addition, construction for the 

expanded Westlake Station and new underground tunnel will occur under and/or immediately adjacent to the Property for  

many years . 

We are concerned about the following impacts: 

• Congestion. Multiple long-term street closures in the vicinity will create substantial traffic congestion, making 

access to the Property challenging over a long period of time. These congestion impacts will also adversely affect 

the functionality of Metro transit service in Downtown for years, posing challenges for Downtown employees and 

residents to reach their jobs and homes. 

 
• Noise. Long-term construction noise will impact the functionality of the workspace in the building. Vibration effects 

from below-grade construction immediately beneath Plaza 600 will have similar effects. 

• Urban Design. The current concepts for large, free-standing station house structures at Westlake Center, 5th & 

Pine and the Bank of America building - literally across the street from the Property - will be a blight on the urban 

environment of the retail core. Sound Transit must find ways to integrate its station entrances into the existing 

built environment, just as the 3rd Avenue Tunnel did almost 40 years ago. 

 
• Security. The massive construction sites surrounding the Property for most of a decade, together with numerous 

street closures nearby, will deter pedestrian use and inevitably create an environment that promotes criminal and 

anti-social behaviors. Downtown already struggles with this issue, and we are concerned that the WSBLE project 

construction will consign this area of Downtown to many more years of continued blight. It is critical that Sound 

Transit provide security and invest mitigation resources in this neighborhood to ensure these impacts do not 

occur. 

1 
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• Redevelopment Impacts. Construction of a tunnel beneath Plaza 600 will necessarily limit the future 

redevelopment options for the Property. Since WSBLE is a 100-year project or more, the Draft EIS should 

evaluate these impacts on the Property and the tunnel corridor generally Downtown. 

 

The Draft EIS should do a better job of describing the impacts noted above and devising comprehensive mitigation strategies 

to protect this fragile retail environment in the center of Downtown. 

We appreciate the opportunity to provide these comments. 

 

 
Sincerely, 

 

Managing Director 

Urban Renaissance Group, LLC 

 

cc: Jack McCullough jac k@mhseat tle.com 

mailto:k@mhseattle.com
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Reach:

Participation:

Engagement:

Source:
Online open
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division:
Outreach

Category:

Project Phase:
Planning

Project
Segment:

Environmental
phase:
Draft EIS

The Preferred Alternative for the Ballard Link Extension proposes a Flow Control Vault at the location of 5010 14th Ave NW. The location of this vault would
require demolishing the building we rent, which would be devastating to our family business (Reuben's Brews, a local microbrewery) that has been operating at
this location since 2015. Reuben's Brews (founded in 2012 at a smaller nearby location to the impacted property mentioned above) was the first brewery to
operate in this quadrant of Ballard (east of 15th between Leary and Market), which is now dubbed the "Ballard Brewery District" led by the Ballard Brewed
Coalition. It would be a sad twist of fate to demolish the brewery that arguably revitalized Ballard as a brewing neighborhood, a destination which attracts many
tourists to this part of the city, in order to replace it with the equivalent of a storm drain.

Comment Based on Document:

West Seattle and Ballard Link Extensions DEIS: Appendix J Conceptual Design Drawings – Index of Drawings and Legend (p. 121 of 151)

DRAFT EIS - CONCEPTUAL DESIGN

INTERBAY/BALLARD SEGMENT

BALLARD LINK EXTENSION

PREFERRED ELEVATED 14TH AVENUE ALTERNATIVE (IBB-1a)

L50-GSP110

228

10/02/2020

L50

PLAN AND PROFILE

https://www.soundtransit.org/sites/default/files/documents/10c-wsble-drafteis-appendixj-drawings-ballard-202201.pdf
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WSBLE Draft Environmental Impact Statement Comments 

c/o Lauren Swift 

Sound Transit 

401 S. Jackson St. 

Seattle, WA 98104 

Email: WSBLEDEIScomments@soundtransit.org 

 

Re: Comments on WSBLE Draft EIS 

 

Dear Ms. Swift: 

 

We are writing on behalf of Boston Properties Limited Partnership, which is the 

owner of the property located at Safeco Plaza - 1001 4th Avenue (TPN 0942000300) 

(the “Property”) to provide comments on the Draft EIS for the WSBLE project.   

 

Boston Properties owns significant office assets in major metropolitan areas served 

by light rail, and we recognize the great value of such high-capacity transit to urban 

centers like Downtown Seattle.  We support the WSBLE project and look forward to 

the additional transit service it will offer Downtown.  

 

We note, however, that the Draft EIS preliminarily identifies potential street closures 

in the vicinity of the Property.  Some of these closures, such as to 4th Avenue, may 

be of long duration.  We are concerned that these street closures will impact the 

accessibility, use and leasing of Safeco Plaza and other major buildings in the area.  

Congestion from long-term closures of 4th Avenue and other nearby streets will 

create significant congestion issues in and around this neighborhood.   

 

We ask that the EIS better define the location, sequence and duration of these 

closures, and evaluate the effect of these street closures on the viability of access to 

Safeco Plaza and other major buildings in the vicinity.  This nine-block area includes 

millions of square feet of office space and significant congestion impacts from street 

closures will have adverse impacts on Downtown. 

 

We therefore ask that Sound Transit prepare a more careful review of the proposed 

street closures and propose mitigation to ensure the maintenance of access 

throughout this area of Downtown during construction of the WSBLE project. 

 

We appreciate the opportunity to provide these comments and look forward to a 

meeting together to better facilitate any street closures that will be required.  

 

Sincerely, 

 

 

 

Kelley E. Lovshin 

 

mailto:WSBLEDEIScomments@soundtransit.org
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The section of the West Seattle & Ballard Link Extensions Draft EIS we are concerned with is the Chinatown/ID station (Page 15). As CID AAPI business owners
we are concerned for our fellow business neighbors that are directly impacted from this project being built in any of the 5th avenue options. This not only impacts
those 18-19 businesses mentioned in the project, it impacts the whole neighborhood. The International District is a small neighborhood and without those 18-19
businesses, how can Sound Transit expect any of the other businesses to thrive? During the pandemic of 2020 when many businesses were shut down, the ID
suffered immensely. Problems like safety issues for residents (especially the elderly), break-ins & theft causing all businesses to board up, and anti Asian hate
crimes on top of all of that. Our shop Sairen has been broken into 3 times within 1 year with broken glass and structural damages. We are finally recovering from
the pandemic and do not want more damage to be done to our neighborhood, especially if it can be avoided. We are scared of watching all of these things unfold
again if the city willingly chooses to close down the heart of ID.

As CID businesses owners, we do not approve of any of the 5th plan options and ask Sound Transit to take 5th Ave S off of the table. 5th Ave Shallow, Diagonal
and Deep should be taken out of consideration and shouldn’t have been alternatives to begin with. The preferred route should be 4th Shallow or 4th Deep.

As CID business owners, we are demanding Sound Transit to keep our safety in mind. Not only poor air quality and environmental conditions, but also safety on
the streets, especially at night. With closures and shutdowns we ask Sound Transit to be willing to support not only the businesses directly impacted but the
neighboring businesses as well. Surrounding businesses that remain will suffer from decreases in business and increases in theft and safety issues. Requests for
grants or allocations for security (exterior gates, glass security film, cameras) should be guaranteed as well.

Choosing to shut down 5th Ave S as opposed to 4th Ave S will cause many more Asian-owned businesses to go out of business than the 18-19 listed on the
project. Leading to one final question: will the Chinatown-International District have any businesses left that are AAPI or minority owned businesses after Sound
Transit’s decision? If not, the city better name this area something else because it would be a shame.

Sincerely,

Kaitlin Uemura & Kaitlin Madriaga

Business owners of Sairen, a local boutique featuring & supporting many AAPI local artists

Shop Address: 600 S Jackson St, Seattle, WA 98104
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April 27, 2022 

WSBLE Draft Environmental Impact Statement Comments 

c/o Lauren Swift 

Sound Transit 

401 S. Jackson Street 

Seattle, WA 98104-2826 

 

Via email to WSBLEDEIScomments@soundtransit.org 

 

Re: Comments on West Seattle and Ballard Link Extension Draft Environmental   

  Impact Statement for SBFP Corporation 

  

Dear Ms. Swift, 

This letter is submitted by SBFP Corporation (“SBFP”) in response to the West Seattle and Ballard 

Link Extension (the “WSBLE”) Draft Environmental Impact Statement (“DEIS”) recently published by 

Sound Transit. We appreciate the opportunity to comment on the DEIS. 

 SBFP is a family enterprise owned by a group of siblings and their children who descend from the 

founders of the former Nelson Chevrolet. Though Nelson Chevrolet no longer operates, SBFP still own the 

former dealership property on two Ballard parcels at 1521 NW 50th Street and 4904 17th Ave. NW, also 

known by King County APNs 2767701830 and 2767701910 (together, the “Property”). In total, the 

Property has an area of approximately 85,366 sq. ft., and it is currently zoned IC-65 (M). Currently, the 

Property is leased to light industrial and brewery businesses (Dirt Exchange and Lagunitas) who actively 

serve local customers and the Ballard community.  

The cousins of the SBFP are 6th generation 

Ballardites.1 Our family has been actively engaged in 

Ballard’s transportation infrastructure for more than 

100 years, starting as Swedish immigrants in the 

1890s, with ownership and management of a hotel, 

horses-for-hire and livery business based at the 

corner of Dock Place and Ballard Avenue.  

More recently, our grandfather/great 

grandfather Stan Nelson Sr. opened a single Model-

T jitney business in 1914 (providing 10-cent trips 

between Ballard and other parts of Seattle), followed 

by the first gas station north of the Ship Canal in 

1916, and of course Nelson Chevrolet in 1922. The 

rest, as they say, is history. 

 

1 A seventh generation has already been born in Ballard, but no members of that generation are direct shareholders 

in the SBFP at this time. 
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Building on past generations of family engagement in Ballard and the development of its 

transportation systems, we write to express our support for the WSBLE and to provide our comments on 

the DEIS. Specifically, we write to express our strong support for the tunnel alternatives (IBB-2a or 2b), 

strong opposition to the Elevated 15th Avenue Alternative (IBB-3), and our general request that the DEIS 

provide additional information and analyses. 

1. The FEIS Must More Thoroughly Account For, Analyze and Mitigate Industrial and 

Maritime Impacts.  

Sound Transit has identified the Property as likely subject to a taking for guideway infrastructure 

if Alternative IBB-3 is selected. This would be a sad occurrence for our family, which has had roots on the 

Property as well as Ballard’s commercial, industrial and transportation community for generations. 

However, the shortcomings in the DEIS are not just about our family’s Property. Nor are they just concerns 

for the Property’s light industrial and brewery tenants and the many people who work for those tenants. 

Specifically, our concerns about Alternative IBB-3 relate to losses to industrial employment and maritime 

infrastructure that will hurt Ballard’s economy and culture, have City-wide employment effects due to the 

already acute shortage of industrial space, and even have adverse impacts across state lines by potential 

unmitigated adverse effects to the Bering Sea fishing fleet that largely docks at Fisherman’s Terminal. 

The jobs that would be displaced by Alternative IBB-3 are not white-collar or big tech jobs. They 

are industrial jobs, jobs in the trades, and jobs that continue Ballard’s historic connection to the maritime 

industry. The continued existence of these industrial and maritime lands, businesses and jobs is a matter of 

equity, because about two-thirds of industrial jobs are available to those with only a high school diploma, 

and over half of all maritime jobs are available to those with no formal educational training at all.2 These 

industrial, manufacturing and maritime jobs, and careers in the trades, provide vital paths to economic 

wellbeing not only because formal educational barriers are low, but because many of these jobs are 

unionized, and provide high quality benefits.3 In Seattle, these are jobs and workspaces that may not be 

replaceable. The WSBLE DEIS does not account for this, and the FEIS should. 

a. The FEIS Must Account For, Analyze and Mitigate Hard-to-Replace Jobs in 

Onshore Industry, Manufacturing and the Trades. 

Sound Transit has identified Alternative IBB-3 as the route segment alternative that would displace 

the most jobs not only among the IBB alternatives, but among any alternative on the Ballard Link. 

See DEIS pg. 4.3.3-6 (Table 4.3.3.2). A quick look at the map shows one obvious reason this is so: among 

the above-ground alternatives, this route will slice through fewer parking lots and vacant parcels, and more 

occupied, working businesses. (Of course, all of the above-ground alternatives are expected to have 

substantially greater displacement impacts than the tunnel alternatives.). 

Each business, resident and employee displaced is a serious matter, and we appreciate Sound 

Transit’s conscientious study and consideration of these effects. However, the displacement of industrial 

jobs has different, deeper public impacts in Seattle generally, and in Ballard specifically. 4 Under Alternative 

IBB-3, our neighbors’ industrial jobs, maritime jobs, and jobs in the trades would disappear from the Ship 

 

2 Seattle Industrial Lands DEIS pg. 1-3 

3 Id. 

4 See generally City of Seattle Industrial and Maritime Strategy Council Recommendations, June 2021, at 12 (citing 

“[i]mpacts of a potential Sound Transit Alignment” through this area as a “top issue,” and naming a vision that 

[l]ight rail is successfully integrated without hurting industrial users”). 
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Canal to Market Street. On Shilshole Avenue, these jobs are at AMC Cliffy’s Marine Services (servicing 

marine HVAC and refrigeration systems since 1980) and Onshore Yacht Refinishing (specializing in 

restoration, repair and refurbishment of antique boats).5 On NW 46th Street, Alternative IBB-3 would mean 

the loss of jobs repairing outboard engines at Ballard Marine Service, which has been in business for over 

30 years.6 Alternative IBB-3 would similarly displace welder-owned Ballard Mariner Fabricators on 

Ballard Way, which specializes in marine exhaust systems, fuel tanks and hull repair.7 And in multiple 

spaces between Shilshole Avenue and NW 50th Street, Alternative IBB-3 would the loss of jobs at Mac’s 

Upholstery -- our neighbor for 74 years -- which manufactures canvas and upholstery for Trident Seafoods, 

Foss, Alaska Longlines and even the US Navy and Coast Guard.8  

With the exception of AMC Cliffy’s, the DEIS’ economics section does not acknowledge the 

maritime dependence of these businesses. DEIS pg. 4.3.3-11. We hope the FEIS will acknowledge the other 

members of this community. 

Of course, many of our neighborhood’s other at-risk jobs are in non-maritime trades or industries. 

Under Alternative IBB-3, we would also miss Marian Built general contracting (whose principal has been 

welding since age nine and whose custom wood and reclaimed steel work can be seen as high as the Smith 

Tower observatory), and Hurst Custom Furniture and Ballard Custom Cabinets (where a former Boeing 

787 engineer leads a team of fine craftspeople). 9  

These businesses provide industrial and manufacturing work and trades that have long made 

Ballard special but have become all too rare City-wide. We hope that in the FEIS and decision-making 

process, Sound Transit will more clearly recognize that in today’s economy, jobs can be more difficult to 

replace than housing or commercial square footage - especially when good, family-wage jobs in 

manufacturing, industry and the trades. In the case of Alternative IBB-3, Sound Transit’s analysis does not 

yet tell the whole story of the devastating effects this alternative would have on local jobs.10 The FEIS must 

account for the unique loss of these industrial lands and trade jobs. 

Even where this analysis does differentiate among types of businesses that would be lost, it does 

not provide enough quantitative information for these impacts to be understood or analyzed. See id. 

(disclosing that Alternative IBB-3 would displace “some water-dependent businesses on the north side of 

Salmon Bay”). The FEIS should specify how many hard-to-replace industrial and maritime-dependent 

businesses this would be, and how many hard-to-replace industrial and maritime-dependent jobs. 

 

5 APN 0467000385(to be acquired, displaced or relocated only under IBB-3); see DEIS L4.1-44; 

www.marianbuilt.com.  

6 APN 2767702270 (to be acquired, displaced or relocated only under IBB-3); see DEIS L4.1-44; 

https://www.ballardmarineservice.com/about.  

7 APN 2767702225 (to be acquired, displaced or relocated only under IBB-3); see DEIS L4.1-45; 

https://www.ballardmarinefabricators.com/.  

8 APNs 2768400020 and 2767701750 (both to be acquired, displaced or relocated only under IBB-3); see 

https://www.mactops.com/seattle-boat-and-yacht-upholstery.php.  

9 APN 2767702145; 0467000385 (both to be acquired, displaced or relocated only under IBB-3); see DEIS L4.1-44; 

https://www.hurstfurniture.com/about; http://seattlecustomcabinets.com/About_Us.html.  

10 See also DEIS L4.2-50 at discussion of Policy BI-P2 and BI-P17. 

http://www.marianbuilt.com/
https://www.ballardmarineservice.com/about
https://www.ballardmarinefabricators.com/
https://www.mactops.com/seattle-boat-and-yacht-upholstery.php
https://www.hurstfurniture.com/about
http://seattlecustomcabinets.com/About_Us.html
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The DEIS section that purports to explicitly analyze land conversion also misses the mark. Its 

reliance on the City of Seattle Future Land Use 2035 dataset is aspirational, not illustrative, because that 

dataset does not truly account for which industrial businesses have held out despite economic pressures and 

which parcels have already been effectively converted despite their zoning. For this reason, it likely 

overstates land conversion in some zones, and understates land conversion in others. The FEIS should use 

more reliable, real-life metrics and data sets to quantify and analyze land conversion.  

The DEIS provides casual observation that displaced businesses in the area “could . . . be harder to 

relocate due to their need for water access,” DEIS pg. 4.3.3-9. The FEIS must expand on this analysis, and 

properly address the unique difficulties in successfully relocating jobs and businesses in manufacturing, 

industry and the trades. 

b. The FEIS Must Account For, Analyze and Mitigate Disruption to On-Water 

Maritime Jobs, Businesses, and Community. 

In much the same way as the DEIS understates and under-analyzes Alternative IBB-3’s negative 

impacts to on-land industrial, maritime and trades jobs, it has a similarly conclusory approach to evaluating 

impacts on the water. Fisherman’s Terminal and Salmon Bay Marina are a little farther afield from the 

SBFP Property, but we believe that Sound Transit should be sure to properly quantify, acknowledge and 

analyze the impacts its economic health has on all of Ballard, Seattle and beyond. On-water maritime jobs 

and businesses are even more difficult to replace than their on-land industrial or maritime-adjacent 

counterparts, because they depend not only on industrial space, but on also on shoreline access. Our family 

has seen how the maritime industry has defined Ballard’s culture and is both an additional source of good, 

family-wage jobs and an economic powerhouse of statewide significance.  

Unfortunately, Alternative IBB-3 would compound the effect of lost on-shore maritime-adjacent 

jobs with new constraints on access between the navigation channel and Fisherman’s Terminal, even while 

this alternative would reduce moorage in both Salmon Bay and at Fisherman’s Terminal. See generally 

DEIS pg. 3-122. The DEIS also points out that Alternative IBB-3’s guideway columns would “further limit 

an already constrained area” of commercial boat traffic near fisherman’s terminal, dramatically limit height 

limits to vessels in the vicinity of Salmon Bay, reduce berths by about 13%, and remove the only 

bilge/pump-out facility in Fisherman’s Terminal. Id. Vehicular access to the terminal would also be 

impaired, DEIS pg. 3-125, but it is unclear to what extent, and no mitigation is analyzed. See, e.g., DEIS 

pp. 3-125; 4.3.3-9.  

The DEIS does not analyze what impact these combined issues would have on Fisherman’s 

Terminal and Salmon Bay Marina and its Alaska fishing fleet, relying only on generalities like “columns 

on the south side of Salmon Bay . . . could affect access and circulation within Fishermen’s Terminal, as 

well as displace some uses on the property,” and understatements like “[b]usinesses at Fishermen’s 

Terminal are involved in regional waterway transportation and freight movement.” Id. at pg. 3-122. The 

FEIS must do more to actually quantify and analyze the individual and cumulative effects of all these 

impacts on Fisherman’s Terminal, and by extension, our broader region’s maritime economy. 

The DEIS’s section on mitigation for maritime impacts is even more vague. Compare DEIS pp. 

4.3.3-17 through 4.3.3-18 (Section 3.3.6, Mitigation Measures); with DEIS pg. 4.3.3-10 through 4.3.3-11 

(Impacts to Maritime Industry) and 4.3.3-16 through 4.3.3-17 (Section 4.3.3.5, Indirect Impacts of the Build 

Alternatives). The description of all economic mitigation measures is shorter than the section on maritime 

impacts itself and contains no specific information about how Alternative IBB-3’s combined impacts to the 

maritime industry would be mitigated. The bulleted mitigation measures are boilerplate in some instances 

and placeholders in others, so it is possible that this information was unintentionally omitted. The FEIS 
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must specifically describe construction and operations mitigation measures will be taken to avoid 

substantial negative impacts on the unique fishing fleet that makes its home at Fisherman’s Terminal. 

It is also possible that some of these omissions may be the result of choosing the wrong datasets. 

Specifically, the DEIS admittedly omits many vessel-borne jobs in its comparative statistics. DEIS Pg. 

4.3.3-17. Vessel-based businesses are real businesses, and vessel base jobs are real jobs, so Sound Transit 

must reexamine its conclusions that acquisitions and construction in Fisherman’s Terminal “would only 

displace one water-dependent business there.” DEIS pg. 4.3.1-7; see also DEIS pp. 4.3.2-11 and 4.3.3-5 

(acknowledging that IBB-3 would convert the more Port of Seattle land to transit use than any other 

alternative, but apparently still excluding vessels from displacement analyses). The FEIS must quantify and 

include vessel-based employment and business displacements in its comparative analyses, such as at Tables 

4.3.3.2 and 4.3.3.2, and in the narrative analyses supporting that Table. 

The DEIS is certainly correct in observing that “IBB-3 would likely be the most disruptive to the 

maritime cluster [and] would likely have broader impact to the fishing and recreation industry.” DEIS pg. 

4.3.3.17. But it must analyze those effects in detail, and it must investigate whether in fact “boats are . . . 

able to use other docks and find substitutable services.” Id. Seattle’s shorelines and water ways are among 

our most precious and irreplaceable resources, so these impacts will be among the most difficult to truly 

mitigate. For that reason, we hope that the FEIS will have an expanded analysis of whether these adverse 

impacts can truly be mitigated, and what the region-wide effects would be. 

2. The FEIS Must More Thoroughly Account For, Analyze and Mitigate the Many 

Other Impacts of Alternative IBB-3 and Other Elevated Alternatives. 

a. The FEIS Should Expand Its Analyses of Negative Impacts on Aquatic Life 

and Treaty Obligations. 

Though our family has had roots in Ballard since at least the 1890s, the Muckleshoot, Suquamish 

and Duwamish peoples have been present in this area for far longer, and the region’s salmon and other 

aquatic residents have lived here for longer still. We cannot speak for these tribes or for the salmon, but we 

do wish to offer our support to both of them as pillars of the Ballard community and culture. However, the 

DEIS’s Alternative IBB-3 discussion provides more placeholders than true information or analyses. See, 

e.g., DEIS pgs. 4.3.3-12 and 4.3.3-15 (treaty rights); 4.3.8-10, 4.3.9-9, and 4.3.9-11 through 4.3.9-12 

(aquatic ecosystem). That is why the FEIS must further emphasize, quantify and analyze the in-water and 

shoreline impacts of Alternative IBB-3 and other elevated alternatives, and in turn, the potential 

ramifications for fish habitats and treaty-protected fishing rights. The FEIS must specifically analyze, 

quantify, and discuss the WSBLE’s potential impacts in-water, on shorelines, to aquatic habitats and to 

treaty-protected fishing rights. It must name the mitigation measures that are proposed and discuss whether 

all potential adverse effects truly can be mitigated. 

We recognize that our family’s membership in the Ballard community is much, much more recent 

than that of the tribes or the salmon, and we hope that Sound Transit’s environmental analysists and 

leadership will heavily weigh the likely adverse impacts of all bridge alternatives. To the extent that affected 

tribes and environmental advocacy organizations have raised concerns about negative impacts to treaty 

rights and fish habitat, we stand behind them.  
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b. The FEIS Should Expand Its Analyses of Impacts on Views and Community 

Cohesion. 

This letter prioritizes our concerns about workers and employment, tribal treaty rights and aquatic 

resources. However, there are additional adverse effects of Alternative IBB-3 (and to a lesser extent, the 

other elevated alternatives) that are worthy of clarification in the FEIS.  

First, we share many of our neighbors’ worries about the potential impacts of the elevated 

alternatives to views in Ballard. The DEIS tells part of the story, finding that visual quality impacts to 

sensitive viewers under Alternatives IBB-2a and IBB-2b would be “none,” while elevated alternatives 

would reduce “high” visual quality of views to “average” for Alternatives IBB-1a and IBB-1b, and to “low 

average” for Alternative IBB-3. See DEIS pg. 4.3.5-15 (Table 4.3.5-2). However, this analysis retains vague 

placeholders that block the decision-maker’s view of the full extent of these impacts and proposed 

mitigation. For example, with respect to Alternatives IBB-1a and IBB-1b, the DEIS lists three different 

potential bridge types that would each “have different visual characteristic and different potential impacts 

on the visual quality of views seen by sensitive viewers.” DEIS pg. 4.3.5-12. The purpose of NEPA and 

SEPA is to describe these visual characteristics and potential impacts now, not at some unknown future 

date. Similarly, the DEIS would postpone analysis and discussion of mitigation measures under Alternative 

IBB-3 until after NEPA and SEPA processes were completed. DEIS pg. 4.3.5-17 (“Through design review 

in coordination with the City of Seattle, Sound Transit would consider measures to minimize impacts to 

visual quality . . .such as design guidelines and context-sensitive designs.”) The purpose of the EIS is to 

analyze and describe potential mitigation efforts now, so that the community and Sound Transit’s decision-

makers can understand the full extent of the proposal. These view impacts are important to the Ballard 

community, so the FEIS should describe the view impacts of each different potential bridge type, as well as 

the nature and impacts of potential view mitigations over the Ship Canal. 

Second, the FEIS should acknowledge how maritime and industrial impacts, tribal treaty impacts, 

view impacts and other effects would (individually and together) change the close cohesion of the Ballard 

neighborhood.11 The Ballard community is fundamentally rooted in its proximity to water, from its maritime 

and industrial presence, to views of our historic bridge and the presence of tribal members fishing by gillnet 

pursuant to their treaty rights. These elements pull our neighborhood together into community and create a 

distinctive sense of place, but the DEIS apparently only looks to “physical barriers, connections to social 

resources and community facilities, or notable changes to traffic patterns” as potential causes of lost 

neighborhood cohesion. DEIS pg. 4.3.4-9. In Ballard, as in other neighborhoods, our cohesion is historical 

and cultural as much as it is physical. For us, Ballard holds an important place in our family history, and 

we value our continued presence and contribution to its culture and economy. As landowners, we are 

committed to helping Ballard continue to grow and flourish for generations to come. Some references in 

this section do make sense, such the note about how Alternative IBB-3 would create a more visual barrier 

between east and west Ballard. The DEIS should have a more detailed and less conclusory analysis of 

impacts to neighborhood cohesion in the Interbay/Ballard Segment.  

 

 
11 Sound Transit defines “neighborhood cohesion” as “the extent to which residents have a sense of belonging to 

their neighborhood,” and notes that this metric “considers interactions between the residents and the resources in 

that neighborhood.” DEIS pg. 4.3.4-1. This definition does not expand on what kinds of neighborhood features are 

considered “resources,” but context suggests that a neighborhood’s “resources” are something more than just its 

social resources and its community facilities. 
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3. The Tunnel Alternatives Best Serve the Ballard Community. 

SBFP strongly supports a tunnel alternative for the Interbay-Ballard segment of the WSBLE. While 

selection of a tunnel alternative would still require analysis of construction and operational impacts, an 

elevated 15th Avenue West approach for the Interbay-Ballard segment would permanently displace SBFP’s 

tenants and dozens of other family-run and community-based enterprises. Most notable among those are 

industrial and maritime businesses that support good, family-wage jobs throughout our community. By 

contrast, the tunnel alternatives would result in less industrial and maritime displacements as well as fewer 

negative impacts on aquatic life and tribal treaty rights.  

The DEIS’s overall generalization and undetailed discussion of industrial land, business and job 

losses could have great impacts on Sound Transit’s decision-making if these matters are not clarified. See, 

e.g., DEIS 6-25 through 6-32 (repeating the above-discussed generalizations and other issues throughout 

the alternatives evaluation. We hope that Sound Transit will resolve them in the FEIS so that the true 

impacts of WSBLE will be disclosed, analyzed, and factored into the decision-making process. 

The FEIS is an opportunity for to fix parts of the DEIS that gloss over impacts to Ballard’s 

communities that likely are irreversible and cannot be mitigated. Our family’s loss of the Property would 

be a major personal loss of our connection to Ballard, but we wanted to make sure that Sound Transit 

captured the entire picture of how the IBB segments could change our community. We look forward to 

building Ballard’s next generation of transportation infrastructure together. 

Sincerely, 

SBFP Corporation Shareholders 

 

 

Fredricka N. Bolinger 

Vice President 

SBFP Corporation 
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April 28, 2022 

 
 
WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson St. 
Seattle, WA 98104 
 
via email WSBLEDEIScomments@soundtransit.org  
 
 Re: Mariners Comments on the WSBLE Draft Environmental Impact Statement 
 
Dear Ms. Swift, 
 
This comment letter is submitted by the Seattle Mariners in response to the West Seattle and Ballard 
Link Extension (the “WSBLE”) Draft Environmental Impact Statement (the “DEIS”). The 
Mariners enthusiastically support the expansion of light rail opportunities and appreciate the hard 
work of Sound Transit associated with this process. Each year, the Mariners welcome over 2.5 
million guests to over 100 events at T-Mobile Park, a publicly owned facility.1 Approximately 8%-
12% of T-Mobile guests use light rail. The Mariners’ long-range transportation planning anticipates 
even greater reliance on light rail throughout the next several years, with the goal of doubling usage 
of light rail to attend Mariners games at T-Mobile Park. We look forward to expanded services and 
expanded options for our fans and employees. 
 
T-Mobile Park is located west of Stadium Station. Based on recent surveys, approximately 85% of 
the ballpark’s light rail ridership use Stadium Station while the remaining 15% use either the SODO 
Station or the Chinatown-International District (“CID”) Station. T-Mobile Park attendees also walk 
and drive through SODO, Pioneer Square, and the CID neighborhoods before and after games and 
events. Our primary focus, however, is on the CID Segment analyzed in the DEIS. 
 
To help Sound Transit successfully deliver the WSBLE, the Mariners have several comments 
regarding: (1) construction impacts; (2) operational impacts; and (3) mitigation we hope can be 
addressed in the Final Environmental Impact Statement (the “FEIS”) regardless of the selected 
route of the new line. 
  

 
1 T-Mobile Park is owned by the Washington State Major League Baseball Public Facilities District 
(https://ballpark.org).  

 

 
Fred Rivera 
Executive Vice President/General Counsel 
1250 1st Avenue South 
Seattle, WA 98134 
(206) 346-4164 
FRivera@mariners.com 
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1. Construction Impacts to T-Mobile Park Require Additional Analysis in the FEIS. 

 
At the outset, it is important to note the significant construction duration for the CID Segment and 
how that will impact the millions of guests that visit T-Mobile Park (and Lumen Field) each year. 
Under CID-1a, the construction duration is 9 to 11 years. This duration is significantly longer than 
other WSBLE segments. Because of this decade-long construction duration, the construction 
impacts cannot be dismissed as temporary in nature. The FEIS should study methods to reduce the 
construction duration under all alternatives, but especially if Sound Transit decides to pursue 
Alternatives CID-1a or CID-1b, which have the longest construction duration in this segment.  
 
The following construction-related impacts to T-Mobile Park require additional analysis in the FEIS, 
and potential mitigation for these impacts is discussed below. 
 

a. Stadium Station Closure in Alternative CID-1a Would have Significant Impacts to T-
Mobile Park Accessibility, Parking Availability for Games and Events, and Pedestrian 
Access. 

 
Under Alternative CID-1a, Stadium Station will be closed for two years. As noted above, a majority 
of T-Mobile Park visitors arriving or departing by light rail use Stadium Station. The closure of 
Stadium Station will put additional pressure on the construction-related transit disruptions discussed 
below. The FEIS must analyze the impact of Stadium Station’s closure on T-Mobile Park. The FEIS 
does not currently address event surge conditions during the construction period, and it must be 
updated to analyze these conditions for the full construction duration, with particular attention to 
the two-year period of Stadium Station’s closure under Alternative CID-1a. How will transit-riders 
arrive at the ballpark? What will be the increased demand for SODO Station and CID Station during 
Stadium Station’s closure? What will be the pedestrian experience between SODO Station and the 
CID Station? How will closure of Stadium Station affect parking availability as more attendees drive 
due to the disruption in light rail service? 
 
The Mariners are working hard in coordination with the Seattle Department of Transportation to 
meet and exceed their Transportation Management Plan (“TMP”) goals. Use of light rail is critical 
to meeting these goals, but with Stadium Station closed, there will be no way to meet the existing 
TMP goals, let alone additional requirements SDOT is suggesting. The FEIS must carefully analyze 
the impacts of the Stadium Station’s closure, and there must be adequate mitigation to address the 
closure, particularly during the 6 to 7-week period when the entire light rail line will be disconnected 
between the SODO Station and CID Station under Alternative CID-1a.  
 

b. Removal of the 4th Avenue Viaduct in Alternatives CID-1a and CID-1b will have a 
Significant Impact on Traffic and Accessibility. 

 
Under Alternatives CID-1a and CID-1b, the 4th Avenue Viaduct will be closed for a minimum of 
four years. Currently, 4th Avenue South supports 16,700 to 36,900 average daily trips as a conduit to 
and from Downtown Seattle and SODO. See Table 4-34 of the DEIS Transportation Technical 
Report. As noted in the DEIS, “[t]he primary effects from construction would occur with the two 
4th Avenue Build Alternatives (Alternative CID-1a* and Option CID-1b*), as described below. 4th 
Avenue South carries approximately 30,000 vehicles per day as a primary north-south arterial 
connecting SODO to Downtown Seattle. Closure of all or portions of 4th Avenue South would 
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result in substantial diversion of traffic throughout arterial and local streets within the Chinatown-
International District and surrounding areas.” DEIS Transportation Technical Report, Pg. 4-123. 
 
The FEIS must analyze the impact of the 4th Avenue Viaduct closure with T-Mobile Park event 
surges. The DEIS acknowledges that the 4th Avenue Viaduct closure will result “in increased 
congestion and poor operations between South Jackson Street and Edgar Martinez Drive.” DEIS 
Transportation Technical Report, Pg. 4-124. And Table 5-54 of the DEIS Transportation Technical 
Report includes Edgar Martinez Drive and South Royal Brougham Way as a destination for 
thousands of diverted daily commuters under the CID-1a and 1b Alternatives. This congestion will 
likely be untenable on gamedays, and these event surge impacts must be disclosed and analyzed in 
the FEIS. 
 
Additionally, the FEIS needs to clarify whether the Weller Street Bridge will remain accessible 
during construction. It appears the Bridge likely will not be accessible under Alternative CID-1a and 
CID-1b with closure of the 4th Avenue Viaduct. (“Under Alternative CID-1a*, the 4th Avenue 
South access to the Weller Street Bridge would likely be closed, although a temporary pedestrian 
crossing of the construction area may be possible.” DEIS Transportation Technical Report, Pg. 6-
48.) If that is the case, then the FEIS needs to analyze the likely route from the existing CID Station 
to T-Mobile Park. This pedestrian route will be particularly important during the two-year period 
Stadium Station is closed when more T-Mobile Park visitors will be using the CID Station to reach 
the ballpark. 
 

c. Pedestrian Impacts Must be Further Analyzed and Safe, Accessible Pedestrian 
Routes Must be Detailed to Ensure Continued Pedestrian Access to T-Mobile Park. 

 
In addition to the pedestrian impacts already identified for further analysis, the FEIS must include 
more information about anticipated sidewalk closures during construction. The introduction to the 
“Construction-Related Roadway Modifications” attachment to the Transportation Technical Report 
says, “Roadway closures could also include short-term or long-term closure of sidewalks. Extent and 
duration of sidewalk closures will be coordinated with the City of Seattle in later phases of project 
development.” DEIS Transportation Technical Report, Pg. N.1E-1. 
 
Sidewalk closures are a critical component of the environmental analysis. This information cannot 
be coordinated and disclosed later. Now is the time to disclose and analyze the adverse impacts of 
the WSBLE. The FEIS discloses partial and full roadway closures due to construction. If there is not 
enough specificity around sidewalk closures, then the FEIS should assume a worst-case analysis and 
analyze commensurate sidewalk closures.  
 
Furthermore, light rail users arriving from south of Stadium Station will still need to access T-Mobile 
Park when the light rail segment between the Stadium Station and CID Station will be closed under 
Alternatives CID-1a and CID-1b. The FEIS needs to analyze the likely route from SODO Station to 
T-Mobile Park for these pedestrians, especially in light of the industrial nature of the surrounding 
area and heavy-truck routes therein. 
 
This updated pedestrian analysis must also account for the 4th Avenue Viaduct closure, the Weller 
Street Bridge closure, Stadium Station closure, and event crowd surges. 
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d. Freight, Transit, and Parking Impacts Must be Further Analyzed in the FEIS. 
 
The following “Potential Roadway Closures” diagram for CID-1a illustrates the major roadway 
closures around T-Mobile Park for the 9 to 11-year construction duration. Three sides of T-Mobile 
Park are identified as streets with “potential traffic increase.” 

 
 
Freight. With the full closure of South Holgate Street under all three SODO alternatives, the 
Transportation Technical Report explains that significant truck traffic from this designated “heavy 
haul route” would need to be diverted, with Edgar Martinez Drive South and South Royal 
Brougham Way identified as likely routes. 
 

Closing South Holgate Street, a City of Seattle heavy haul route, would require diverting 
approximately 900 peak hour vehicle trips, including relatively high truck volumes. Potential 
diversion routes would include South Lander Street, Edgar Martinez Drive South, and South 
Royal Brougham Way, along with portions of 6th Avenue South and Airport Way South. 
South Lander Street would be closed during construction of some of the West Seattle Link 
Extension alternatives in the SODO Segment, but South Holgate Street and South Lander 
Street would not be closed at the same time. While there is sufficient roadway capacity on 
most of these streets to accommodate the diverted traffic, the intersection of South Lander 
Street and 6th Avenue South would become further congested, as would the Edgar Martinez 
Drive South/1st Avenue South intersection. The added volumes on South Royal Brougham 
Way would also cause delays and vehicle queuing at the Link light rail signalized crossing. 

DEIS Transportation Technical Report, Pg. 4-122. The DEIS fails to overlay these 900 peak hour 
vehicle trips, including “relatively high truck volumes,” with event surge traffic. This South Holgate 
Street closure is anticipated for two to three years. The FEIS needs to analyze the impact to this 
reroute during events and consider vehicular and pedestrian impacts due to the reroute. 
 
Transit. The FEIS needs to fully analyze anticipated transit rerouting and impacts to service during 
construction. Table 3-36 of the DEIS Transportation Technical Report highlights the number of 
bus routes disrupted during construction, particularly under Alternatives CID-1a and CID-1b, which 
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would include closure of the Seattle Streetcar. These closures indicate hundreds of disrupted buses 
per hour for multiple years during the construction period. The analysis in the DEIS does not 
account for event volumes. And there needs to be focused analysis for the two-year period when 
Stadium Station is closed. This is a major gap in the analysis because there will be hundreds of games 
and events with very large crowds during the multi-year construction period. 
 
Parking. Loss of parking around T-Mobile Park should also be evaluated in a game/event surge 
condition. With disruption to reliable transit options, the FEIS should consider an increase in 
vehicular use and analyze the impacts for events. 
 

e. The Cumulative Effects Analysis Must be More Robust and Consider a Wider Range 
of Foreseeable Impacts, Including Impacts due to the Ongoing Industrial and 
Maritime Strategy, and Future Development Projects. 

 
The DEIS cumulative effects analysis does not reference the ongoing Industrial and Maritime 
Strategy work currently in the works at the Seattle Office of Planning and Community Development 
(“OPCD”). The Industrial Lands work anticipates a complete overhaul of Seattle’s industrial land 
use code regulations. Areas near current and future light rail stations will receive a meaningful 
increase in development capacity, and several industrial areas will be allowed additional density to 
incentivize further industrial development.2 OPCD is moving to its own FEIS this summer, and it 
expects to adopt new regulations in early 2023. 
 
The cumulative effects analysis in the FEIS must take these anticipated land use changes and 
increases in density into consideration. The changes will likely spur more development in industrial 
areas, potentially creating conflicts and concurrent construction impacts with the WSBLE work. 
 
Additionally, the pipeline projects analyzed as part of the cumulative effects analysis were taken 
from May 2021. That information will be more than a year stale by the time the FEIS is issued, and 
this project list should be updated for the FEIS analysis. The FEIS should also acknowledge that 
future, simultaneous construction is likely. Those impacts are currently downplayed in the 
cumulative effects analysis, which states, “[c]onstruction in or near roadways typically requires lane 
closures, detours, and traffic delays. Interactions among two or more concurrent construction 
projects can intensify these impacts. However, most reasonably foreseeable future actions that can 
be reliably identified at present would be completed or near completion before the WSBLE Project 
construction would begin.” DEIS Transportation Technical Report, Pg. 11-1. Seattle’s construction 
pipeline will not be frozen, and it is reasonably foreseeable based on adopted long-range planning 
documents that there will be simultaneous construction projects that will require additional lane and 
sidewalk closures. 
 

f. Construction Sequencing Must be Decided Upon, Disclosed, and Analyzed. 

The cumulative impacts analysis focuses on WSBLE impacts combined with other project impacts, 
but it also inadequately discloses its own cumulative impacts by disclosing the system-wide 
transportation and pedestrian impacts due to the lack of information on segment construction 
sequencing. 

 
2 See https://www.seattle.gov/opcd/ongoing-initiatives/industrial-and-maritime-strategy  
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The DEIS states, “[e]xcept where noted, the sequencing of construction activities was not assessed 
for the Draft Environmental Impact Statement, and some of the impacts described in this section 
may occur simultaneously. Detailed construction planning, including sequencing, will be provided in 
later phases of the environmental analysis once project design is sufficiently advanced.” DEIS 
Transportation Technical Report, Pg. 4-114. This updated analysis must be included in the FEIS to 
allow an adequate evaluation of the WSBLE project impacts.  
 

2. Operational Impacts to T-Mobile Park Require Additional Analysis in the FEIS. 
 
In one of the only references to events, the DEIS states it does not consider crowd surges related to 
games or events at T-Mobile Park, Lumen Field nor duel events that both stadia occasionally host 
on the same day.  
 

The ridership forecasts presented in this section do not directly forecast transit ridership 
during special events at venues such as T-Mobile Park, Lumen Field, Washington State 
Convention Center, Climate Pledge Arena, and the grounds of Seattle Center. While it is 
expected that additional ridership would be experienced on the light rail system during days 
with events at these facilities, it is not included in the forecasts. These events are intermittent 
and occur during various times of the day, with the highest surge often occurring outside of 
peak travel times. These events would occur without the light rail expansion, and the 
WSBLE Project would provide additional high capacity transit service to support this 
demand and facilitate access by efficiently moving attendees and staff to and from these 
areas. 

 
DEIS Transportation Technical Report, Pg. 3-40. This logic fails to consider the difference between 
the proposed alternatives, and the statement that events are “intermittent” is inaccurate given that 
the referenced facilities host events nearly every day of the year, including over 100 events with 
attendance averaging over 25,000 at T-Mobile Park and Lumen Field alone. 

Upon completion of the WSBLE, under Alternative CID-1b and all CID-2 Alternatives, there will 
not be a stop at Stadium Station for all lines. This means more riders will use the SODO Station and 
CID Station to access T-Mobile Park. How will this impact overall use of the light rail for T-Mobile 
Park visitors? What are the pedestrian routes associated with the alternatives? How will the removal 
of Stadium Station be mitigated?  
 
The FEIS needs to consider game and event demand and ridership levels under the different 
alternatives to adequately evaluate the operational impacts, including days in which both Lumen 
Field and T-Mobile Park host events. 
 

3. Suggested Mitigation for Consideration in the FEIS 
 
Based on the impacts identified above and the impacts identified in the DEIS, the Seattle Mariners 
encourage consideration of robust mitigation to support a healthy transportation system in and 
around T-Mobile Park. The following mitigation measures are in the FEIS. 
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a. Construction Mitigation 
 
The FEIS needs to include a much more detailed mitigation analysis for the transportation and 
transit impacts during construction. The DEIS discussion of construction mitigation essentially 
states mitigation will be coordinated with the City of Seattle and King County Metro later. DEIS 
Transportation Technical Report, Pg2. 3-65 to 3-66. A complete environmental analysis must 
discuss thoughtful mitigation strategies. After the FEIS analysis is updated to disclose vehicular, 
transit, and pedestrian impacts for games and events during construction, then the mitigation 
analysis must be updated with meaningful ways to address these construction impacts. The T-Mobile 
Park user experience for light rail riders cannot be written off for 9 to 11 years. 
 
Based on the information available at this stage, the following construction mitigation measures 
should be the minimum considered in the FEIS: 
 

 Wayfinding and other pedestrian enhancements through construction areas to allow 
continued access to T-Mobile Park through the surrounding neighborhoods. 

 Wayfinding and other pedestrian enhancements from CID Station and SODO Station, 
particularly during Stadium Station closure. 

 Shuttle service to the ballpark during Stadium Station closure under Alternative CID-1a. 
 If complete closure of the light rail between the CID Station and the SODO Station is 

required, ensure the 6 to 7-week closure occurs outside the Major League Baseball 
season. 

 A renewal of the free ride zone program down 1st Avenue to allow ballpark attendees to 
park downtown. 

 Adequate bus service to the ballpark during gamedays in the rerouted bus configurations. 
 Pedestrian safety measures due to increased traffic volumes around the ballpark. 
 Reinstate the Park and Ride system to T-Mobile Park on gamedays. 

 
b. Operational Mitigation 

 
 Wayfinding and other pedestrian enhancements (including lighting, landscaping, painting, 

sidewalk improvements, etc.) from the CID Station and SODO Station to T-Mobile Park, 
because more riders will use those stations due to not all lines stopping at Stadium Station 
under at least one Alternative. 

 Wayfinding and other pedestrian improvements to address event surges during operations. 
 Operational plans to address event surges. 

 
We look forward to continued engagement in the WSBLE EIS process and ongoing planning. 
 
Sincerely, 
 
 
 
Fred Rivera 
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WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift  
Sound Transit 
401 S. Jackson Street  
Seattle, WA 98104 
 
Dear Ms. Swift: 
 
Comments provided below are submitted on behalf of the property located at 1616 West 
Bertona, a property that is under contract for the new Seattle Storm practice facility.  The 
Property is currently home to a surface parking lot, but will soon be the new headquarters and 
practice facility for the Seattle Storm. 
 
We submit the following comments to the WSBLE Draft Environmental Impact Statement 
(“DEIS”).  The comments are categorized according to: (1) Important general community 
considerations that should guide project decisions; and (2) specific comments and/or 
recommendations regarding project specific impacts. 
 
General Community Considerations To Guide Agency Decision-making: 
 

• Property Usage.  The Draft EIS shows various above and below grade alternatives affecting 

the Property, but the Draft EIS does not describe how much of the Property will be taken for 

WSBLE purposes or what the impact will be on the portion of the Property that will remain. 

• The Dravus Interbay Businesses Must Continue to Operate and Thrive.   This Interbay 

neighborhood has been evolving into a vibrant commercial district comprised of mostly 

small businesses operated by independent owners.  It is critical that the project coordinate 

with Sound Transit and the City of Seattle to ensure they can remain open during 

construction, while also providing relief and assistance so that further business closure and 

loss is avoided. 

o Transit Connections and Pedestrian Movement are Critical.   We believe it will be 

important to ensure Sound Transit designs and operates a station to effectively 

serve a highly diverse set of users and the intensive pedestrian environment in 

which the station will be located. The Draft EIS does not disclose the method, scope, 

or duration of construction on and around the Property and in the Interbay area.  

Because of this lack of information, it is impossible to characterize the likely impacts 

of the WSBLE project on many issues relating to the Property, including: 

transportation and transit service; access; noise; vibration; congestion; and potential 

increases in crime. 
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• Leverage and Effectively Coordinate Light Rail with other Transit Systems serving this 
neighborhood.  The Dravus/Interbay neighborhood is served by King County Metro Transit 
and Sound Transit must ensure the design and operations of the new light rail line will 
effectively leverage and coordinate with this system, as well as the new bicycle and 
pedestrian infrastructure in development. 

• Coordination and Linkage to City of Seattle Projects.  There are numerous other capital 
projects in this vicinity that will be completed prior to the time of Sound Transit’s project 
such as construction of a new Seattle Storm Practice Facility at 1616 West Bertona, 
stretching from 16th to 17th streets.  Sound Transit needs to further evaluate any and all 
impacts to this project and study shifting the rail line to avoid impacting this property. 

• Consider Leveraging Transit Oriented Development Opportunities.  The agency should 
explore during its early planning and design phase where there are opportunities to partner 
or build the light rail station and line in conjunction with other development occurring in 
the neighborhood and maximize community development opportunity.  

 
Specific Comments in Response to DEIS: 

 

• Project Construction Impacts:  The DEIS lacks critical information on how the project and 

proposed station location construction will impact access and circulation within the 

neighborhood and Interbay with its dense mixed-use developments as well as key 

venues such as the Seattle Storm Practice Facility.  This information is critically 

necessary to inform the community’s choice for a preferred station location given such 

construction impacts could result in the permanent displacement of existing businesses.  

Given what is at stake, we ask Sound Transit to conduct studies now and provide this 

information to the public because we believe such information will be important for 

both the public and Sound Transit in making decisions about the station and the project 

in this segment area.  The locations, durations, and extents of street closures in the 

vicinity of the Property – all of which will have major impacts on the Property – remain 

speculative in the Draft EIS.  Much more work must be done to define these closures 

and to provide a menu of effective mitigation for them. 

• Construction Management Plan:  We request the establishment of a Construction 
Coordination Committee with agency representatives from Sound Transit and City of Seattle 
to develop a plan to minimize construction impacts.  Such a construction management plan 
should include: 

o Avoiding impacts to transit, especially fixed rail transit or bus service with no 
adequate detour route. Providing additional transit service in areas acutely 
impacted.  

o Providing assistance to employers that encourages and facilitates transit ridership.  
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o Establishing requirements for maintaining access to venues and businesses in 

construction contract documents. 
 

o Developing a communications plan to inform patrons, businesses, employees, and 
local residents of alternative route options. Providing real-time and advance-notice 
information on traffic movement, detour routes, and access. 

o Implementing public education measures and creative marketing ideas that promote 
access and attractiveness of venues and businesses.  

o Defining appropriate freight routes to accommodate large trucks and proactively 
communicating changes to street and route access. 

o Local businesses – please provide a clear analysis of parking impacts during 
construction to allow unfettered access for customers that frequent private 
businesses and proposed mitigation measures for customer access to businesses. 

o There are numerous concerns about the stability of the soil at this station entry 
which has layers of peat bogs, unsuitable fill, and a very high water table that need 
to be studied further to ensure the geotechnical requirements are understood by 
the neighborhood and existing buildings that will be affected. 

 

• Alternatives: The DEIS fails to provide critical information in its study and comparison of 
possible alternatives. More information is needed on concepts as the “mix and match” of 
alignments connecting the Smith Cove station to this station and beyond to the Ballard 
Station.  We request additional analysis be completed to study whether moving the station 
location possibly north and west on Thorndyke/17th to avoid the Storm Practice Facility and 
other longstanding businesses at risk of demolishment, and to better serve the area. 

• Keeping traffic moving along Dravus during construction:   The DEIS lacks critical 
information in its study of transportation impacts for this station.  To maintain access 
and reasonable traffic circulation during construction, Sound Transit needs to develop a 
multi-modal, Transportation Mitigation plan with SDOT to assess impacts and access to 
the community. 

•  Cut and Cover Construction Approach: The DEIS lacks critical information about the 
impacts of Cut and Cover Construction and possible alternative methods. Given the 
particularly significant noise impacts from the cut-and-cover method, the DEIS should 
evaluate alternative construction techniques such as mining to mitigate these significant 
adverse noise impacts.  

• Cumulative Impacts Should be Better Understood and Addressed. The DEIS lacks critical 
information around project cumulative impacts for this neighborhood resulting from 
construction impacts and road closures, which are presented in isolation from one 
another. The project and its construction plans should be carefully analyzed in a more 
holistic fashion for the public and decisionmakers to better understand the cumulative  
 



 

 4 

 
impacts of such a project, particularly in segment communities such as Interbay, where 
disruptions could have significant region and citywide implications. 

• Transit Oriented Development Opportunities 
 
 
Please provide a side-by-side analysis and visual depiction between alternatives showing 
the land that is anticipated to be required by Sound Transit that could be available for 
disposition after the project is completed. 

• Displaced Properties 
Provide a side by side comparison between alternative stations of residential and 
commercial properties impacted through acquisitions and construction staging.  A chart 
provided by Sound Transit in the Chapter 6 “alternatives evaluation” provides number 
of properties impacted but does not provide specific documentation in order to 
understand the implications to each station alternative  

 
Thank you for your consideration and review of our comments.  We look forward to further 
engagement and information from Sound Transit on these important, long term and lasting 
issues. 
 
Sincerely, 

 
 
Lisa Brummel 
Manager, Force 10 Hoops, LLC  
Co-owner, Seattle Storm  
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April 28, 2022 

 

 

WSBLE Draft Environmental Impact Statement Comments 

c/o Lauren Swift 

Sound Transit 

401 S. Jackson St. 

Seattle, WA 98104 

Email: WSBLEDEIScomments@soundtransit.org 

 

Re:  Comments on WSBLE Draft EIS 

 

Dear Ms. Swift: 

 

We are writing on behalf of SVAP III Elliott Plaza LLC, which is the owner of the property 

located at 1523 Elliott Avenue W. (TPN 7666201695, 7666201690 and 7666201685) 

(collectively, the “Property”) to provide comments on the Draft EIS for the WSBLE project.  

The Property is currently home to a retail shopping center. 

 

The Draft EIS does not explain or evaluate the probable impacts of the WSBLE project, both 

with respect to the Property and to the Smith Cove station area as a whole.  Our comments are as 

follows: 

 

 The Draft EIS shows a future light rail station located on the Property.  But the Draft EIS 

does not describe how much of the Property will be taken for WSBLE purposes or what 

the impact will be on the portion of the Property that is remaining. 

 

 The secondary and indirect impacts of “pre-condemnation blight” must be evaluated in 

the Draft EIS.  The Draft EIS has now been published, which indicates for the world 

those properties that may be subject to future condemnation.  But no decision has been 

made on the alignment of WSBLE and will not for some time.  It will be years before real 

estate acquisition commences.  In the intervening years, the Property will be placed in 

financial limbo by Sound Transit.  Tenants will avoid the Property and it will be difficult 

to justify long-term capital investment in the buildings on the Property.  This pre-

condemnation blight will impair the usability and value of the Property and dozens of 

other properties in a similar circumstance along the corridor. This cumulative impact will 

result in a loss of jobs and residents along the corridor and will promote urban blight.  

The Draft EIS must evaluate these impacts. 
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 The Draft EIS does not evaluate the development potential of the Property or the 

alternative uses to which it could be put, including large-scale office and research & 

development uses.  Such uses predominate in the Elliott Avenue corridor, so the taking of 

the Property for WSBLE purposes will preclude such future development, and the jobs 

and tax revenue it represents.  The Draft EIS should review these impacts. 

 

 The Draft EIS does not disclose the method, scope or duration of construction on and 

around the Property and in the Smith Cove area.  Because of this lack of information, it is 

impossible to characterize the likely impacts of the WSBLE project on many issues 

relating to the Property, including: 

 

o Transportation and transit service; 

o Noise; 

o Congestion; 

o Potential increases in crime; 

o Loss of sales and rental value and corresponding decreases in property value. 

All of these issues should be discussed in detail in the Draft EIS, but only when the Draft 

EIS adequately describes the WSBLE project. 

 

 The locations, durations and extents of street closures in the vicinity of the Property – all 

of which will have major impacts on the Property – remain speculative in the Draft EIS.  

Much more work must be done to define these closures and to provide a menu of 

effective mitigation for them. 

 

 WSBLE construction will impose a large undevelopable footprint across the urban 

environment in Seattle.  Sites like the Property will be rendered unusable as 

redevelopment opportunities, even though they will be immediately proximate to a future 

WSBLE station.  Thus, the taking of the Property for WSBLE use will reduce the transit-

oriented development options in the vicinity of the Smith Cove station.  But the Draft EIS 

completely ignores the impact of WSBLE on future development and makes no effort to 

assess how corridor and station selection will impact the availability of TOD 

opportunities in the station area.  We believe the alternate corridor location, on the east 

side of Elliott Avenue, will better preserve future TOD opportunities in the area.  This 

issue must be evaluated in the Draft EIS. 

 

 Sound Transit should prepare a supplement to the Draft EIS that fully describes the 

WSBLE project and evaluates all impacts associated with the proposal. 
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In sum, we are concerned that the WSBLE project will have a devastating impact on the use and 

valuation of the Property specifically, and of the Smith Cove station area generally.  The Draft 

EIS must disclose all such impacts for public review. 

 

We appreciate the opportunity to provide these comments. 

 

 

Sincerely, 

 

 

Dustin Hicks 

Senior VP of Construction and 

Development, Sterling Organization, 

manager of SVAP III Elliott Plaza, LLC 
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HART CROWSER 
A DIVISION OF HALEY & ALDRICH 
3131 Elliott Avenue 
Suite 600 
Seattle, WA  98121 
206.324.9530 
 

MEMORANDUM 
 
 
21 March 2022  
File No. 0204806-000 
 
 
TO:  Nitze-Stagen 
  Peter Nitze 
 
FROM:  Hart Crowser, a division of Haley & Aldrich 
  Madan Karkee, Ph.D., P.E., P.Eng. 
  Garry Horvitz, P.E., L.E.G. 
 
Subject: Geotechnical Engineering Considerations Review (Updated)  
  ST3 Plans for New Light Rail Station 
  Chinatown-International District 
  Seattle, Washington 
 
This memorandum summarizes the preliminary assessments of Hart Crowser, a division of Haley & 
Aldrich (HCHA), concerning the geotechnical engineering considerations for existing structures in 
relation to a new Chinatown-International District Light Rail Station (CID Station) currently being 
planned by Sound Transit as part of their ST3 plan, which includes development of the West Seattle and 
Ballard link extensions. The draft environmental impact study (EIS) for the West Seattle and Ballard Link 
Extensions, prepared by Sound Transit, indicates several options being considered for the CID Station. 
These options include shallow and deep tunnel station options under Fourth or Fifth Avenue. The 
shallow options are anticipated to be about 80 to 115 feet below existing grade, while the deep options 
are intended to be much deeper at about 180 to 190 feet below the roadway surface grade.  
 
We prepared this memorandum for the exclusive use of Nitze-Stagen and their partners for specific 
application to geotechnical considerations related to proposed options for the CID Station. We 
completed the work based solely on the available existing historical borings, according to generally 
accepted geotechnical practices for work performed in the same or similar localities and related to the 
nature of this preliminary assessment, at the time the services were accomplished. We make no other 
warranty, express or implied. 
 
For our preliminary assessments presented herein, we interpreted the subsurface conditions based on 
our review of existing information, consisting of explorations and soil samples at widely spaced discrete 
locations. The nature and extent of variations between explorations may not become evident until 
additional explorations are performed, or actual construction occurs. If variations are encountered, it 
may be necessary to reevaluate the conclusions and assessments presented in this memorandum. 
 

  www.hartcrowser.com 
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Although the Sound Transit plan for the CID segment stretches from South Holgate Street to James 
Street, our review of the existing geotechnical information is limited to the area between Fourth Avenue 
South and Fifth Avenue South, from South Royal Brougham Way in the south, to South Jackson Street to 
the north. We understand the properties of interest that may be impacted are within this area and are 
referred to as the ‘general area of interest’ (Figure 1) in this memorandum.  
 
Ground surface elevation (NAVD 88) is generally in the range of 40 to 50 feet in the north end (close to 
South Jackson Street) of the general area of interest and dips down to elevation of about 20 feet in the 
south end (close to Sough Royal Brougham Way). 
 

Review of Existing Subsurface Information 

We compiled and reviewed 76 existing historical borings that are considered relevant for the general 
area of interest. The list of borings and the borings compiled are included as Appendices A and B 
respectively. Approximate locations of these borings are shown on Figure 2. Based on our review of the 
compiled boring logs, we developed two generalized subsurface profiles along two north-south lines 
designated as A-A’ (close to along Fourth Avenue) and B-B’ (close to along Fifth Avenue) on Figure 2. 
Subsurface profiles along A-A’ are on Figures 3A through 3G, and those along B-B’ are on Figures 4A 
through 4H. Sectional profiles on Figures 3A through 3F, and 4A through 4G show the details for various 
segments along A-A’ and B-B’ respectively. The segments corresponding to these figure numbers are 
shown on Figure 2 (in green). Figures 3G and 4H show the overall sectional profiles along A-A’ and B-B’ 
respectively. In general, the subsurface soil conditions broadly consist of fill and recent deposits 
overlying competent glacially consolidated soils at depth. Approximate elevation of the top of glacial 
deposit is estimated to range from -40 to -85 feet along section A-A’ (close to along Fourth Avenue). 
Along section B-B’ (close to along Fifth Avenue), the elevation of the top of glacial deposit appears to be 
mostly in the range of -30 to -50 feet, although there may be local dips in the north to up to -90 feet 
elevation (Figures 4F and 4G). 
 
FILL SOILS 

The fill soils are generally located at ground surface of the site and extend to depths ranging from about 
15 to 60 feet below ground surface. The fill is typically composed silty sand or sandy silt, but several 
borings show a combination of soil types in varying amounts including sands, silts, clays, and gravels. 
The fill soils also typically contain varying amounts of building debris (e.g., brick, wood, concrete, and 
asphalt), organics, roots, ash, coal, and other debris. The fill varies widely in density, ranging from 
loose/very soft to very dense/hard, but the majority of fill is generally loose/soft to medium dense/stiff, 
with standard penetration test blow counts ranging from 0 to 30. Based on our previous experience with 
projects in the area, debris including concrete, timber, timber piles, and steel may be present in the fill. 
 
RECENT DEPOSITS 

Underlying the fill soils, these soils are typically recently deposited native soils, up to approximately 
80 feet in thickness. These recent deposits typically consist of silty sand, sandy silt, or silty clay with 
varying amounts of gravel, organics, peat, and shell fragments. Overall, the recent deposits consist of 
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very soft to soft silt and clay overlying generally medium dense sand with variable silt and gravel 
content. These soils are comprised of estuarine soils associated with former tide flats in the site vicinity 
and beach/marine deposits. These recent deposits are weak and highly compressible, and as such, are 
not capable of supporting large structural loads. As a result, all of the existing (and proposed) buildings 
in this area, including those developed by Nitze-Stagen, Vulcan, and Alexandria are or will be supported 
on deep foundation systems that extend down into firmer bearing soils at depth. 
 
GLACIAL DEPOSITS 

Glacially consolidated soils are encountered beneath the recent deposits and consist of dense to very 
dense sand and gravel with variable silt content and hard silt/clay with variable sand and gravel content. 
Deeper of the available borings we reviewed were terminated in this soil deposit. These glacial deposits 
represent a firm bearing layer for deep foundations that support the larger buildings in this area. 
 
GROUNDWATER 

Groundwater was encountered in some of the borings and shallow monitoring wells between 1.5 to 
18 feet below existing grade. In general, groundwater in the area is present in a shallow, unconfined 
aquifer and a deep confined aquifer. Wells that were screened within the glacially overridden soils 
appear to have a piezometric surface near the ground surface. This indicates that the piezometric heads 
within the deep aquifer may be higher than those of the shallow aquifer. 
 

Review of ST3 Alignments and Options 

As noted above, Sound Transit is considering two basic alignments to construct the below grade light rail 
station along its CID segment, which includes the area from South Holgate Street to James Street. These 
two alignments consist of constructing the CID station under Fourth Avenue or Fifth Avenue. For both of 
these alignments, there are different options being considered for the segment that would enter a 
tunnel heading north between Fourth Avenue South and Sixth Avenue South. The new CID station will 
connect to the existing station under Fifth Avenue. Approximate layout plans of the various options are 
sketched on Figure 2. 
 
FOURTH AVENUE OPTIONS 

There are two options under evaluation for the CID station under Fourth Avenue with the station 
located approximately where South King Street crosses it, west of the existing station under Fifth 
Avenue. 
 
Fourth Shallow Option 

In this option, the station platform will be approximately 80 feet deep (elevation about -40 feet) and an 
underground connection will be made to the southbound platform of the existing station under Fifth 
Avenue. Schematic plans indicate that the light rail line tunnel will cross under the Salvation Army site, 
approximately from Fifth Avenue and South Brougham Way crossing, to align under Fourth Avenue, just 
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south of the Turner Construction building. Based on the subsurface conditions described above, the 
station and tunnel will generally be within the soft to medium stiff and loose to medium dense recent 
deposit soils. The thickness of the recent deposit below the planned station depth to the top of glacially 
overridden deposits is estimated to be in the range of 10 to 45 feet (Figures 3A through 3G). 
Approximate extent of the below grade Union Station parking is also shown on Figure 3G.  
 
Fourth Deep Option 

In this option, the tunnel and station will be approximately 190 feet deep (elevation about -150 feet). In 
the area where the station is planned, there will be approximately 70 feet of glacial soils above this 
depth (Figure 3G). To reach this depth, the tunnel will need to have a gradient from where it enters 
underground in the south. Figure 3G illustrates the possible vertical alignment of the tunnel south of the 
proposed station by showing 3 and 5 percent gradient lines. It seems the deep option is intended to 
allow the use of a tunnel boring machine possible, instead of the cut-and-cover method anticipated for 
the shallow option, to minimize disruptions during construction. Schematic plans indicate that the light 
rail line tunnel will align Fourth Avenue from south of the Salvation Army site. 
 
FIFTH AVENUE OPTIONS 

There are three possible options under evaluation for the CID station under Fifth Avenue, again with the 
station located approximately where the South King Street crosses it, but east of the existing station 
under Fifth Avenue. 
 
Fifth Shallow Option 

In this option, the station platform will be approximately 90 feet deep (elevation about -50 feet) and an 
underground connection will be made to the northbound platform of the existing station under Fifth 
Avenue. Schematic plans indicate that the tunnel would run north beneath Sixth Avenue, and then 
transition to Fifth Avenue near Seattle Boulevard South. Assuming the station and tunnel at about 
elevation -50 feet, the tunnel is anticipated to be on top of the glacially overridden soils (Figures 4A 
through 4E), except in the north where local dips may be encountered (Figures 4F and 4G). Locally, there 
may be up to about 30 feet of very soft to medium stiff and loose to medium dense recent deposit soils 
below the planned station depth to the top of glacially overridden deposits. Approximate extent of the 
below grade Union Station parking is illustrated on Figure 4H.  
 
Fifth Shallow Diagonal Option 

In this option, the station platform will be approximately 115 feet deep (elevation about -75 feet) and an 
underground connection will be made to the northbound platform of the existing station under Fifth 
Avenue. Similar to the shallow option described above, there may be up to about 50 feet of very soft to 
medium stiff and loose to medium dense recent deposit soils from the planned station depth to the top 
of glacially overridden deposits. In this option, the tunnel would continue north beneath Sixth Avenue 
and then transition to Fifth Avenue from north of South Jackson Street. The station will be diagonal 
between Sixth Avenue and Fifth Avenue approximately beneath South King Street. Considering the 
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schematic layout plan shown on Figure 2, this option is likely to have the least impact on properties 
within the general area of interest. 
 
Fifth Deep Option 

Similar to the Fifth Shallow Option above in alignment, except deeper tunnel and station. The tunnel and 
station will be about 180 feet deep (elevation -140 feet). In the area where the station is planned, there 
will be on the order of about 50 feet of glacial soils above this depth (Figure 4H). To reach this depth, the 
tunnel will need to have a gradient from where it enters underground in the south. Figure 3H illustrates 
the possible vertical alignment of the tunnel south of the proposed station by showing 3 and 5 percent 
gradient lines. As for the Fourth Avenue alignment, the deep option seems to be intended for making 
the use of tunnel boring machine possible, instead of the cut-and-cover method anticipated for the 
shallow option, to minimize disruptions during construction. 
 

Considerations for Existing Properties 

All of the building and parking structures between Fourth and Fifth Avenues are pile supported, and any 
new construction in the future (including the Salvation Army site) are expected to be either pile 
supported or supported on ground improvement. Assuming that all necessary and appropriate 
measures will be adopted during construction, the general impacts to the properties in the general area 
of interest can be divided into two categories: disruptions during construction and future development 
impacts. There will be numerous other direct and indirect impacts from such a large-scale construction 
undertaking (e.g., street closes, traffic rerouting, etc.), which are beyond the scope of this 
memorandum. 
 
DISRUPTIONS DURING CONSTRUCTION 

Actual disruptions and loss of use/revenue will be dependent on the actual sequence and mode of 
construction operation. It is anticipated that the three shallow options described above will involve cut-
and-cover methods. From general comparative basis, it appears that the Fifth Shallow Diagonal Option is 
likely to be least disruptive, while Fourth Shallow Option is likely to be most disruptive. 
 
With respect to the Fourth Avenue Shallow Option, the most likely cut and cover scenario will need to 
include a shoring system that consists of a water-tight structure. This would include shoring walls most 
likely consisting of water-tight secant pile walls or slurry trench walls that extend down into the dense 
bearing soils at depth. Given the extreme depth to competent soils, the use of tieback anchors may be 
prohibitive. As a result, it is most likely that the shoring walls would be internally braced in a manner 
similar to that used for the South Approach and Launch Pit for the Alaskan Way Tunnel. The need to 
avoid dewatering of the excavation will be of primary significance, which will extend substantially below 
the water table. This is important because lowering of the water table outside of the shoring system 
would tend to cause ground surface subsidence and adverse impacts to the structural performance of all 
the buildings along Fourth Avenue. 
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Even when dewatering occurs inside of a watertight secant pile type shoring wall, there will be some 
influence on the outside as the groundwater is drawn down. One of the ways to minimize impact on the 
outside of the shoring wall is to embed the secant piles deeper into the glacial soils, to provide a cutoff 
wall below. Since available information described above indicates the presence of a deep aquifer that is 
confined with piezometric head closer to existing grades, installing secant piles deeper itself will involve 
some challenges. 
 
Impacts to existing structures from a structural integrity perspective will depend on the means and 
methods adopted during construction, which can be assessed after the details become available. Some 
of the apparent considerations are itemized below. 

 In the Fourth Shallow Option, the tunnel alignment seems to pass through the Salvation Army 
site. The cut-and-cover type of operation to construct the tunnel through the site is likely to be 
directly disruptive.  

 For existing structures, the Union Station garage and building entrances along Fourth Avenue 
will likely be unusable for some extended period of time. 

 The Fifth Shallow Option will likely have minimal direct impact on existing properties south of 
the Airport Way South, but garage and building entrances north of Airport Way South along the 
Fifth Avenue will likely be limited or unusable for some extended period of time. 

 The Fifth Shallow Diagonal Option will likely have minimal direct impact on existing properties 
south of South King Street. As most of the general area of interest lies south of South King 
Street, this option appears to be least disruptive for properties in the general area of interest. 

 Both deep options will likely see minimal disruption along the tunnel alignment, but there will 
be disruption at the station location areas. 

 
FUTURE DEVELOPMENT IMPACTS 

The station and tunnel construction is likely to alter the conditions for future development. Some of the 
apparent geotechnical considerations are itemized below. 

 As noted above, all shallow options for station and tunnel will involve cut-and-cover type of 
construction approach. Since the station and tunnel will likely lie within the recent deposit soils, 
they will likely be supported on piles or ground improvement to transfer loads to the competent 
glacial soils. When construction occurs in properties adjacent to Fourth or Fifth Avenues in the 
future, the impact on the tunnel and station can be a significant consideration. 

 In the Fourth Shallow Option, the tunnel will be directly under Salvation Army property. Any 
structure constructed on this site will need to transfer loads directly on the tunnel or bridge over 
the tunnel to transfer load below. Of course, any basement construction will be limited to above 
the top of the tunnel. For the Salvation Army development, we understand that the proposed 
building structure may occupy the entire site and will extend one story below the adjacent grade 
of Fourth Avenue. Any proposed building development on the site would require that the loads 
of the building are extended down below the invert of the tunnel such that overstressing of the 
tunnel itself is avoided. Alternatively, Sound Transit would need to design the tunnel to 
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accommodate the planned loads of the new buildings. This latter consideration is the approach 
taken by The Washington State Department of Transportation in the design of the Alaskan Way 
Tunnel through downtown Seattle.  

 For deep options, one of the considerations will be the need to account for the extent of load 
transfer from building foundations to the tunnel and possible additional tunnel settlement from 
load transfer. Such considerations are likely to be more prominent as the tunnel subgrade rises 
up with distance from the deep station areas.  

 

Comparative Geotechnical Considerations for Shallow Options (Fourth Avenue 
vs. Fifth Avenue) 

As noted above, the shallow cut-and-cover construction along Fourth Avenue will likely be within the 
very soft to medium stiff and loose to medium dense recent deposit soils for the most part. Schematic 
subsurface profiles described herein indicate thickness of the recent deposit of 10 to 45 feet below the 
planned station depth to the top of glacially overridden deposit soils. This indicates that the tunnel and 
station will likely be either pile supported or supported on ground improvement to transfer to 
competent glacially overridden soils. It is also noted above that the shoring system for cut-and-cover 
construction will likely consist of water-tight secant pile walls embedded into the glacially overridden 
soils. The dewatering and deep depressurization that will be required along Fourth Avenue (shallow 
groundwater table) to make the required deep cuts may likely develop offsite impacts, such as ground 
surface subsidence, which could substantially and adversely impact the performance of the existing and 
proposed buildings along Fourth Avenue. In comparison, the station and tunnel at the proposed depth 
(elevation about -50 feet) along Fifth Avenue is anticipated to be within or on top of the glacially 
overridden soils for the most part, except in the north where local dips may be encountered (Figure 4G). 
 
In comparison to the Fifth Avenue option, the Fourth Avenue option will likely involve significantly larger 
thickness and lateral extent of recent deposit soils below the planned station and tunnel. The shoring 
piles as well as the piles/ground improvement for tunnel support will need to penetrate this thickness to 
reach and embed into the competent glacially overridden soils. From these considerations, it appears 
the shallow tunnel along Fifth Avenue will be preferrable to Fourth Avenue from a geotechnical 
perspective. 
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Closing 

We appreciate the opportunity to provide our assessment of the geotechnical engineering 
considerations for existing properties in relation to Sound Transit plans for the CID Light Rail station. 
Please do not hesitate to call if you have any questions or comments. 
 
Attachments: 
 Figure 1 - Location Plan 
 Figure 2 - Boring Locations Plan 
 Figures 3A though 3F - Generalized Subsurface Profile A-A’ Segments (Along Fourth Avenue) 
 Figure 3G - Generalized Subsurface Profile A-A’ (Along Fourth Avenue) 
 Figures 4A though 4G - Generalized Subsurface Profile B-B’ Segments (Along Fifth Avenue) 
 Figure 4H - Generalized Subsurface Profile B-B’ (Along Fifth Avenue) 
 

 
 Appendix A - List of Borings Reviewed 
 Appendix B - Boring Logs 
 
\\haleyaldrich.com\share\sea_projects\Notebooks\0204806-000_Sound_Transit_CID_Review\Deliverables\Memos\Geotechnical 
Memo\F2\2022_0321_HCHA_ST3_CID_StationPlanGeoReview_F2.docx 
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FIGURE 3G

SOUND TRANSIT CID REVIEW
SEATTLE, WASHINGTON

CROSS SECTION A-A' (COMBINED)

MARCH 2022
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NOTE

THIS SUBSURFACE PROFILE IS GENERALIZED
FROM MATERIALS OBSERVED IN SOIL BORINGS.
VARIATIONS MAY EXIST BETWEEN PROFILE AND
ACTUAL CONDITIONS.
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FIGURE 4A
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SEATTLE, WASHINGTON
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VARIATIONS MAY EXIST BETWEEN PROFILE AND
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FIGURE 4B
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SEATTLE, WASHINGTON

CROSS SECTION B-B'
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THIS SUBSURFACE PROFILE IS GENERALIZED
FROM MATERIALS OBSERVED IN SOIL BORINGS.
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VARIATIONS MAY EXIST BETWEEN PROFILE AND
ACTUAL CONDITIONS.
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FIGURE 4D

SOUND TRANSIT CID REVIEW
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NOTE

THIS SUBSURFACE PROFILE IS GENERALIZED
FROM MATERIALS OBSERVED IN SOIL BORINGS.
VARIATIONS MAY EXIST BETWEEN PROFILE AND
ACTUAL CONDITIONS.
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FIGURE 4E

SOUND TRANSIT CID REVIEW
SEATTLE, WASHINGTON
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NOTE

THIS SUBSURFACE PROFILE IS GENERALIZED
FROM MATERIALS OBSERVED IN SOIL BORINGS.
VARIATIONS MAY EXIST BETWEEN PROFILE AND
ACTUAL CONDITIONS.
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VARIATIONS MAY EXIST BETWEEN PROFILE AND
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FIGURE 4H

SOUND TRANSIT CID REVIEW
SEATTLE, WASHINGTON

CROSS SECTION B-B' (COMBINED)

MARCH 2022
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FILL

RECENT DEPOSITS

GLACIALLY CONSOLIDATED SOILS

ORGANICS AND/OR PEAT CONTENT

NOTE

THIS SUBSURFACE PROFILE IS GENERALIZED
FROM MATERIALS OBSERVED IN SOIL BORINGS.
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ACTUAL CONDITIONS.
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APPENDIX A 

List of Boring Logs Reviewed 

 



LIST OF BORINGS REVIEWED

S. No. Boring Designation
Original 

Boring No.
Date Drilled

Boring Depth 

(feet)

Location 

Elevation 

(feet)

Explotation Completed by

1 B-1-HC2019 B-1 6/26/2019 36.5 19.6 Hart Crowser

2 B-5-HC2019 B-5 6/26/2019 39 18.8 Hart Crowser

3 MW-3S-HC2019 MW-3S 6/25/2019 16.5 20.04 Hart Crowser

4 MW-3D-HC2019 MW-3D 6/24/2019 86.5 20.31 Hart Crowser

5 MW-1S-HC2019 MW-1S 6/20/2019 16.5 21.34 Hart Crowser

6 MW-2S-HC2019 MW-2S 6/20/2019 26.5 19.46 Hart Crowser

7 MW-1D-HC2019 MW-1D 6/19/2019 87 21.44 Hart Crowser

8 B-2-HC2019 B-2 6/17/2019 31.5 19.8 Hart Crowser

9 B-3-HC2019 B-3 6/17/2019 31.5 19.8 Hart Crowser

10 B-4-HC2019 B-4 6/17/2019 36.5 20.3 Hart Crowser

11 B-1-HC1998 B-1 3/2/1998 78.3 17.7 Hart Crowser

12 BP-1A-HC1987 BP-1A 6/26/1987 79 30 Hart Crowser

13 BP-2-HC1987 BP-2 6/23/1987 79 10.5 Hart Crowser

14 MWU-4-HC1987 MWU-4 5/11/1987 19 Hart Crowser

15 HC-8-1985 HC-8 12/3/1986 78.2 8.5 Hart Crowser

16 HC-7-1985 HC-7 12/2/1986 127.5 9 Hart Crowser

17 P-101-HC1985 P-101 11/13/1986 45.5 Hart Crowser

18 P-102-HC1985 P-102 11/13/1986 39.5 Hart Crowser

19 P-103-HC1985 P-103 11/13/1986 44 Hart Crowser

20 B-4-HC1985a B-4 12/23/1985 69 37 Hart Crowser

21 B-5-HC1985a B-5 12/23/1985 69 34 Hart Crowser

22 B-6-HC1985 B-6 12/23/1985 41 34 Hart Crowser

23 B-3-HC1985a B-3 12/20/1985 69 35 Hart Crowser

24 HC-4-1985 HC-4 12/18/1985 103.5 8.1 Hart Crowser

25 B-2-HC1985a B-2 12/18/1985 70 34 Hart Crowser

26 HC-5-1985 HC-5 12/16/1985 116.3 8.6 Hart Crowser

27 B-1-HC1985a B-1 12/16/1985 70 35 Hart Crowser

28 HC-2-1985 HC-2 12/13/1985 93.9 8.2 Hart Crowser

29 HC-6-1985 HC-6 12/13/1985 93.5 9.3 Hart Crowser

30 HC-3-1985 HC-3 12/12/1985 93.4 8.2 Hart Crowser

31 HC-1-1985 HC-1 12/11/1985 102.8 9.7 Hart Crowser

32 B-110-HC1985 B-110 12/2/1985 103.2 9.3 Hart Crowser



S. No. Boring Designation
Original 

Boring No.
Date Drilled

Boring Depth 

(feet)

Location 

Elevation 

(feet)

Explotation Completed by

33 B-117-HC1985 B-117 11/26/1985 93 10.1 Hart Crowser

34 B-111-HC1985 B-111 11/20/1985 73.3 9.2 Hart Crowser

35 B-112-HC1985 B-112 11/20/1985 79 9.8 Hart Crowser

36 B-113-HC1985 B-113 11/19/1985 73.5 10.2 Hart Crowser

37 B-114-HC1985 B-114 11/18/1985 92.8 11.2 Hart Crowser

38 B-115-HC1985 B-115 11/14/1985 73.3 10.3 Hart Crowser

39 B-116-HC1985 B-116 11/13/1985 84 10.5 Hart Crowser

40 B-118-HC1985 B-118 11/11/1985 73.4 10.3 Hart Crowser

41 B-119-HC1985 B-119 11/5/1985 83.4 9.9 Hart Crowser

42 B-120-HC1985 B-120 11/4/1985 74 10.7 Hart Crowser

43 P-2-HC1985 P-2 6/7/1985 65 7.52 Hart Crowser

44 B-16-HC1985 B-16 5/18/1985 108.5 9.4 Hart Crowser

45 B-13-HC1985 B-13 5/8/1985 78.9 7.64 Hart Crowser

46 B-19-HC1985 B-19 5/8/1985 62.5 10.77 Hart Crowser

47 B-15-HC1985 B-15 5/7/1985 88.3 9.41 Hart Crowser

48 P-1-HC1985 P-1 5/7/1985 67 7.2 Hart Crowser

49 P-3-HC1985 P-3 5/6/1985 72.2 9.69 Hart Crowser

50 B-18-HC1985 B-18 5/3/1985 94.3 9.44 Hart Crowser

51 B-1-HC1985b B-1 1/11/1985 78 10.6 Hart Crowser

52 B-3-HC1985b B-3 1/11/1985 78.9 10.3 Hart Crowser

53 B-2-HC1985b B-2 1/9/1985 79 11.4 Hart Crowser

54 B-4-HC1985b B-4 1/9/1985 88.3 10.8 Hart Crowser

55 B-8-HC1985 B-8 1/3/1985 86 10.9 Hart Crowser

56 B-5-HC1985b B-5 12/21/1984 89 8.8 Hart Crowser

57 B-9-HC1977 B-9 3/3/1977 16.5 6.5 Hart Crowser

58 B-5-HC1977 B-5 2/24/1977 74 37 Hart Crowser

59 B-8-HC1977 B-8 2/17/1977 26.5 6.5 Hart Crowser

60 SD-117-SW2003 SD-117 9/5/2003 110.3 18.9 Shannon & Wilson

61 B-5-SW1992 B-5 3/12/1992 51.5 18.59 Shannon & Wilson

62 TB-93-SW1984 TB-93 12/14/1985 55.3 8.2 Shannon & Wilson

63 TB-80-SW1984 TB-80 9/24/1985 120.2 8.7 Shannon & Wilson

64 TB-81-SW1984 TB-81 9/12/1985 122.8 9.9 Shannon & Wilson

65 TB-78-SW1984 TB-78 9/10/1985 70 9.8 Shannon & Wilson



S. No. Boring Designation
Original 

Boring No.
Date Drilled

Boring Depth 

(feet)

Location 

Elevation 

(feet)

Explotation Completed by

66 TB-79-SW1984 TB-79 9/6/1985 70.2 11.3 Shannon & Wilson

67 TB-82-SW1984 TB-82 9/4/1985 101.5 8.2 Shannon & Wilson

68 TB-3-SW1984 TB-3 10/12/1984 38 10 Shannon & Wilson

69 TB-25-SW1984 TB-25 10/11/1984 99.5 9.7 Shannon & Wilson

70 TB-22-SW1984 TB-22 9/13/1984 60 10 Shannon & Wilson

71 TB-1-SW1984 TB-1 8/1/1984 60.8 9.3 Shannon & Wilson

72 B-4-CWD1980 B-4 10/20/1980 54 ConverseWardDavisDixon

73 B-2-CWD1980 B-2 10/17/1980 79 ConverseWardDavisDixon

74 B-3-CWD1980 B-3 10/17/1980 69.5 ConverseWardDavisDixon

75 B-1-CWD1980 B-1 10/16/1980 79 ConverseWardDavisDixon

76 GC-18-GA2000 GC-18 7/27/2000 86.5 21 Golder Associates
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Boring Logs 

 



S-1

S-2
Sweet odor,

no sheen

S-3
No odor,

slight
organic-like

sheen

S-4
No odor,

slight
organic-like

sheen

3
2
3

2
2
3

1
0
0

3
2
6

Drilled to 20 feet.

Driller noted hard, soft, then hard drilling with sewage odor. Wet,
wood fragments noted, sweet odor.
Perched water at 12.5 feet.

Small wood fragments present.

FAT CLAY WITH GRAVEL (CH), soft, gray, wet, wood fragments.

FAT CLAY (CH), very soft, gray-brown, moist, occasional wood and
shell fragments.

POORLY GRADED SAND (SP), loose, black, moist, fine sand,
wood fragments.

FAT CLAY (CH), medium stiff, gray-brown, moist.

Bottom of Borehole at 36.5 feet.
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Sample Data

B-1

Boring Log

Date Started: 6/26/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 36.5 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Tim

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  19.6 feet

Depth to Groundwater: 12.5 feet

Comments:

Location: N: 219,985.94  E: 1,271,453.50

Checked by: M. Goodman

Date Completed: 6/26/19

Casing Diameter: NAHole Diameter:

Sheet 1 of 1

Figure A-2Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.

D
e
p
th

 (
fe

e
t)

E
le

v
a
ti
o
n
 (

fe
e
t)

D
e
p
th

 (
fe

e
t)

L
e

n
g

th
 (

in
c
h

e
s
)

G
ra

p
h
ic

 L
o
g

Number
TestsB

lo
w

 C
o
u
n
t

    SPT N Value

Material
Description

PID
(ppm)T

y
p

e

R
e

c
o

v
e

ry

H
C

 B
O

R
IN

G
 L

O
G

 -
 J

:\
G

IN
T

\H
C

_
L

IB
R

A
R

Y
.G

L
B

 -
 7

/2
2

/1
9

 1
3

:0
4

 -
 L

:\
N

O
T

E
B

O
O

K
S

\1
9

3
8

2
0

2
_

S
O

D
O

_
P

R
O

P
E

R
T

Y
_

S
IT

E
_

C
H

A
R

A
C

T
E

R
IZ

A
T

IO
N

\F
IE

L
D

 D
A

T
A

\P
E

R
M

_
G

IN
T

 F
IL

E
S

\1
9

3
8

2
0

2
-B

L
.G

P
J
 -

 k
z
l

W
a
te

r 
L
e
v
e
l

18

18

18

18

0

5

10

15

20

25

30

35

1
5

1
0

5
0

-5
-1

0
-1

5
-2

0

0

5

10

15

20

25

30

35

   5

   5

   0

   8

B-1-HC2019



S-1
No odor, no

sheen

S-2
Slight

petroleum-like
odor, slight

sheen

S-3
Strong

petroleum-like
odor, no
sheen

S-4
Moderate

petroleum-like
odor, no
sheen

S-5
Slight

petroleum-like
odor, no
sheen

S-6
Strong

petroleum-like
odor, slight

sheen

S-7
No odor, no

sheen

S-8
No odor, no

sheen

1
0
1

0
0
0

0
0
0

0
0
0

0
0
0

0
2
14

0
0
0

0
0
5

Perched water at 4 feet.

FAT CLAY WITH GRAVEL (CH), very soft, gray, wet.

Becomes FAT CLAY.

Black layer at 16.5 feet.

Becomes dark brown to black/gray, moist.

Becomes dark brown with wood and shell fragments.

SILTY SAND (SM), medium dense, black, moist, fine,
uniformly-graded sand, occasional shell fragments.

FAT CLAY (CH), very soft, gray-brown, moist.

Becomes medium stiff.

Bottom of Borehole at 39.0 feet.
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Sample Data

B-5

Boring Log

Date Started: 6/26/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 39 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Tim

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  18.8 feet

Depth to Groundwater: 4 feet

Comments:

Location: N: 220,002.37  E: 1,271,476.82

Checked by: M. Goodman

Date Completed: 6/26/19

Casing Diameter: NAHole Diameter:

Sheet 1 of 1

Figure A-6Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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B-5-HC2019



S-1
Petroleum-like

odor, slight
sheen

S-2
Slight

petroleum-like
odor, no
sheen

S-3
No odor,

slight
organic-like

sheen
S-4

No odor,
slight

organic-like
sheen

S-5
No odor, no

sheen

3
3
2

3
2
3

1
0
0

0
0
0

0
0
0

3 inches of Asphalt.

SILT WITH SAND (ML), trace gravel, medium stiff, black,
moist.

FAT CLAY (CH), medium stiff, gray, moist.

Becomes FAT CLAY WITH SAND, very soft, wet.
Perched water at 10 feet.

Becomes FAT CLAY.

Bottom of Borehole at 16.5 feet.
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Sample Data

MW-3S

Boring Log

Date Started: 6/25/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 16.5 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch, Tim & Austin

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  20.04 feet

Depth to Groundwater: 10 feet

Well Tag ID: BMF-655    Top of casing elevation: 20.01 feet.Comments:

Location: N: 219,980.37  E: 1,271,562.78

Checked by: M. Goodman

Date Completed: 6/25/19

Casing Diameter:Hole Diameter:

Sheet 1 of 1

Figure A-10Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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MW-3S-HC2019



S-1
No odor,

slight sheen

S-2
No odor, no

sheen

S-3
No odor, no

sheen

S-4
No odor, no

sheen

S-5
No odor, no

sheen

S-6
No odor, no

sheen

S-7
No odor, no

sheen

S-8
No odor, no

sheen

S-9
No odor, no

sheen

2
1
0

1
0
1

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

0
0
2

0
0
0

3 inches of Asphalt.

GRAVELLY SILT WITH SAND (ML), very soft, black, moist.

FAT CLAY (CH), very soft, gray, moist.

Becomes wet.
Perched water at 10 feet.

Becomes FAT CLAY WITH SAND, fine sand, wood
fragments.

Becomes FAT CLAY, soft, gray-brown with white shell
fragments, no wood.

Becomes very soft, moist.
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Sample Data

MW-3D

Boring Log

Date Started: 6/24/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 86.5 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Austin

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  20.31 feet

Depth to Groundwater: 10 feet

Well Tag ID: BMF-654    Top of casing elevation: 20.00 feet.Comments:

Location: N: 219,971.24  E: 1,271,562.54

Checked by: M. Goodman

Date Completed: 6/24/19

Casing Diameter:Hole Diameter:

Sheet 1 of 3

Figure A-11Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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S-10
No odor, no

sheen

S-11
No odor, no

sheen

S-12
No odor, no

sheen

S-13
No odor, no

sheen

S-14
No odor, no

sheen

S-15
No odor, no

sheen

S-16
No odor, no

sheen

S-17
No odor, no

sheen

0
0
0

3
3
0

2
7
10

2
1
12

34
30
19

15
12
14

45
35
33

5
13
40

FAT CLAY (CH), very soft, gray-brown, moist, white shell
fragments.

Becomes SANDY FAT CLAY, soft.

Becomes FAT CLAY, wet.

Becomes FAT CLAY WITH SAND, very stiff.

WELL-GRADED SAND WITH GRAVEL (SW), (very loose),
gray, wet, shell fragments.

FAT CLAY WITH GRAVEL (CH), stiff, gray-green, moist.

CLAYEY GRAVEL (GC) to FAT CLAY WITH GRAVEL (CH),
trace to few sand, (very dense to hard), gray/dark gray, wet,
wood and shell fragments

POORLY GRADED SAND WITH GRAVEL (SP), (medium
dense), gray-brown, moist.

SILTY SAND (SM), medium dense, gray, wet.

WELL-GRADED SAND WITH CLAY (SW-SC), medium
dense, gray, moist.

FAT CLAY WITH GRAVEL (CH), very stiff, gray-blue, moist.

Becomes SANDY FAT CLAY WITH GRAVEL, hard, gray, wet.

WELL-GRADED GRAVEL WITH SAND (GW), very dense,
black/gray, wet.
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Sample Data

MW-3D

Boring Log

Date Started: 6/24/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 86.5 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Austin

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  20.31 feet

Depth to Groundwater: 10 feet

Well Tag ID: BMF-654    Top of casing elevation: 20.00 feet.Comments:

Location: N: 219,971.24  E: 1,271,562.54

Checked by: M. Goodman

Date Completed: 6/24/19

Casing Diameter:Hole Diameter:

Sheet 2 of 3

Figure A-11Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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S-18
No odor, no

sheen

S-19
No odor, no

sheen

6
21
50

17
13
14

POORLY GRADED SAND (SP), very dense, gray/black, wet.

Becomes POORLY GRADED SAND WITH GRAVEL, medium
dense.

Bottom of Borehole at 86.5 feet.

1.2

0.7
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Sample Data

MW-3D

Boring Log

Date Started: 6/24/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 86.5 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Austin

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  20.31 feet

Depth to Groundwater: 10 feet

Well Tag ID: BMF-654    Top of casing elevation: 20.00 feet.Comments:

Location: N: 219,971.24  E: 1,271,562.54

Checked by: M. Goodman

Date Completed: 6/24/19

Casing Diameter:Hole Diameter:

Sheet 3 of 3

Figure A-11Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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S-1
No odor, no

sheen

S-2
No odor, no

sheen

S-3
No odor, no

sheen

S-4
No odor,
moderate

sheen

S-5
No odor,

heavy sheen

S-6
No odor,

heavy
organic-like

sheen

5
7
4

2
3
4

4
1
1

1
1
2

0
1
0

2
1
2

3 inches of Asphalt.

SANDY SILT WITH GRAVEL (ML), stiff, brown, moist, asphalt
fragments. [FILL]

Becomes medium stiff, no asphalt fragments.

Becomes GRAVELLY SILT WITH SAND, soft.

Perched water at 9 feet.

WELL-GRADED GRAVEL WITH SILT (GW-GM), very loose,
gray-brown, wet.

Becomes gray.

Bottom of Borehole at 16.5 feet.
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ATD
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Sample Data

MW-1S

Boring Log

Date Started: 6/20/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 16.5 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Austin

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  21.34 feet

Depth to Groundwater: 9 feet

Well Tag ID: BMF-652    Top of casing elevation: 20.77 feet.Comments:

Location: N: 220,230.15  E: 1,271,440.09

Checked by: M. Goodman

Date Completed: 6/20/19

Casing Diameter:Hole Diameter:

Sheet 1 of 1

Figure A-7Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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S-1
No odor, no

sheen

S-2
No odor, no

sheen

S-3
No odor, no

sheen

S-4
No odor,

slight sheen

S-5
No odor, no

sheen

S-6
No odor,

slight sheen

1
0
2

0
0
0

2
2
1

0
0
1

0
3
3

2
2
3

3 inches of Asphalt.

FAT CLAY (CH), soft, gray, moist.

FAT CLAY WITH GRAVEL (CH), very soft, gray, wet.

Perched water at 13 feet.

Becomes soft.

Becomes very soft.

FAT CLAY (CH), trace gravel, medium stiff, gray, moist, large
wood fragments.

Bottom of Borehole at 26.5 feet.
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Sample Data

MW-2S

Boring Log

Date Started: 6/20/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 26.5 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Austin

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  19.46 feet

Depth to Groundwater: 13 feet

Well Tag ID: BMF-653    Top of casing elevation: 19.02 feet.Comments:

Location: N: 219,996.59  E: 1,271,448.65

Checked by: M. Goodman

Date Completed: 6/20/19

Casing Diameter:Hole Diameter:

Sheet 1 of 1

Figure A-9Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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S-1
No odor,

slight sheen

S-2
No odor, no

sheen

S-3
No odor, no

sheen

S-4
No odor,
moderate

sheen

S-5
No odor,

heavy sheen

S-6
No odor,

slight sheen

S-7
No odor,

heavy sheen

S-8
No odor, no

sheen

S-9
No odor,

slight sheen

S-10
No odor,

slight sheen

S-11
No odor, no

sheen

S-12
No odor, no

sheen

S-13
No odor,

slight sheen

6
8
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1

1
1
1

1
1
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0
0
2

1
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0
1
9

3 inches of Asphalt.

SILTY SAND (SM), trace gravel, medium dense, brown, moist,
iron-oxide staining, wood debris. [FILL]

SILTY SAND WITH GRAVEL (SM), loose, brown, moist.

GRAVELLY SILT (ML), medium stiff, brown, moist.

WELL-GRADED GRAVEL WITH SILT AND SAND (GW-GM),
very loose, brown, wet.
Perched water at 10 feet.

Becomes WELL-GRADED GRAVEL WITH SILT, gray.

FAT CLAY WITH GRAVEL (CH), soft, gray, wet.

SILTY SAND WITH GRAVEL (SM), loose, gray, wet.

SANDY FAT CLAY WITH GRAVEL (CH), soft, gray, moist,
wood debris.

Becomes FAT CLAY, no wood debris.
Gravel lens.

Becomes very soft, dark brown, with white shell fragments and
wood debris from 30 to 31.5 feet.

SILTY SAND (SM), loose, dark brown/black, moist, fine sand.
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Sample Data

MW-1D

Boring Log

Date Started: 6/18/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 87 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Austin

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  21.44 feet

Depth to Groundwater: 10 feet

Well Tag ID: BMF-651    Top of casing elevation: 20.80 feet.Comments:

Location: N: 220,222.08  E: 1,271,439.73

Checked by: M. Goodman

Date Completed: 6/19/19

Casing Diameter:Hole Diameter:

Sheet 1 of 3

Figure A-8Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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S-14
No odor, no

sheen

S-15
No odor, no

sheen

S-16
No odor, no

sheen

S-17
No odor, no

sheen

S-18
No odor,

slight sheen

S-19
No odor, no

sheen

S-20
No odor,
moderate

sheen

S-21
No odor,
moderate

sheen

0
0
0

0
0
2

0
0
0

0
0
0

1
4
9

6
4
3

6
6
6

24
40
42

FAT CLAY (CH), very soft, dark gray, moist, white shell
fragments.

Becomes soft, dark brown-gray.

Becomes very soft.

POORLY GRADED SAND WITH SILT (SP-SM), medium
dense, dark gray-brown, wet, white shell fragments.
Layer of FAT CLAY (CH), (soft), wet from 60.5 to 61 feet.

Becomes dark gray.

FAT CLAY (CH), medium stiff, gray/seafoam green, wet.

POORLY GRADED SAND WITH SILT (SP-SM), loose, dark
gray, wet, white shell fragments.

FAT CLAY (CH), stiff, dark gray, wet.

SANDY SILT WITH GRAVEL (ML), very dense, dark gray, wet.
[TILL]

0.6

0.5

0.9

0.4

0.5

0.6

0.9

0.5

ATD

Sample Data

MW-1D

Boring Log

Date Started: 6/18/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 87 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Austin

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  21.44 feet

Depth to Groundwater: 10 feet

Well Tag ID: BMF-651    Top of casing elevation: 20.80 feet.Comments:

Location: N: 220,222.08  E: 1,271,439.73

Checked by: M. Goodman

Date Completed: 6/19/19

Casing Diameter:Hole Diameter:

Sheet 2 of 3

Figure A-8Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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S-22
No odor,

slight
organic-like

sheen

S-23
No odor,

slight
organic-like

sheen

50

15
25
24

GRAVELLY FAT CLAY (CH), hard, gray, wet.

POORLY GRADED SAND (SP), dense, gray, wet.

Bottom of Borehole at 87.0 feet.

0.8

1.5

Sample Data

MW-1D

Boring Log

Date Started: 6/18/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 87 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Austin

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  21.44 feet

Depth to Groundwater: 10 feet

Well Tag ID: BMF-651    Top of casing elevation: 20.80 feet.Comments:

Location: N: 220,222.08  E: 1,271,439.73

Checked by: M. Goodman

Date Completed: 6/19/19

Casing Diameter:Hole Diameter:

Sheet 3 of 3

Figure A-8Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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S-1
Slight

petroleum-like
odor, slight

sheen
S-2

Moderate
petroleum-like

odor,
moderate

sheen
S-3

No odor, no
sheen

S-4
No odor,

slight sheen

S-5
No odor, no

sheen

S-6
No odor,

slight sheen

S-7
No odor, no

sheen

S-8
Plastic-like
odor, slight

sheen

S-9
No odor,

slight sheen

S-10
No odor, no

sheen

S-11
No odor, no

sheen

S-12
No odor, no

sheen

4
10
11

3
3
7

0
0
2

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

1.5 inches of Asphalt.

SILTY SAND (SM), medium dense, dark brown, moist, brick and
plastic fragments. [FILL]

Becomes loose, wet, no brick and plastic fragments noted.
Perched water at 5 feet.

FAT CLAY (CH), soft, gray, moist.

1-inch sand lens. Becomes very soft.

Becomes wet.
Perched water at 15 feet.

Becomes moist.

Becomes FAT CLAY WITH SAND.

Becomes FAT CLAY, gray-brown.

White shell fragments.

Bottom of Borehole at 31.5 feet.

0.8

0.6

0.7

0.7

0.6

1.0

0.9

1.3

1.1

0.7

0.6

1.1

ATD

ATD

Sample Data

B-2

Boring Log

Date Started: 6/17/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 31.5 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Austin

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  19.8 feet

Depth to Groundwater: 5 feet

Comments:

Location: N: 220,025.08  E: 1,271,588.35

Checked by: M. Goodman

Date Completed: 6/17/19

Casing Diameter: NAHole Diameter:

Sheet 1 of 1

Figure A-3Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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S-1
Slight

petroleum-like
odor, no
sheen

S-2
No odor, no

sheen

S-3
No odor, no

sheen

S-4
No odor, no

sheen

S-5
No odor, no

sheen

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

Drilled to 20 feet.

FAT CLAY (CH), very soft, gray-brown, moist.

Becomes black.

Becomes dark gray. White shell fragments from 25 to 26.5 feet.

Bottom of Borehole at 31.5 feet.

1.4

1.0

0.7

0.9

0.7

Sample Data

B-3

Boring Log

Date Started: 6/17/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 31.5 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Austin

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  19.8 feet

Depth to Groundwater: Not Identified

Comments:

Location: N: 219,990.78  E: 1,271,623.97

Checked by: M. Goodman

Date Completed: 6/17/19

Casing Diameter: NAHole Diameter:

Sheet 1 of 1

Figure A-4Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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S-1
No odor,

slight sheen

S-2
No odor, no

sheen

S-3
No odor, no

sheen

S-4
No odor, no

sheen

S-5
No odor,

slight sheen

S-6
No odor, no

sheen

S-7
Petroleum-like

odor, slight
sheen

S-8
Slight

petroleum-like
odor, slight

sheen

S-9
Organic-like

odor, no
sheen

S-10
No odor, no

sheen

S-11
No odor, no

sheen

S-12
No odor, no

sheen

S-13
No odor,

slight sheen

S-14
No odor, no

sheen

4
8
5

0
0
2

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

0
0
0

2 inches of Asphalt.

SANDY SILT (ML), stiff, dark brown, moist.

FAT CLAY (CH), soft, gray, moist.

Becomes very soft.

Becomes wet.
Perched water at 15 feet.

Becomes black, moist.

Becomes dark brown.

Becomes gray-brown. White shell fragments from 27.5 to 32.5 feet.

Bottom of Borehole at 36.5 feet.

1.1

0.3

0.5

0.5

0.6

1.2

0.8

0.8

0.9

1.2

1.1

0.6

1.1

1.1

ATD

Sample Data

B-4

Boring Log

Date Started: 6/17/19

Logged by: B. Dozier Drilling Method: Hollow Stem Auger

Hammer Type: Auto-hammer

Total Depth: 36.5 feet

Rig Model/Type: Mobile B-58 / Truck-mounted drill rig

Drilling Contractor/Crew: Holt Services, Inc. / Mitch & Austin

10 20 30 40

Hammer Drop Height (inches): 30Hammer Weight (pounds): 140

Measured Hammer Efficiency (%):  NAVertical Datum: NAVD 88

Horizontal Datum: WA State Plane N, NAD 83, ft.

Ground Surface Elevation:  20.3 feet

Depth to Groundwater: 15 feet

Comments:

Location: N: 219,968.39  E: 1,271,624.93

Checked by: M. Goodman

Date Completed: 6/17/19

Casing Diameter: NAHole Diameter:

Sheet 1 of 1

Figure A-5Project:

Location:

Project No.:

SODO 4th Avenue

Seattle, WA

 19382-02

General Notes:

1. Refer to Figure A-1 for explanation of descriptions and symbols.

2. Material descriptions and stratum lines are interpretive and actual changes may be gradual.  Solid stratum lines indicate distinct contact between material strata or geologic

units.  Dashed stratum lines indicate gradual or approximate change between material strata or geologic units.

3. USCS designations are based on visual-manual identification (ASTM D 2488) unless otherwise supported by laboratory testing (ASTM D 2487).

4. Groundwater level, if indicated, is at time of drilling/excavation (ATD) or for date specified. Level may vary with time.
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r 
I 

Boring Log B-1 

5011 Descriptions 

Ground Surf ace Elevation In Feet: 17.7 Apprx. 

Depth 
In Feet 

3 inches of ASPHAL T over medium 
dense, damp, brown, slightly silty, 
Slightly grav elly, medium to f ine SAND . 
IFILLI 

Very soft. wet, blue-gray, slightly sandy 
SI L T. IFILLI 

I- Becomes sligh t ly gravelly 

Gravel grades out 

3 inches of \~OOD 

I- Trac e organics and ( 'Jots with slight to 
moderate creosote-like odor. 

------------
Mediu m dense, wet. gray, silty to very 
silty, fine SAND With 2 Inch slit 
interbeds. IFILLI 

-----------
Very soft to medium stiff, 'Net. brown 
SILT With organic debns and scattered 
shel' fragments . (MARINE DEPOSITS') 

I- Grades to '1er,! sandy 

Hard, mOIst. gray, slightly clayey SILT. 
(GLACIALL Y OVERRIDDEN?) 

I. Refer to Figure 1 for explanation of deSCriptions 
and symbols. 

2. 5011 descrlpbons and stratum lines are interpretive 
and actual changes may be gradual . 
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f-
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f-
60 

3. Ground water level. i f Indicated. IS at time of drilltng 
(ATD) or for date speCif ied. Level may vary WIth t ime. 

J 
,TO 

Sample 

5-1 

S-2 

5-3 

5-4 

5-5 

5-6 

5-7 

5-8 

5-9 

S-!O 

5-il 

5-12 

ST ANOARO PENETRA nON 
RESISTANCE 
.. Blows per Foot 

125102050 

.. 
/ 

V • 

fl • 
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r 
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r I"-
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~ Ir; • 

r 
• 
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[ JI ~ 

I 

V 
V 

100 

I 

I 

I 

" 

r-
III ~ Ii 

~ \ I 

~ f\ • I 
I 

I I 

10 20 50 ,00 
• water Content In Percent .. .. 

LAB 
TESTS 

HlJRTCROWSER 
J-493T 
Figure A-2 

3198 
112 

B-1-HC1998



Boring Log B-1 

Soil Descriptions 

Ground Surface Elevation In Feet: 17.7 Apprx. 

Very dense. moist, gray, gravelly, silty 
SAND. (TILL! 

Very dense. wet. gray, medium to fine 
SAND. (OUTWASH) 

Bottom of BOring at 78,3 Feet. 
Completed 3/2/98. 

1. Refer to Figure I for explanat ion of descriptions 
and symbols. 

Depth 
In Feet 

60 

65 

70 

75 

80 

85 

90 

95 

100 

105 

110 

115 

- 120 

2. 5011 descript ions and stratum lines are interpretive 
and actual changes may be gradual. 

3. Ground water level, If Ind ica ted. IS at time of drilling 
(ATO) or for date specif ied. Leve l may vary with time. 

Sample 

5-13 

5-14 

5-15 

5-16 

ST ANDARD PENETRA nON 
RESISTAN CE 
.to Blows per Foot 

25102050 

f- "-
i" 

~. 

f- • 

f-

• 

• 

f-

f-

f-

f-

f-

f-

100 

~0/5 

50/5 

50/4 

2 5 10 20 50 100 
• Water Con tent In Percent 

". .. 

LAB 
TESTS 

HlJRTCROWSER 
J-4931 
Figure A-2 

3/98 
2/2 

B-1-HC1998



Boring Log BP-1A 
Soil Description s 

Ground Surface Elevation in Fee t: 30 (City Datum) 

4- inch-th ick CONCRETE at surface. 

r-- Medium s tiff, moist. brown . very sondy 
SILT. (FILL) 

1----------_.-
Loose, moist. brown, fine to medium 
SAN D with occasional grovel. (FILL) 

---- ------
Medium stiff, moist to wet, groy, sandy, 
s; l ty CLAY. (FILL) 

Medium stiff, b lack, organic. silty SAND 
with dec omposed gross. 

Very soft, wet, groy, clayey SILT. 

Depth 
in Feet 

o 

5 

10 

15 

20 

25 

30 

35 

40 

45 

50 

55 

60 

1. Refer to Figure A- l fo r explan at ion o~ descr ipt ion s 
and symbols, 

~ 
ATD 

2. Soil descr iptions cnd stratum line s ore interpre tive 
and actual changes may be gradual. 

3. Ground water leve l, i f indicated , is ot t ime of drilling 
(ATD) or for dot e specified. Level may vory with t im e. 

Sample 

5-1 

5-2 

5-3 

5-4 

5-5 

5-6 

5-7 

5-8 

$-13 

STANDARD PENETRATION 
RESISTANCE 
• Blows per Foot 

2 5 10 20 50 

f-
~ 

• 

• 
~ • 
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k 
~ • 

• 
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f---

I • 
~ I 

~ 
~ 
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~ / 

V I • 

~ 

100 

I 

2 5 10 20 50 lOa 
• Wa ter Content in Percent -.. 

LAB 
TESTS 

G5 

AL 

AL 

HlJRTCRoWSER 
J-4937 

J-1635-05 

7/98 
6/87 

Figure A-3 112 

BP-1A-HC1987
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Boring Log BP-1A 
Soil Oescriptions Depth 

in Feet 
Ground Surface Elevation in Feet: 30 (City Datum) 

60 
~ Very soft , wet, gray, clayey SILT. 

I '\.... Gravel encountered during dr illing. 

Very dense, wet, gray, slightly graveJly 
to gravelly, silt y SAND. 

65 

70 

f-----:-: - - -- - - - -------1 
Very dense. wet, gray, gravelly. very 

1. 

2. 

3 . 

silty SAND . 

Bottom of Boring at 79.0 Fee L 
Completed 6/26/87. 

95 

100 

r OS 

iilO 

~ 
t15 

~ 
L 

1.120 

Refer to Figure A-l for explanation of descriptions 
cnd symbols. 
So il descriptions and stratum lines ore in terpre t ive 
and actual changes moy b e gradual. 

Ground water level, if indicated. is at t ime of dr illin g 
(A TO) or for dote specified. Leve l may vary with tim e. 

Sample 

5-15 

$-16 

5-17 

STANDARD PE NETRATION 
RESISTANCE 
• 810ws per Foot 

2 5 10 20 "0 -
"-

"-

'" 
-

100 

LAB 
TESTS 

GS 

50/5 GS 

1 15 GS 
-

r 

r 

2 5 10 20 -:'10 100 
• Water Con ten t in Perc en t -.. 

Hi!RTCROWSER 
J-4937 
J-1635-05 

7/98 
6/87 

Figure A-3 212 

BP-1A-HC1987



Boring Log BP-2 

Soil Descriptions Depth 

Ground Surface Elevation in Feet: 10.5 (City Datum) in Feet 

Medium dense, moist, groy. very sandy 
GRAEL. (FILL) 

Medium stiff, wet, gray CLAY. (FILL) 

r---------c-:- - - - - - - -.,-----
Very soft. wet. gray, very sandy, silty 
CLA Y. (FILL) 

Medium stiff, block, sandy CLAY and 

~,-~P~EA~T~. ~_~ __ ~~_~_~~ 
Very soft , wet. gray. slightly sandy, silty 
CLAY. 

Dense to very dense, wet, gray, slightly 
sil ty SAND. 

- Possible cobble. 

o 

5 

10 

15 

20 

25 

30 

35 

40 

45 

50 

55 

60 

1. Refer to Figure A-l for explanation o f descriptions 
ond symbols. 

2. Soil descr ipt ions and stratum lines ore interpretive 
and actual changes may be graduaL 

J 
ATO 

3. Ground water level, if indicated, is at tim e of dri lling 
(ATD) or for dot e spec i fied . level may vary with time. 

Sample 

STANDARD PENETRATION 
RESISTANCE 
.. Blows per Foot 

2 5 10 20 50 100 

. ~ 
/' 

,/ 

t ~ 

~ '" ~ 
!-H. 
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I 

LAB 
TESTS 

GS 
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CS 

AL 

GS 

AL 

AL 

GS 

I 
t 

• , 5 
I 

0/5 f-cs 

I 

r I , 
-

2 5 10 20 ::>0 100 
• Water Content In Percent -.. 

J-4937 

J-1635-05 

7/98 

6 / 87 
Figure A-4 112 

BP-2-HC1987



Boring Log BP-2 

Soil De script ion s Depth 

Ground Surface Elevation in Fee t: 10.5 (City Datum) in Feet 

Very dense, wet. gra y SAND. 

Hard, moist, gray, sandy. gravelly CLAY. 

Very dense. wet, gray, silty. gravelly 
SAND with layers of SAND. 

Bottom of Boring at 79.0 Feet. 
Comple ted 6/23/87 . 

60 

65 

70 

75 

80 

85 

90 

95 

100 

105 

110 

f15 

120 
1. Refer to Figure A- l for exp lanation of descrip t ions 

and symbols. 
2. Soil descriptions and stratum lines are in terpretive 

ond actual changes ma y be gra dua l. 
3 . Ground wat er leve l, i f in dicoted , is ot tim e of drilling 

(ATD) or for dote specified. Level may vory with time. 

Sample 

5 - 15 

5-16 

5 - 17 

STAND ARD P~NETRATION 
RESISTANCE 
.t. 810ws per Foot 

2 5 10 20 50 

~ 

100 

50/5 

50/4 

LAB 
TE STS 
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I II I 

2 5 10 20 < -,0 100 
• Wo ter Conterlt in Percent .. .. 

J-4937 
J-1635-05 

7/98 
6/87 

Figure A-4 2/2 
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MWU-4-HC1987



HC-8-1985



HC-8-1985



HC-7-1985



HC-7-1985



HC-7-1985



P-101-HC1985



P-102-HC1985



P-103-HC1985



B-4-HC1985a



B-4-HC1985a



B-5-HC1985a



B-5-HC1985a



B-6-HC1985



B-3-HC1985a



B-3-HC1985a



HC-4-1985



HC-4-1985



B-2-HC1985



B-2-HC1985



HC-5-1985



HC-5-1985



B-1-HC1985a



B-1-HC1985a



HC-2-1985



HC-2-1985



HC-6-1985



HC-6-1985



HC-3-1985



HC-3-1985



HC-1-1985



HC-1-1985



B-110-HC1985



B-110-HC1985



B-117-HC1985



B-117-HC1985



B-111-HC1985



B-111-HC1985



B-112-HC1985



B-112-HC1985



B-113-HC1985



B-113-HC1985



B-114-HC1985



B-114-HC1985



B-115-HC1985



B-115-HC1985



B-116-HC1985



B-116-HC1985



B-118-HC1985



B-118-HC1985



Boring Log 8-119 
SOIL DESCRIPTIONS 

Ground SUrfa~. El.vaUon in F .. t 9 9 

Very loose to loose. wet. gray. 
clean to sllty. medium to fine SAND 
with scattered gravel . 
(SAND FILL) 

Looss. wet. gray. s11ty . SAND 
interspersed with soft. clayey SILT . 
(CLAY/SAND FILL! 

• o.pth !? 
in F .. ! 

a 

ATII 

• 

,. 

20 

Soft to medium stiff. wet. gray brown, 
clayey SILT with scattered shell and 25 
wood fragments. 
(SILT I) 

Very dense. wet. gray, slightly 
l.. ~;~~~y, slightly gravelly . very 
I~ SAND. (SAND II 
Loose. wet. gr:;y:-sllghtly S11ty-. _..J] 
medium to coarse SAND wlth scattered 
shell fraaments. 
Herd. wet. gray-green. flne sandY 
SILT with thin interbeds of silty. 
fine SAND . 
(Hard SILn 

very danse. wet. gray green. silty. 
medium to flne SAND. 
IDanse SANDI 

1.5 feet of heave at 57.5 feet . 

careA493T\Lag 8119 

.. 

50 

s. 

STANDARD PENETRATION 
RESISTANCE 
... Blolif. p.r Foot - '" 

p 

p 

• • w -
t-
t-

V ~ 

• 

I 

1'- , . , ,. 
V 

V 
~ 

'" f\ 

• 

• 

• 
• • • w • ... 
• Water Content 1n Perc_nt 

J-4937 
J-712-50 
Figure A-7 

LAB 
TESTS 

65 

f-ss 

GG 

GS 

G, 

4/98 
1/85 

1/2 

B-119-HC1985
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Boring Log 8-119 
SOIL DESCRIPTIONS 

o.ptn 
Ground surhca ElenUon 1n Fe.t 9 . 9 1n F.et 
~~~~~~~~~~~~~-'T~ 
Very dense. wet. gray-green. silty. i-
medium to tine SAND. 
~~8're~Nel heove at 62.5 teot. I-

~---------Very dense. wet. gray. s11ghtly . 
sllty to sllty. t1no to med1u", SAND 
w1th scattered flne gravel. 

1.0 toot ot hoave at 77.5 teot. 

Grovelly SAND 

1.0 foot of heave at 82.5 feet. 

Bottom at Boring at 83.4 Feat. 
Completed 11/5/85. 

65 

- 10 

15 

eo 

-B!I 

90 

... 

• 00 

.0. 

110 

"-
~ 
0; 11' 

'" ~ 
'" ~ .,. 
"" " g .20 

STANDARD PENETRATION 
RESISTANCE 

LAB 
TESTS 

"'Olo\lfs per Foot 
• • .. 

l-
i-

f-

l-
f-
f-

f-

f-
f-

• .. 

- -

• 

~ 

- -

B!I GS 
To-

•• u-

JlQ 
5" 

.. 
J-4937 
J-712-50 
Figure A-7 
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r Boring Log B-120 
SOIL DESCRIPTIONS 

Gr-ound Surface Elevation in Feet 10 7 

Very 90ft to soft. wet. gray, clayey 
SILT interspersed with loose. wet. 
gray. ·slightly s1lty to silty. flne 
to medium SAND with scattered gravel. 
(CU y ISANO FILU 

Very 90ft to soft. wet. gray-brown. 
clayey SILT with scattered shell 
fragments and organics. 
(SILT Il 

Medium dense. wet. gray. sandy 
GRAVEL. (SAND I) 

Hard. moist to wet. gray to tan. 
sandy SILT with interbeds of silty. 
r lne SAND. (SILT II) 

Loose to medium dense. wet. 91"'8Y­
green. gravelly. silty flne SAND 

~
;W1th zones of flne sandy SILT. 
(SILT II) 

0.5 feet of heave at 47.5 feet . 

2.0 feet of heave at 52.5 feet . 

Very dense. wet. gray. slightly 
silty to silty. f1ne to medium SAND . 
(Dense SAND) 

coreM937lLog 8120 

58.,18 
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10 

15 

20 

25 

30 

3' 

40 

45 

'0 

60 

STANDARD PENETRATION 
RESISTANCE 
... Slewe per Foot 

• • u • -
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i" 
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A~ • 
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~ Ii 
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~\ 
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~ 

~ 
~ I 

p~ I ~ 
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• I'----- ...,. • • 

• 
/ 

1/. 

~ 
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i" r-, 

~ • r 
, • • u • • • Water Content in Pereent 

-

-
J-4937 
J-712-50 
Figure A-8 

LAB 
TESTS 
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GS 

pp-a 
TV-a 

AL 

PP<.25 
TV-.05-

.20 

tbu 

GS 

4/98 
1/85 
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B-120-HC1985



Boring Log 8-120 
SOIL DESCRIPTIONS 

Very dene.. wet. gray. s11ghtly 
s1lty to s1lty. f1ne t. med1um SAND. 
(Den5. SAND) 

Very s1lty. fine SAND. 

Bottom of Boring at 74.0 Feet. 
Completed 11/4/85·. 

Note; Groundwater level not observed 
Que to use of dr1ll1ng flu1d 
1n auger. Sea text tor 
1nterpreted groundwater levels 

o.pth 
1n Fnt 

60 

70 

75 

60 

95 

100 

,.S 
f-

"0 

!- "s 

120 

1. R.1.~ to Figure A-1 for explanat10n 01 d •• cript1on. 
and ayllbala. 

2. SOlI d.scriptions and stratum 11n •• are 1nterpretive 
and actual chang •• ~.Y be gradual. 

3 . Ground water level. it indlcated. 1. at tll1tt1 at dr-lll1ng 
(ATO) or for date specified. Laval may very with tl~. _ 

S.~l. 

1aD< 
I-

9-
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Ie-; 
1aD< 

l-
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STANDARD PENETRATION 
RESISTANCE 
ABla,,", par Foot 
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• 

LAB 
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2! &8 ". 

f-
f-
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• • ~ • • ... 
• Water Content 1n Percent 
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Figure A-8 
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P-2-HC1985
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B-16-HC1985
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BORING LOG B-9 

PORTER PENETRATION RES ISTANCE 
(30 ,.ovft •• "9"', Ii i .. c" •••• I 

II..OWS PER FOOT 6 

c •••• ,., •• 'e : 
STAI<OAAO PENETRATION RESISTANCE 

040 ........ "9111 , 30 IftC" ••• 1 
II..OWS PUt 'OOT • 

, • 
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I 
II 

, • 
WATER CONTENT 
P(RC£NT • 

I.EC( ""0 

,- :V8- 0.0 1'0"'< 5,,", 
500, .. S ..... ,,, 

1- 1/"- 0.0 T .. u 5_0" 

* hlo 54 ...... Aoco ••• , 

'0 
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I 
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>0 

OIl.,. 
100 , .. , 

o 
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10 

15 

20 

25 

i 
30 

35 

40 

45 

50 

NOT[: Soli "'(,"011°"' 0', ,101,'1)0',1, •• IW" oe' .. " 0:1'1''''''' _, boJ 0''101101. 

SOil INTERPRETATION 

MEDIUM. 

VERY STIFF, MOIST. GRAY. CLAYEY ~ WITH 
OCCASIONAL WOOD. SAND, AND FINE GRAVEL 

MEDIUM DENSE. SATURATED. GRAY. SLIGHTLY 
SILTY. FINE TO MEDIUM ~ WITH BRICK 
ANO WOOO FRAGMENTS 

~OTTCM OF BOAING 
COMPLETEC 3/3/71 

J-414 MARCH 1977 

HART -CROWSER 8 cs.socloles 11c:. 

F,gu", A- 20 

B-9-HC1977
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BORING lOG B-5 

Sample 

" 

STANDARD PENETRATiON RESISTANCE 
(140 "lilt" ••. ,111, 10 IItCII "'.0) 

BlOW$ PER FOOT • 

2 • 00 20 
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,/ 
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" I , 
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i r~ r 
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I ~ i 
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I I 1 
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2 • 10 20 

Our" 
100 IMt 
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10 

15 

20 

25 

30 

35-90-

40 

45 

50 

~ , 
• 
N , 
N 

SOIL INTERPRETATION 

LOOSE. MOIST. BROWN ANO BLACK, SLIGHTLY 
CLAYEY. SILTY ~ wITH SCATTERED GRAVEL, 
BRICK. CONCRETE. GLASS AND ASH 

(VERY LOOSE AND CLAYEY) 

MEDIuM STIFF TO STIFF. MOIST TO WET, GRAY. 
'CLAYEY ~ AND SILTY ~ WITH SOME SAND, 
GRAVEL AND SCATTERED WOOD AND GLASS (FILL) 

(BeCOMES SATURATED) 

(50"'E CREOSOTE) 

J-414 MARCH 1977 

HART -CROW5ER a =0010'" n:. 
Sheet t of 2 Figu", A-18 

B-5-HC1977
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Boring Log B-5 

STANOARO PENETRATION RESISTANCE 
(140 110 .. "41 •• '91'11, 30 ,n(1'I «00) 

BLOw S ,itER FOOT • 
0 .0111 

Sam!)l. , , '0 
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'0 100 ' HI 
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WATER CONTENT 
II'f,ltC!:NT • 

LfG!.NO 

'0 

~ Z· 0.0. 50ill ,,_ s .... _. 

[SJ 3 ~ O. O. SIo'I~, s. ••.• 
.. H. s._1it ".e ..... ' 

• A i I / \ , 

I I 

I I : 
II I 

I II 

'0 

4 "'" I. .... . 

. U 0 • ..., ... 110 ... ,11 

. . 

50 

60 

65 

70 

75 

60 

65 

90 

95 

100 

SOIL INTERPRETATION 

MEDIUM OENSE, SATURATED, GRAY , SI~TY 

TO SLIGHTLY SILTY, FINE ~ WITH 
SCATTERED SHELL FRAG~eNTS (NATURAL SOILS) 

-- ---------- -- --- -- --
DENse. SATuRATED, GRAY , SILTY , SL I GHTLY 
GRAVELLY, FINE TO COARSE ~ WITH 
SCATTERED SHELL FRAGMENTS 

COMPLETEO 2/24/77 

J-414 MARCH 1977 

HART -CROWSER 8 assoc1otes n:. 
Shee t 2 o f 2 F igu~ A-18 

B-5-HC1977



1 

2 

] 

• 

• 

• 
7 

• 

• 
10 

BORING LOG B-8 
PORTER PENeTRATION RESISTANCE 

130 .-"4 .""", 18 ' ''CI'I 4'00 I 
11.0'1115 P[R FOOT ~ 

COO" loltd '0: 

STANlARD PENETRATION RESISTANct 

Sample 
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Dote.1'I 
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NOTE ' S.,I ."c"O h O", Of, ' '''' ' p', !" , 00>0 OC h,O . 0>0",,1 "'Of 1M ,roo"o l. 

SOIL INTERPRETATION 

APPROXIMATEL'f 6 

MEDIUM OENSE. SATURATEO, BLACK. SILTY. FINE 
TO COARSE ~ WITH NUMEROUS FRAGMENTS OF wOOD , 
COAL. AND FJNE JNTERLENSIHG OF ASH AND COAL 
I FILL.) 

,GRAVEL.L. Y ZONE) 

MEDIUM DENSE TO DENSE. SATURATEO, GRAY , SIL.TY. 
FINE ~ wITH SCATTERED SHEL.L. FRAGMENTS 
INATURAL SOIL.S) 

BOTTOM OF BORING 
COMPLETED 2/17/77 

J-414 MARCH 

HART -CROWSER 8. assoCIOles 're. 

Figure A-19 

B-8-HC1977
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SBLE Draft Environmental Impact Statement Comments c/o Lauren Swift

Sound Transit

401 South Jackson Street

Seattle, WA 98104

Re: Comments from Weyerhaeuser Company c/o Urban Visions (200 Occidental Avenue S, Seattle, WA 98104) on the Draft West Seattle and Ballard Link
Extension (WSBLE) project draft environmental impact statement (EIS)

Dear Ms. Swift:

Thank you for considering our comments on the draft EIS. Our letter focuses on the impacts and mitigation for the Chinatown-International District ("CID")
segment, station and track alignment because that is the part of the larger WSBLE project that directly affects our interests in Pioneer Square. All alternatives for
the C-ID segment will be within the boundaries of the Pioneer Square Historic District or directly abutting it. Construction of all alternatives will have significant
adverse impacts on Pioneer Square. We echo the comments, issues, and mitigation ideas suggested in the letter submitted by the Alliance for Pioneer Square,
and we offer the following comments specifically related to our own review.

•	The above-grade facilities that will be constructed to support the tunnel infrastructure are not clearly defined in location or scale within the urban fabric. Close
attention to urban design including interaction with public space and parks for street level activation must be addressed more clearly in the WSBLE project.

•	The loss of businesses due to ongoing construction will continue to push new tenants to other adjacent neighborhoods where construction and related impacts
are not a factor. The WSBLE project does not adequately address continued mitigation to offset these potential losses for Pioneer Square.

We reiterate what many have already said to date: we believe Sound Transit should study the Fourth Avenue shallow station (CID-la) alternative further, to
reduce impacts to transit and traffic, seek to shorten construction duration, and reduce costs. We believe this alternative meets more of the regional long-term
transit needs than the other alternatives. It centers the new light rail station within the existing transportation hub, closer to more existing transportation, transit,
and event facilities, offering greater opportunity for infrastructure development that benefits the whole region, not just Seattle.

We request that Sound Transit communicate any alternative development studies and findings as soon as possible, and well before any formal NEPA or other
environmental documents are published.

We look forward to working with the Sound Transit Board of Directors, Sound Transit, and our City of Seattle officials to inform the decision to select the right
preferred alternative for this once-in-a-generation regional project.

Sincerely,

Greg Smith

Founder & CEO

Urban Visions
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April 28, 2022 

VIA EMAIL 

West Seattle and Ballard Link Extensions Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson St. 
Seattle, WA 98104 
Email: WSBLEDEIScomments@soundtransit.org  

Re: Uwajimaya - West Seattle and Ballard Link Extensions Draft Environmental Impact 
Statement Comment  

Dear Ms. Swift: 

Uwajimaya Inc. wishes to provide the comments below on the West Seattle and Ballard Link 
Extensions (WSBLE) Draft Environmental Impact Statement (DEIS). 

Uwajimaya is deeply invested in Seattle’s Chinatown-International District (CID).  As you are 
likely aware, our family-owned business has served the Puget Sound community for nearly 100 years. We 
own and operate the iconic Uwajimaya Asian Food and Gift Market, which serves as a cultural anchor in 
the community.  In addition to the market, Uwajimaya owns several other properties that similarly 
contribute to the cultural and historic vitality of the CID.  All of these properties are located immediately 
adjacent to the proposed CID Station Alternatives for the WSBLE.  That means Uwajimaya, as a major 
landowner and key stakeholder in this important Seattle neighborhood, is part of a fabric of numerous 
businesses, neighbors and community organizations who will experience significant adverse impacts from 
the WSBLE CID Station Alternatives.   

We support the transit mission of the WSBLE and appreciate Sound Transit’s efforts to date. The 
DEIS reveals, however, that impacts to this historically marginalized community have not been adequately 
analyzed or mitigated.  We ask that Sound Transit extend the current timeline for identifying a 
preferred alternative for the CID Station and use this additional time to conduct a more thorough, 
inclusive analysis of impacts.  In the unfortunate event Sound Transit proceeds with its current timeline, 
we implore Sound Transit to select the CID-1a/4th Avenue Shallow option as the preferred alternative. 
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Even based on the limited analysis provided to date, it is clear that this is the only option that avoids 
crippling effects on the CID community.  In support of these requests, below we detail Uwajimaya’s 
historic and unique role in the CID, the special features of our neighborhood, our profound concerns 
regarding the inadequacy of the DEIS, and our proposed course of action.   

 
I.  Uwajimaya History and Current Role 

 
 Uwajimaya is a long-standing, family-owned business that not only operates the iconic Uwajimaya 
Market but also serves as a source of stability and familiarity for the Asian minority populations who live 
in and visit the CID, and who are integral to the neighborhood’s history and identity.  The first iteration 
of Uwajimaya was opened by the Moriguchi family in 1928 when Fujimatsu Moriguchi sold homemade 
fishcakes and other Japanese staples from the back of his truck to Japanese laborers working in the Tacoma 
area.  Mr. Moriguchi and his wife, Sadako, then opened a small store in downtown Tacoma that continued 
to operate until the Moriguchi Family was sent to the Tule Lake internment camp in California during 
World War II.  In 1945, after being forced to rebuild their business following the war and internment, the 
Moriguchi Family relocated and opened a new market in Seattle on South Main Street.  In the 1960s, 
Uwajimaya expanded its vision by providing products from other Asian countries.  Uwajimaya’s success 
led to the opening of stores in other locations and the relocation of the Seattle store to its flagship location 
at 5th Avenue South and S Weller Street in the CID.  Uwajimaya is still owned and operated by the 
Moriguchi Family to this day.   
 
 It is widely acknowledged that ancestral food plays a critical role for people of color to sustain 
their cultural identity.  Uwajimaya is a bridge connecting our local Asian communities to their cultural 
identities through their ancestral foods and culinary practices.  Uwajimaya is the largest retail business in 
the CID and one of the largest Asian markets in the Puget Sound, serving 2,500-4,000 customers daily.  
For the Asian community, Uwajimaya is considered a “taste of home” with unique and treasured 
ingredients not generally available in other grocery markets in the area.  For those not of Asian descent, 
Uwajimaya is an opportunity to explore Asian culture and learn about other parts of the world. 
 
 Uwajimaya further fosters the cultural identity of the CID by hosting and sponsoring events 
throughout the year.  For example, Uwajimaya hosts the annual summer festival, Natsu Matsuri, which 
brings more than 1,000 people to the CID.   Uwajimaya also supports in-store events such as food fairs 
and cooking demonstrations, as well as neighborhood festivals such as Lunar New Year Celebrations, the 
Night Market, and Dragon Fest.  
 
 Beyond cultural benefits to Uwajimaya patrons and visitors, Uwajimaya also plays an important 
economic role with distinct benefits to people of color.  Uwajimaya employs more than 100 people in the 
CID and more than 450 people companywide. People of color make up more than 80% of our workforce.  
Uwajimaya also includes a food hall with 12 independent food stalls that create additional jobs for 
individual tenants, most of whom are also people of color.   
 

This economic impact extends beyond Uwajimaya Market to businesses that operate in adjacent 
properties owned by Uwajimaya.  In addition to the Market, Uwajimaya owns the block bounded by S 
King Street, 6th Avenue S, S Weller Street and 5th Avenue S, known as the Uwajimaya North Block, which 
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includes the Nagomi Plaza.  In 2016, Uwajimaya rehabilitated the 1928 Publix Hotel located on the 
Uwajimaya North Block with, in part, five commercial tenants.  Three additional commercial tenants 
along with public parking are located in the Nagomi Plaza on the Uwajimaya North Block on the corner 
of 6th Avenue S and S Weller Street.  These commercial tenants range from small minority owned local 
treasures, such as Hood Famous Cafe + Bar, to world renown businesses, including Iron Chef Morimoto’s 
Momosan Ramen & Sake bar.   
 

Uwajimaya’s properties also provide much-needed housing in the CID.  Uwajimaya’s 
revitalization of the Publix Hotel includes 125 apartments, 20% of which provide affordable housing 
through the City’s Multifamily Tax Exemption (MFTE) program.  Uwajimaya also co-developed the 
Uwajimaya Village development, which included 176 apartments in 2000 and similarly used the MFTE 
program to provide 20% of the available units as affordable housing.  Continuing this commitment to 
develop housing in the CID, in 2020 Uwajimaya began design and feasibility studies on two of our parking 
lot locations for potential innovative mixed-use projects that would collectively result in hundreds of 
thousands of square feet of new housing and commercial space. 

 
The Moriguchi Family – a local family of color with a multi-generational legacy that endured 

internment – intends to continue our role as a steward of the cultural identity of the CID through thoughtful 
design, housing and commercial offerings, through both development and long-term ownership of 
property.  The Publix Hotel rehabilitation utilized Federal Historic Preservation Tax Credits to renovate 
and extend the life of the contributing building within the National Register Historic District. Our plans 
to use our property to further develop housing and commercial activity in the CID are now on hold due to 
the potential impacts of the WSBLE, which include the possibility of Sound Transit condemning the 
Uwajimaya properties, as detailed below. 
 

II.  Features of the Chinatown-International District 
 
 The unique characteristics of the CID and its population demonstrate why Uwajimaya plays such 
a significant role in anchoring the cultural identity of this community.  Sound Transit and City of Seattle’s 
Racial Equity Toolkit Report (Current Draft, Feb. 2022) (RET) provides the following remarkable 
summary:  
 

The C-ID station area is the only station area densely populated by communities of color 
in the WSBLE project corridor.  A majority of C-ID residents are of Chinese ethnicity, but 
there are also sizable communities of residents of Japanese, Vietnamese, Korean and 
Filipino ancestry.  People of color account for approximately 65% of the population, as 
compared to a citywide average of 34%, and more than half speak a language other than 
English at home.  Approximately 82% of C-ID residents are renters, far higher than the 
city average of 53%, and 80% of housing units within a 10-minute walkshed of proposed 
station areas are rent-restricted or subsidized rental units.  The median household income 
currently stands at $33,500 per annum, approximately half the citywide median, and 
approximately 30% of households fall below the federal poverty level.  The area also has 
higher-than-average proportions of elderly and disabled residents, and based on a 2020 C-
ID Healthy Community Action Plan study, people living and working in the C-ID are less 
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healthy than those in other neighborhoods in Seattle and King County, with an average 
lifespan seven years shorter than that of most well-off communities.1 
 

These residents are the heart of the CID and the heart of Uwajimaya.  In turn, Uwajimaya provides a 
cultural backbone that binds these individuals to each other, their communities, and their heritage.  Each 
statistic cited in the RET makes it clear that the decision regarding where to locate the CID Station is an 
equity decision – equity in terms of race, income, housing status and health.  Sound Transit should select 
an alternative that considers and accounts for these equity issues and avoid selecting an alternative that 
creates greater disparity and further harm to this historically under-resourced community. 
 
 Uwajimaya and the CID also provide non-Asian communities the opportunity to experience 
aspects of Asian culture that are not widely shared throughout the region.  As a result, Uwajimaya and the 
CID facilitate diversity awareness, cultural connectedness and inclusion.  In light of recent horrible 
instances of discrimination against people of Asian descent following the outbreak of COVID-19, 
inclusionary spaces and opportunities to celebrate Asian culture are critically important.  Uwajimaya and 
the CID are arguably the regional epicenter for residents and visitors to educate and immerse themselves 
in Asian traditions to gain appreciation and respect for these beautiful heritages.    
 
 Despite the critical role this region plays in our community’s fabric, historically, the CID has 
disproportionately been subjected to adverse impacts from infrastructure projects in the area.  This history 
goes back to the construction of rail lines that support King Street and Union Station, the evolution of I-5 
and the construction of I-90 and SR-99. More recently, the Alaskan Way Viaduct Replacement Project, 
the Elliott Bay Seawall Replacement Project, the First Avenue Water Main Replacement Project and the 
Seattle Streetcar Project have all disproportionately impacted the CID.  Cumulatively, these projects have 
kept the CID and neighboring Pioneer Square District in a state of near constant construction and upheaval.  
Some of these projects were unavoidable in terms of location, but the same is not true for the CID Station. 
Sound Transit still has the opportunity to thoughtfully consider and intentionally select a location that 
minimizes harm to the CID, its residents and businesses, and the broader community.  
 

III.  Inadequate Environmental Impact Analysis 
 
 The DEIS presents two Alternatives – the 4th Avenue Alternative, with a shallow (CID-1a) and 
deep option (CID-1b), and the 5th Avenue Alternative, with a shallow (CID-2a), shallow diagonal CID-
2a),2 and deep option (CID-2b).  Although the DEIS does not identify a preferred alternative, the 
environmental analysis indicates Sound Transit’s unstated preference for the 5th Avenue Shallow 
Alternative, particularly the CID-2a diagonal option.  This is evidenced by the skewed analysis that 
underreports the comparative benefits of the 4th Avenue Alternative, while downplaying the adverse 
impacts of the 5th Avenue Alternative.  Although we maintain the DEIS does not adequately analyze 

 
1 RET, p. 8, see also DEIS, §4.3.4.1.2, Table 4.3.4-1. 
2 As an administrative matter, the DEIS evaluates the CID-2a shallow and CID-2a shallow diagonal largely without any clear 
distinction between the two, even though the proposed stations are in two distinct locations and therefore logically have 
distinct impacts.  In most of the DEIS, the analysis of the CID-2a option does not distinguish between the shallow and the 
shallow diagonal alternatives.  That the DEIS does not consistently analyze the CID-2a shallow diagonal with specificity is 
an obvious error.  
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the environmental impacts of any of the CID Alternatives, the information provided to date 
confirms the 5th Avenue Alternative options would once again marginalize this important minority 
community. These options would further displace the cultural and societal benefits that the CID 
and Uwajimaya currently provide – and plan to provide more broadly in the near future, if the 
siting of the CID Station does not prevent them from occurring.  
 
A.  Connectivity 
 
 The DEIS states the purpose and need for the WSBLE is to “provide fast, reliable light rail in 
Seattle and connect dense residential and job centers throughout the Puget Sound region…”3    This 
opening purpose statement highlights that connectivity is the critical goal of the WSBLE and should 
therefore guide station selection.  The WSBLE Station Planning Progress Report (a “complement to the 
DEIS”) provides a succinct summary of connectivity for each CID Alternative.  Regarding the entrances 
and connectivity to the 4th Avenue Alternative options, this report states “[t]he west entrance would offer 
convenient access to Pioneer Square, trains at King Station, and buses on the west side of 4th Ave S, while 
the east entrance would enhance Union Station as a gateway to the Chinatown-International District and 
offer convenient access to the existing light rail station, buses on the east side of 4th Ave S, and the S 
Jackson St buses and streetcar.”4    In comparison, the same type of summary in the report for the 5th 
Avenue Station entrances and connectivity states “[t]he new station entrance would be convenient to the 
S Jackson St buses and streetcar and adjacent to existing and planned bike routes on 5th Ave S and S King 
St.” – and that is it.5     
 

The length of these descriptions speaks for itself, and a review of the design concept plans for each 
Alternative confirms the 4th Avenue Alternative provides greater connectivity within the community in 
comparison to the 5th Avenue Alternative.6  The RET also acknowledges the cumulative, but disjointed, 
transit centers in the CID and Pioneer Square that created a transit hub suffering from a lack of cohesion 
and connection.7     
 

These acknowledgements of the need for connectivity and the greater benefits offered by the 4th 
Avenue Alternative are raised in the “complementary” documents to the DEIS, but not meaningfully 
discussed and analyzed in the actual DEIS.  Instead, the DEIS focuses on temporary, individualized 
impacts to transit facilities and roadways during construction, and a few permanent impacts, all of which 
Sound Transit notes can be mitigated or addressed as riders begin using WSBLE more frequently, or other 
forms of transit.8  The DEIS therefore provides an incomplete analysis of connectivity impacts.  

 
To remedy this deficiency, Sound Transit should delay its selection of a preferred alternative 

until after an adequate analysis is conducted.  If Sound Transit disagrees and concludes it has met its 
obligations under SEPA to fully evaluate the transportation impacts of these alternatives, including 

 
3 DEIS, §1-1. 
4 WSBLE Station Planning Progress Report, p. 97. 
5 Id., p. 106.   
6 DEIS Appendix J, p. 133-47.   
7 RET, p. 10. 
8 See e.g., DEIS, §3.12.3.1.3, §3.13.3.1.2.   
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specifically impacts to connectivity, then Sound Transit should select the 4th Avenue Alternative because 
it provides far superior connectivity in comparison to the 5th Avenue Alternative, which, as noted above, 
is a top priority for Sound Transit. 

 
B.  Property Acquisition and Displacement 
 
 The DEIS also fails to adequately evaluate property acquisition and displacement impacts.  The 
DEIS notes the 5th Avenue Shallow Alternative would result in acquisition of 16-19 properties. But it does 
not clarify or consider that several of these properties are located in the cultural heart of the CID and 
owned by people of color.9  For example, the 5th Avenue Shallow Alternative would result in acquisition 
of the Uwajimaya North Development Lots.10  Located directly at the Historic Chinatown Gate, the 
Uwajimaya North Development Lots – which were recently contemplated for redevelopment by a local 
family of color, who have proven to be committed, multi-generational stewards of this cultural epicenter 
– will instead become a cut-and-cover construction site, presumably later to be redeveloped by someone, 
chosen by Sound Transit, through its surplus property disposition procedures.  In stark contrast to the 
Moriguchi family, Sound Transit is a governmental entity without cultural connections and personal 
investment in this community.  Even if Sound Transit is well intentioned about conveying its surplus 
property, the mere fact of taking private land from this community after all it has been through is shocking 
to consider.  To say this is an unmitigable impact is an understatement. 
 

During the years of CID Station construction, the Historic Chinatown Gate would be covered for 
protection.11 The symbolism of Sound Transit literally covering up the Historic Chinatown Gate so that it 
can acquire CID property – from people of color – and strip this unique community of its historic identity 
would be a significant misstep and a repeat of historic public-project mistakes that we urge Sound Transit 
not to make.  Sustaining community ownership of property is an invaluable metric that should be 
considered to the greatest extent possible, particularly in under-resourced communities like the CID. 
 
 The DEIS also explains construction staging will occur throughout identified construction limits 
and additional temporary construction easements may also be needed, but locations for these easements 
have not been identified.12  The DEIS then further clarifies that “[w]ith the exception of potential 
temporary relocations needed for construction of the Alternative CID-2a diagonal station configuration, 
temporary construction easements would not permanently displace existing uses and are not anticipated 
to substantially disrupt existing uses, except where noted in Section 4.3.1.3.”13  The DEIS then concludes 
this topic by indicating the CID-2a diagonal station could result in permanent displacement of 8 
businesses, but does not actually indicate which businesses or parcels would be impacted by the need for 
these unknown “temporary” construction easements and “temporary” relocations.  Thus, although the 
DEIS purports to consider these impacts, the public is left with no idea where these very significant 
impacts might occur.  Given the CID-2a diagonal station location within the heart of the CID, we can 

 
9 DEIS, §4.3.1.4, Table 4.3.1-2, Appendix L4.1.   
10 Id. 
11 DEIS, §4.3.4.4.3. 
12 DEIS, §4.3.1.4. 
13 Id. (Emphasis added.) 



 
Uwajimaya - WSBLE DEIS Comment 
Page 7 

 

{04551620.DOCX;3 }  

safely assume that these easements and relocations would similarly be located in and impact the heart of 
the CID. 
 
 The DEIS acknowledges the general cultural impact of displacement and construction on the 
community, to some extent, and confirms that the 5th Avenue Alternative options would cause the greatest 
impacts.  Conversely, the DEIS states the 4th Avenue Alternative, shallow and deep options, “would not 
displace buildings within the heart of the CID neighborhood.  These alternatives would place the new 
station entrances along the existing 4th Avenue corridor and a block farther away from the heart of the 
community.”14  With respect to the 5th Avenue Alternative, the DEIS explains these options “would have 
the most business displacements… would displace some buildings and businesses at the edge of the 
neighborhood for station entrances… [and t]hese displacements may include businesses important to the 
community because of the history, strong cohesion, and long-standing community connections in the 
neighborhood.”15  The DEIS further explains that “[c]onstruction of the station entrances and other surface 
components would result in localized construction areas within the CID, and the community would 
experience construction noise, visual changes, and detours as these elements of the project are built. [The 
5th Avenue Alternative] would place these potential construction impacts closer to the community than 
[the 4th Avenue Alternative].”16  The DEIS also notes the 5th Avenue Shallow option would result in 
adverse access impacts directly on Uwajimaya, but it asserts, with little explanation, the 5th Avenue 
diagonal option will not create these impacts.  Sound Transit proposes working with Uwajimaya to provide 
mitigation, but no discrete mitigation is identified in this context, nor does the DEIS specifically address 
any other displacements.   
 
 The DEIS analysis and mitigation to address impacts from acquisitions and displacements is 
inadequate and does not include the unique consideration that should be afforded to the CID.  After 
decades of marginalization by other public projects and government decisions, the CID now is in the 
unenviable position of once again being disproportionately impacted by acquisitions and displacements 
in comparison to all other WSBLE station communities.  Rather than repeating history with another 
culturally insensitive project in the CID, Sound Transit should further evaluate these important impacts, 
define specific and meaningful mitigation, and do so with the due consideration for – and participation of  
– this unique community.   
 
C.  Air Quality 
 
 The DEIS fails to analyze air quality impacts on the CID as required by Federal regulations.  Recall 
the RET clarified that “based on a 2020 C-ID Healthy Community Action Plan study, people living and 
working in the C-ID are less healthy than those in other neighborhoods in Seattle and King County, with 
an average lifespan seven years shorter than that of most well-off communities.”17  With this inequity lens, 
we would expect Sound Transit to exceed requirements to study air quality for this vulnerable population 
that already is experiencing significant health disparities.  To the contrary, the DEIS states that 
“[a]ccording to Code of Federal Regulations Title 40, Section 93.123(c)(5), because the duration of major 

 
14 DEIS, §4.3.4.3.3. 
15 Id. 
16 DEIS, §4.3.4.4.3. 
17 RET, p. 8. 
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construction activities of the project would not exceed 5 years in any one location, construction emissions 
are considered a temporary impact and a project-level conformity analysis is not required.”18  This 
conclusion is wrong. 
 

It is true the applicable Federal regulation instructs that “each site” should be considered separately 
for purposes of calculating whether construction impacts are less than 5 years, but it does not indicate that 
“site” means individual construction of each structural improvement.19 Although the regulation does not 
expressly define “site,” “site” cannot be logically interpreted to have such a narrow scope.  The more 
reasonable interpretation is that “site” consists of the entire construction site of each station.  Furthermore, 
the regulation instructs that when calculating the length of time, the activity to measure is the “construction 
phase”, not “major construction activities.”  Therefore, the duration of construction as a whole should be 
considered. Under this more reasonable interpretation, the CID station triggers the 5-year threshold for 
project-level conformity analysis because every CID Alternative requires more than 5 years of 
construction.  Furthermore, this additional analysis is more than merited when we take into account the 
disparate health status of this minority community.  Sound Transit should take the necessary time to 
conduct this analysis before selecting a preferred alternative. 
 
D.  Noise  
 
 The DEIS similarly failed to adequately evaluate noise impacts on the CID community.  The DEIS 
lists the Federal Transit Administration (“FTA”) Category 1 and Special Building Noise Sensitive 
Receivers that were analyzed.20  This list does not include any properties within the CID, but the entirety 
of the “Seattle Historic Chinatown District” is considered a special use that merits “special consideration.”  
Per the FTA Transit Noise and Vibration Impact Assessment Manual, “historic sites” require “special 
consideration.”21  “Historic sites” are defined to include any historic districts in the National Register of 
Historic Places.22  The “Seattle Historic Chinatown District” was added to the National Register of 
Historic Places in 1989 and includes a majority of what is commonly characterized as the CID today.  
Therefore, specialized analysis of noise impacts to the “Seattle Historic Chinatown District” is required.  
This analysis should address impacts to the Uwajimaya-owned Publix Hotel, which includes residential 
units, as well as Hing Hay Park, which serves as a centerpiece for outdoor cultural and recreational 
activity. Both of these are adjacent to the 5th Avenue Alternative construction area.  
 
E.  Historic and Cultural Resources 
 
 A significantly more thorough analysis of impacts of the CID Alternatives on the historic and 
cultural resources of the CID is critical and needed.  The DEIS notes the CID is listed as a National Historic 
District with many historic buildings and spaces.23  The DEIS then, in a few short paragraphs, 
acknowledges all the CID Alternatives would adversely affect the historic resources of the CID, and this 

 
18 DEIS, §4.3.6.4.1. 
19 See CFR 93.123(c)(5). 
20 DEIS, §4.3.7.1, Table 4.3.7-1. 
21 See FTA Transit Noise and Vibration Impact Assessment Manual, §4.1, p. 24. 
22 Id. 
23 DEIS, §4.3.16.1.1, Table 4.3.16-1. 
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acknowledgement is the extent of the analysis.  The DEIS does not provide any evaluation of the nature 
of these impacts on the historic vitality of the CID community, or any other meaningful issue that should 
have been addressed in this context.24  This omission is particularly concerning when dealing with a 
historically unique and marginalized community.  Sound Transit should therefore delay selecting a 
preferred alternative until the impacts of the Alternatives on the historic resources of the CID have been 
thoroughly evaluated and appropriate mitigation identified in partnership with local community 
stakeholders.  

IV. Requested Course of Action

As detailed above, the DEIS fails to provide a balanced and adequate review of the 4th Avenue and 
5th Avenue Alternatives, and their multi-faceted impacts on the CID community.  The inadequacy of this 
analysis and mitigation is particularly concerning in light of the equity issues present in this area.   

We therefore ask that Sound Transit defer selection of a preferred alternative and conduct 
a more thorough evaluation of the impacts of the CID Alternatives – in partnership with key 
community stakeholders – and provide more meaningful and specific mitigation.   

Additionally, we urge Sound Transit to incorporate more coordinated and inclusive planning into 
the CID Alternatives.  Specifically, Sound Transit should address the community’s vision for the Jackson 
Hub.  The Jackson Hub concept plan was finalized in March 2019 through a coordinated effort led by the 
Alliance for Pioneer Square, Seattle Chinatown International District Preservation and Development 
Authority and Historic South Downtown.  This coalition sought input from numerous government 
agencies, including Sound Transit.  Based on this input and feedback from the community, the coalition 
produced a vision for a Jackson Hub as an activated and welcoming pedestrian-transit center that provides 
missing connections between the CID, Pioneer Square and the numerous transit corridors scattered 
throughout the area.   

Similar to the WSBLE, the purpose of the Jackson Hub is to provide connectivity and enhance 
community vitality.  However, the DEIS is oddly silent regarding coordinated planning to achieve this 
Jackson Hub vision.  A cursory review of the CID Alternatives as they would relate to the Jackson Hub 
vision indicates the 4th Avenue Alternative is best positioned to foster connectivity in the Jackson Hub 
because of its closer proximity to the Jackson Hub and transit centers.  The 4th Avenue Alternative 
therefore provides a unique opportunity to transform a largely under-resourced area into an active and 
lively center for the community.  In contrast, the 5th Avenue Alternative would continue the disjointed 
status quo by drawing transit riders farther away from the Jackson Hub and nearby transit centers.   The 
5th Avenue Alternative would also require the transformation, and even destruction, of an existing vibrant 
cultural center.  Regardless of the merits of each CID Alternative as they relate to advancing the Jackson 
Hub vision and preserving the cultural vibrancy of the CID, the DEIS simply failed to adequately analyze 
and consider these issues.  For this additional reason, Sound Transit should take the time to further evaluate 
the CID Alternatives prior to selecting a preferred alternative, and that evaluation should include whether 
the CID Alternatives will help achieve the community’s vision for the Jackson Hub.  

24 DEIS, §4.3.16.3.5 





April 26, 2022 
 
WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson St. 
Seattle, WA 98104 
 

Via email to WSBLEDEIScomments@soundtransit.org  
 

Re:  505 5th Avenue South - Comments on the West Seattle and Ballard Link 
Extension Draft Environmental Impact Statement 

 
Dear Ms. Swift, 
 
This comment letter is submitted in response to the West Seattle and Ballard Link Extension 
(the “WSBLE”) Draft Environmental Impact Statement (the “DEIS”). 505 Union Station LLC (“505 
Union Station”) owns the building located at 505 5th Avenue South (the “Building”) (APNs 
8809700020 and 8809700070). The Building was constructed in 2000 and is one of the 
condominium units comprising the Union Station block generally bounded by South Jackson 
Street on the north, 5th Avenue South on the east, Seattle Boulevard South on the south, and 
4th Avenue South on the west. Portions of the Condominium ownership extend under the 4th 
Avenue South Viaduct and across Seattle Boulevard South due to a street vacation approved in 
1996 (Ordinance No. 118456).  
 
The Building sits directly south of historic Union Station and supports 295,000 square feet of 
office and retail space and an estimated 1,500 employees. The Building is one of four office 
buildings in the Union Station block, with the other three comprising and an additional 580,000 
square feet of office and retail space and supporting an estimated 2,900 employees, not 
including Sound Transit’s occupancy of historic Union Station. An 1,150-stall parking garage, 
which takes access from 4th Avenue South, sits beneath the Building and beneath the 4th 
Avenue South Viaduct (the “Parking Garage”). 505 Union Station relies on the Parking Garage 
to serve visitors and employees working in the Building and in the other office buildings within 
the Union Station block.  
 
505 Union Station looks forward to the expanded light rail network serving the region furthered 
by the WSBLE. Since beginning operations in 2009, Link Light Rail has served as a critical and 
positive asset in our region, improving access to the job centers that bolster our economy and 
connecting people and places in ways that only a few decades ago seemed unimaginable. The 
expansion through ST3 will further the economic and environmental benefits that come from a 
large integrated transit system, and we are excited by the positive outcomes that have been 
achieved upon the opening of each new segment in recent years. Sound Transit is now faced 
with the enormous and nearly impossible task to navigate the various alignment options and to 
hear the voices of Puget Sound citizens who will be impacted by this immense project.  
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We appreciate the time and effort that have been invested thus far; however, crucial aspects of 
the WSBLE DEIS analysis must be modified, strengthened, and expanded upon in the Final 
Environmental Impact Statement (“FEIS”) to better inform decisions about the final alignment 
and to educate stakeholders and the public about anticipated significant impacts resulting from 
the WSBLE. Based on the current iteration of the DEIS, 505 Union Station has concerns about 
the impacts of all the proposed Chinatown-International District (“CID”) Alternatives. The 4th 
Avenue South alignment options (Alternatives CID-1a and CID-1b) have significant harmful 
impacts on the City’s and region’s transportation network and on the Building. The 5th Avenue 
South alignment options (Alternatives CID-2a and CID-2b) have significant harmful impacts on 
the CID neighborhood. Frankly, there is not an acceptable option for the CID Segment that has 
been studied. We encourage Sound Transit to go back to the drawing board to figure out how 
to reduce the construction duration in the CID Segment and come up with another alignment 
alternative that maintains intact downtown’s primary transportation corridors and preserves 
the integrity of the CID neighborhood. To do this, 505 Union Station requests that Sound Transit 
retain a qualified construction contractor for the CID station area before deciding on a route 
alignment to explore additional creative and practical solutions for alignment options and to 
propose alternative designs that minimize harmful construction impacts.  
 
This letter addresses gaps in Sound Transit’s DEIS analysis regarding construction, operational, 
and cumulative impacts, and suggests additional mitigation measures that should be addressed 
in the Final Environmental Impact Statement (the “FEIS”). 
 

1. Construction Impacts to the Building Require Additional Analysis in the FEIS. 
 
The estimated construction duration for the CID Segment is significant. The construction 
duration of all CID Alternatives is much longer than other WSBLE segments, with Alternative 
CID-1a construction scheduled to last for 9 to 11 years. Because of this decade-long 
construction duration, the construction impacts cannot be dismissed as temporary in nature. 
The FEIS should study methods to reduce the construction duration under all alternatives, but 
especially if Sound Transit decides to pursue Alternatives CID-1a or CID-1b, which have the 
longest construction durations.   
 
The following construction-related impacts to the Building from the significant construction 
period require additional analysis and mitigation in the FEIS.  
 

a. Closure of the 4th Avenue South Viaduct in Alternatives CID-1a and CID-1b will 
have a Significant Impact on Traffic and Parking Access. 

 
Under Alternatives CID-1a and CID-1b, the 4th Avenue South Viaduct will be closed for up to 6.5 
years. As noted in the DEIS, “[t]he primary [traffic] effects from construction would occur with 
the two 4th Avenue Build Alternatives (Alternative CID-1a* and Option CID-1b*), as described 
below. 4th Avenue South carries approximately 30,000 vehicles per day as a primary north-
south arterial connecting SODO to Downtown Seattle. Closure of all or portions of 4th Avenue 
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South would result in substantial diversion of traffic throughout arterial and local streets within 
the Chinatown-International District and surrounding areas,” DEIS Transportation Technical 
Report (the “Transportation Report”), pg. 4-123. This “substantial diversion of traffic” and 
associated effects due to the 4th Avenue South Viaduct closure should be more thoroughly 
analyzed in the FEIS.  
 
To understand the impacts of the 4th Avenue South closure described in the DEIS, 505 Union 
Station retained Transportation Engineering NorthWest to conduct an independent review of 
the DEIS. The review concluded that more information is required to understand the detailed 
operational impacts of the CID Segment alternatives to the surrounding streets and 
intersections. In particular, the DEIS does not provide any level of service (“LOS”) analysis 
results for the interim condition during the multiple years of construction, therefore it is not 
understood how closure of 4th Avenue South would impact surrounding streets and their LOS.  
 
To understand the feasibility of a 4th Avenue South closure, Sound Transit must model and 
provide information on the predicted LOS for alternative routes through the CID and into 
Downtown, including in combination with the traffic impacts from street closures elsewhere 
along the WSBLE. 
 
In addition to major traffic impacts, the closure of the 4th Avenue South Viaduct under 
Alternatives CID-1a and CID-1b would eliminate access to the Parking Garage for 4 to 6.5 years. 
As noted above, the Parking Garage currently provides 1,150 parking stalls, 290 of which are 
allocated to serve the Building. The DEIS does not account for the loss of these stalls during 
construction nor the permanent loss of 200 stalls. This will be a major impact to the tenants in 
the Building, particularly since the loss of parking will occur at a time with major vehicular, 
transit, and pedestrian disruptions during construction.  
 
Loss of parking stalls under Alternatives CID-1a and CID-1b will also affect 505 Union Station’s 
ability to attract and retain tenants. 505 Union Station’s tenants depend on these parking stalls 
to provide convenient, accessible, and dependable parking for their visitors and employees 
within their office building. Without access to these parking stalls, visitors and employees will 
be forced to find other parking options – options which are few and far between within the CID 
neighborhood and will only become scarcer during WSBLE construction. Loss of parking will 
cause significant parking spillover demand in the neighborhood that must be analyzed in the 
FEIS.  
 

b. Vehicular and Transit Impacts Due to All Roadway Closures will have Critical 
Impacts to the CID Neighborhood and Must be Studied More Thoroughly in the 
FEIS. 

 
The following “Potential Roadway Closures” diagram for Alternative CID-1a illustrates the other 
major roadway closures anticipated around the Building for the 9 to 11-year construction 
duration. The north, south, and west approaches to the Building are fully or partially closed, 
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and most streets to the east of the Building are identified as streets with “potential traffic 
increase.” The FEIS must acknowledge major employment centers, like the Building, and 
analyze how employee routes to and from the Building can be maintained during construction. 

 
 
The outlook for Alternative CID-1b roadway closures, below, is equally concerning in terms of 
its potential impacts on road closures and detours through the CID community. Sound Transit 
must study how the various 4th Avenue South closure alternatives impact traffic congestion in 
the CID neighborhood and the LOS on adjacent streets, as well as access to Downtown.  
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In either scenario, the traffic impacts will be significant, and more information is required to 
understand the detailed operational impacts of the CID Segment alternatives to the 
surrounding streets and intersections. As noted above, the DEIS does not include any 
information about anticipated traffic volumes on these detour routes nor their anticipated LOS. 
Sound Transit must study and provide information about how closures of 4th Avenue South will 
impact accessibility for the 30,000 vehicles a day that use 4th Avenue South, as well as the 
cumulative impacts those detours will create on adjacent streets in the CID and the Pioneer 
Square neighborhood, particularly when combined with other WSBLE road closures. 
 
The FEIS also needs to fully analyze anticipated transit rerouting and service impacts from 
construction that will hinder Building employee travel to and from work. The DEIS highlights 
bus route and Seattle Streetcar disruption during construction. Transportation Report, Table 3-
36. The DEIS states that Alternatives CID-1a and CID-1b would disrupt the Seattle Streetcar 
operations for two years. Pre-pandemic, the First Hill line alone carried more than 1.3 million 
passengers per year, and ridership is anticipated to grow exponentially with the completion of 
the Center City Connector and connection of the two existing lines. The Seattle Streetcar route 
provides an important transit connection through the CID neighborhood, Little Saigon, Yesler 
Terrace, and Capitol Hill. The low-floor boarding at sidewalk level makes the Seattle Streetcar a 
particularly important transportation method for vulnerable populations and individuals that 
use mobility devices to access medical offices in the First Hill neighborhood. Any ST3 alignment 
through the neighborhood should avoid service disruptions to the Seattle Streetcar.  
 
The DEIS states that there would also be impacts to bus service during construction, affecting 
approximately 20 bus routes and 220-300 trips per peak hour. These trips would be diverted 
into Pioneer Square and the CID. However, the DEIS does not evaluate the adequacies of detour 
routes nor their resulting LOS during construction. It is unclear that adjacent streets can 
adequately meet these additional transportation demands or how resulting transit delays 
would impact ridership capacity or demand.  
 
Overall, these closures cumulatively indicate hundreds of disrupted buses and trolleys per hour 
for many years during the construction period. The FEIS must detail how riders on these routes 
will reach their destinations in a timely, safe, cost-effective, and efficient manner with this level 
of transit disruption. The analysis in the DEIS also does not account for event traffic volumes or 
event demand levels for transit service, which will have a particularly significant impact on the 
CID neighborhood because of its proximity to the stadiums, the frequency of events, that event 
traffic often coincides with PM peak commute traffic, and the fact that multiple events often 
occur simultaneously. This too must be studied in the FEIS.  
 
As part of its updated analysis, the FEIS must also study the condition in Alternative CID-1a that 
would close the existing Stadium Station for two years and shut down the entire existing light 
rail system between the CID Station and SODO Station for at least 6 to 7 weeks. These major 
disruptions in transit will have a significant adverse impact on the Building and the surrounding 
CID neighborhood. The FEIS needs to consider impacts on ridership levels and routes. Without 
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fully investigating and disclosing these impacts, the analysis will not include meaningful 
consideration of mitigation. 
 
Alternatives CID-2a and CID-2b will also affect traffic and transit with  service interruptions to 
the Seattle Streetcar under Alternative CID-2a. Significantly, Alternatives CID-2a and CID-2b will 
require closure of 5th Avenue S, which is adjacent to the Building, and serves over 200 buses 
per hour. Transportation Report, Table 3-36. In addition to affecting public transit, non-public 
transit commuters will also be significantly affected by construction impacts, including those 
who constitute the 4,500 to 5,500 average daily trips on 5th Avenue South and the 11,300 to 
14,500 average daily trips on South Jackson Street. Transportation Report, Table 4-34. These 
closures cumulatively indicate thousands of disrupted buses, trollies, and vehicle trips per hour 
for the many years during the construction period. The FEIS must detail how commuters on 
these routes will continue to reach their destinations in a timely, safe, cost-effective, and 
efficient manner while maintaining existing ridership levels.  
 
For all alternatives, particularly Alternatives CID-1a and CID-1b, Sound Transit should provide a 
detailed assessment of intersection LOS for the period during construction and related 
conditions for the following intersections: 

• 4th Ave S/ S Jackson St 
• 4th Ave S/ S Weller St Bridge (Union Station Garage Access) 
• 4th Ave S/ Seattle Blvd S 
• 5th Ave S/ S Jackson St 
• 5th Ave S/ S King St 
• 5th Ave S/ S Weller St 
• 5th Ave S/ S Lane St 
• Seattle Blvd S/ S Dearborn St 
• 6th Ave S/ S Jackson St 
• 6th Ave S/ S King St 
• 6th Ave S/ S Weller St 
• 6th Ave S/ S Lane St 
• 6th Ave S/ S Dearborn St 
• Seattle Blvd S/ 6th Ave S 

In addition, the information in the DEIS fails to provide the assumptions used in the 
transportation analysis. At a minimum, the following should be made for public review: 

• Synchro/analysis outputs at specific intersections, including, at a minimum, those listed 
above 

• Detailed trip assignment of diverted traffic volumes and routing by segment and 
intersection, including bus routes and volumes 

• Timing and sequencing of road closures, including overlapping closures 
• Interim intersection and roadway channelization configurations, including lane 

geometry and turn restrictions 
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• Detailed assessment of how emergency vehicle routes would be impacted by the 
planned closures during the construction period 

• Consideration of peak pedestrian crossing volumes, including analysis at the 4th Avenue 
South/South Weller Street Bridge (Union Station Garage) signalized intersection, 
especially at Sounder peak alighting to assess how pedestrian safety will be ensured in 
the context of construction 

 
c. Pedestrian Accessibility to the Building Due to Sidewalk Closures Must be Analyzed 

Further in the FEIS. 
 
The FEIS must also include more information about anticipated sidewalk closures during 
construction. The introduction to the “Construction-Related Roadway Modifications” 
attachment to the Transportation Report states, “[r]oadway closures could also include short-
term or long-term closure of sidewalks. Extent and duration of sidewalk closures will be 
coordinated with the City of Seattle in later phases of project development.” Transportation 
Report, pg. N.1E-1. But this does not provide sufficient detail on sidewalk closures to 
understand how pedestrian routes will be maintained to the Building and throughout the CID 
neighborhood.  
 
The FEIS must provide more information about anticipated sidewalk closures during 
construction. Sidewalk closures are a critical component of the environmental analysis, as these 
closures affect the actual and perceived safety of Building employees and visitors, CID 
community members, and the health of local retailers. This information cannot be coordinated 
and disclosed later. The DEIS discloses partial and full roadway closures due to construction. If 
there is not enough specificity around sidewalk closures, then the FEIS should assume a worst-
case analysis and analyze sidewalk and bike path closures along all identified roadway closures. 
 
Additionally, the FEIS needs to clarify whether the pedestrian Weller Street Bridge will remain 
accessible during construction. The Weller Street Bridge and pedestrian crossing play a critical 
role for pedestrian connections between King Street Station and Union Station, as well as to 
Link Light Rail and Sounder commuter rail. King Street Station remains a critical multi-modal 
hub for those traveling to and from Seattle, providing access to Amtrak and the Sound Transit 
Sounder trains, which supply convenient, reliable, cost-effective, and environmentally-
conscious transportation options to a wide range of cities within the Puget Sound region and 
beyond.  
 
It appears the Weller Street Bridge likely will not be accessible under Alternative CID-1a and 
CID-1b with closure of the 4th Avenue South Viaduct. (“Under Alternative CID-1a*, the 4th 
Avenue South access to the Weller Street Bridge would likely be closed, although a temporary 
pedestrian crossing of the construction area may be possible.” Transportation Report, pg. 6-48.) 
The DEIS does not suggest an alternative pedestrian detour route, and there is no other direct 
pedestrian connection. If pedestrian access is lost, then the FEIS must disclose the anticipated 
durations and anticipated pedestrian rerouting of access to and from the Building to King Street 

Vulcan 505 - WSBLE DEIS Comment Letter Page 7



Station. These concerns are only exacerbated by the anticipated 6.5 year-closure of 4th Avenue 
South and the South Jackson Street full closure for up to two years in Alternatives CID-1a and 
CID-1b. Sound Transit must properly study the pedestrian impacts of these closures and 
propose reasonable means for pedestrian access, including the potential for a grade-separate 
pedestrian crossing.    
 
Alternatives CID-2a and CID-2b also appear to affect pedestrian routes to the Building. Closure 
of 5th Avenue South from South Jackson Street to Weller Street, and other sidewalk closures 
associated with the CID-2a and CID-2b Alternatives will affect the ability for Building tenants 
and visitors to access the Building and for Building tenants to access neighborhood businesses.  
 

d. Cumulative Construction, Structural, Noise, and Vibration Impacts to the Building 
Must be Considered. 

 
The DEIS acknowledges that most of the CID Segment, including the Building, is in a 
liquefaction-prone area, but it does not meaningfully discuss the implications of this soil type. 
The FEIS must further analyze how this will impact construction techniques and demonstrate 
there will be no structural interference between the WSBLE project and the Building under all 
alternatives. The FEIS should also identify ongoing structural monitoring and contingency plans 
as a mitigation measure. In particular, 505 Union Station requests that regular noise and 
vibration monitoring be conducted on the Building and that construction techniques and timing 
are adjusted to minimize impacts on the Building. Reports should be provided to the facilities 
director on a regular basis. In addition, 505 requests that an exterior building survey be 
conducted before construction and at a regular interval during construction to ensure Building 
integrity, including changes to pavers in Building plaza located above the existing transit tunnel 
and CID station. Reports shall include photos and review exterior for cracks or changes. 
 
The CID neighborhood is a vibrant collection of retail, residential, nonprofit, cultural, and office 
uses. While similar neighborhoods have successfully managed residential and commercial 
construction projects of up to 2 years, no neighborhood is equipped to survive 8-11 years of 
heavy civil infrastructure construction. There is no mitigation possible to offset the economic 
disruption created by the proposed construction activities. Under all alternatives, portions of 
the CID will no longer exist at the end of this construction duration. 
 
Heavy civil construction projects pose a greater safety risk to the residents and organizations 
around these projects. The sheer volume of trucking activities required to excavate the tunnel 
and supply all the materials used to construct the line will subject the neighborhood to a 
continuous line of trucks degrading air quality, disrupting pedestrian and local traffic, placing 
pedestrians and motorist at risk, and generally degrading the quality of life for this 
neighborhood. 
 
Alternatives CID-1a and CID-1b require major construction within the CID neighborhood and 
immediately adjacent to the Building for roughly a decade. This close proximity will have 
significant noise impacts to the Building, but will also affect the surrounding neighborhood, 
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especially given the extended time period the noise impacts will endure. Alternatives CID-2a 
and CID-2b will also create noise and vibration affecting the Building and surrounding CID 
neighborhood. The DEIS states “the vibration and groundborne noise-sensitive land uses in the 
Chinatown-International District Segment are primarily multi-family residences along 4th 
Avenue South and 5th Avenue South…” DEIS Noise and Vibration Technical Report, pg. 5-8. 
However, this analysis fails to consider the significant impact construction noise would have on 
local employers, neighborhood parks and open spaces, and office tenants and their workers in 
the Building. The effects of decade-long construction noise should be considered in the FEIS. As 
discussed below, under all alternatives, mitigation strategies in the FEIS must examine ways to 
shorten the construction duration in the CID neighborhood. 
 

e. Direct and Cumulative Economic Impacts Due to Major Business, Non-Profit, and 
Residential Disruptions in the CID Must be More Thoroughly Analyzed and 
Expanded in Analytical Scope. 

 
The CID neighborhood is being asked to shoulder a disproportionately long WSBLE construction 
duration. We are very concerned about the impacts to the neighborhood under all the CID 
Alternatives. The DEIS states 5 to 27 businesses will be displaced under the CID Alternatives. 
The DEIS defines these businesses as “mostly commercial or institutional” and “retail and 
service business that serve the local community.” See page 4.3.3-8 of the Affected Environment 
and Environmental Consequences – 4.3 Ballard Link Extension. This is a limited view of business 
displacement,. too focused on organizations that will be affected where Sound Transit directly 
takes property. The DEIS fails to analyze how organizations will be affected where new traffic 
impacts affect access to their businesses and decrease foot traffic. 
 
Displacement comes in many forms, and loss of patrons, and therefore revenue, due to the 
WSBLE impacts can result in non-profit and business closures in the same way as physical 
taking. Traffic impacts that make non-profits and businesses hard to reach and limit patronage 
will result in a de facto displacement of the non-profits and businesses. The mere ability to 
physically reach an organization does not mean the organizations will not be displaced due to 
the WSBLE. Furthermore, loss of businesses and other organizations also has an upstream 
effect on building owners who rely on rent from commercial spaces. To fully understand how 
each alternative will affect the CID community, the FEIS must analyze business and non-profit 
displacements due to traffic and access impacts under the various alternatives. The FEIS must 
expand its displacement analysis to account for these indirect impacts in addition to direct 
physical business and non-profit displacements. 
 
In addition to business and non-profit uses, the CID also supports a wide range of housing 
types, including affordable housing, with approximately 13,000 Seattleites living in the 
neighborhood. The traffic impacts due to WSBLE will undoubtedly affect these community 
members, increasing commute times and complicating accessibility to their homes. Owners of 
residential buildings, too, will be affected, as prospective tenants may be wary to rent housing 
units in an area undergoing extensive construction and surrounded by traffic gridlock. 
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Displacement of housing providers and challenged accessibility to housing by the community 
should likewise be analyzed in the FEIS under the various alternatives. 
 
As discussed above, during construction under all Alternatives, but especially Alternatives CID-
1a and CID-1b, the Building will suffer major cumulative direct and indirect impacts, including 
loss of Building parking access, traffic delays, street closures, loss of safe pedestrian routes, 
transit interruptions and rerouting, noise, and vibrations. These construction impacts will result 
in a de facto displacement of the businesses in the Building. Leading up to the impactful 
construction period, there will likely be significant issues leasing the Building. Furthermore, the 
loss of employee density in the Building will have an effect on the surrounding CID 
neighborhood because there will be fewer employees to patronize the remaining CID 
businesses. The full range of business, non-profit, and residential displacement impacts, 
including economic impacts, must be analyzed in the FEIS.  
 

2. Operational Impacts to the Building and Parking Garage Require Additional Analysis in 
the FEIS. 

 
The long-term operational impacts to the Building and Parking Garage also require further 
analysis in the FEIS. Under Alternatives CID-1a and CID-1b, the 4th Avenue South Viaduct would 
need to be rebuilt. There is inadequate information about this subsequent project and its long-
term impacts, configuration, and cost. The FEIS should provide at least schematic-level design 
and engineering plans for the rebuild to prove the project is feasible and so that its impacts and 
cost can be adequately disclosed. The FEIS should also clarify whether the 11-year construction 
duration includes reconstruction of the 4th Avenue South Viaduct. 
 
From a transit perspective, both Alternative CID-1a and CID-1b would result in the permanent 
removal of the north-bound bus lane on 4th Avenue South and would reroute some bus routes 
to 5th Avenue South. The CID station is the largest transportation hub in the Pacific Northwest, 
with direct access to Sounder commuter rail, Amtrak service, the Seattle Streetcar, several 
regional bus lines, and nearby connections to the Washington State Ferry system. In the future, 
the CID station will also be the only transfer point between all three Sound Transit light rail 
lines. Removing surface transit capacity is short-sighted and will have negative impacts on the 
future of this regional transportation hub.  
 
The DEIS notes that both Alternatives CID-1a and CID-1b would result in the elimination of the 
existing signalized southbound left turn lane access into the Parking Garage, which would 
hinder its usability and require inbound vehicles to circulate through the neighborhood. 
Transportation Report, pgs. 4-92 and 4-93. The Parking Garage provides 1,150 parking stalls, 
and approximately 40% of vehicles entering the garage use the southbound left turn lane 
access. If vehicles cannot turn left from the southbound left turn lane to access the Parking 
Garage, these vehicles will need to detour through the CID, causing additional traffic and 
greenhouse gas emissions. The FEIS must analyze the traffic circulation patterns and delays due 
to the loss of this left turn lane access.  
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3. Overall DEIS Concerns Common to All Alternatives 
 

a. The Cumulative Effects Analysis Must be More Robust and Consider a Wider 
Range of Foreseeable Impacts, Including Impacts due to the Ongoing Industrial 
and Maritime Strategy and Future Development Projects. 

 
The DEIS cumulative effects analysis does not reference the ongoing Industrial and Maritime 
Strategy work by the Seattle Office of Planning and Community Development (“OPCD”). The 
Industrial Lands work anticipates a complete overhaul of Seattle’s industrial land use code. 
Areas near current and future light rail stations will receive a meaningful increase in 
development capacity, particularly in the vicinity of the CID Segment and the SODO Segment, 
and a number of industrial areas will be granted additional density to incentivize further 
industrial development.1 OPCD will complete its own FEIS this summer, and it expects to adopt 
new regulations in early 2023. The cumulative effects analysis in the WSBLE FEIS must take 
these anticipated land use changes and increases in density into consideration. The changes will 
likely spur more development in industrial areas, potentially creating additional conflicts and 
concurrent construction impacts with the WSBLE work. 
 
Additionally, the cumulative effects analysis must better account for future development 
projects in general. The pipeline projects analyzed as part of the cumulative effects analysis 
were taken from May 2021. That information will be more than a year stale by the time the FEIS 
is issued, and the pipeline project list should be updated for the FEIS analysis. The FEIS should 
also acknowledge that future, simultaneous construction with identified pipeline projects is 
likely. Impacts from simultaneous construction are downplayed in the cumulative effects 
analysis in the DEIS, which states, “[c]onstruction in or near roadways typically requires lane 
closures, detours, and traffic delays. Interactions among two or more concurrent construction 
projects can intensify these impacts. However, most reasonably foreseeable future actions that 
can be reliably identified at present would be completed or near completion before the WSBLE 
Project construction would begin.” Transportation Report, pg. 11-1 (emphasis added). Seattle’s 
construction pipeline will not be frozen, and it is reasonably foreseeable based on adopted 
long-range planning documents that there will be numerous simultaneous construction 
projects requiring additional lane and sidewalk closures even beyond those projects that can be 
identified as pipeline projects now. The FEIS analysis needs to anticipate this highly likely 
outcome and build in a cushion for cumulative impacts from future development projects. 
 

b. Construction Sequencing Must be Decided Upon, Disclosed, and Analyzed. 

The cumulative impacts analysis focuses on WSBLE impacts combined with other project 
impacts, but the DEIS also inadequately discloses the WSBLE’s own cumulative impacts due to 
the lack of information on segment construction sequencing. 
 

1 See https://www.seattle.gov/opcd/ongoing-initiatives/industrial-and-maritime-strategy  
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The DEIS states, “[e]xcept where noted, the sequencing of construction activities was not 
assessed for the Draft Environmental Impact Statement, and some of the impacts described in 
this section may occur simultaneously. Detailed construction planning, including sequencing, 
will be provided in later phases of the environmental analysis once project design is sufficiently 
advanced.” Transportation Report, pg. 4-114. 505 Union Station requests that Sound Transit 
study and make known the construction sequencing and timing of all stations and road 
closures. This analysis is necessary to understand and mitigate the true totality of cumulative 
construction impacts. 

4. Suggested Mitigation for Consideration in the FEIS

Based on the impacts identified above, the impacts identified in the DEIS, and the impacts that 
will be identified in the updated analysis in the FEIS, Sound Transit should include the following 
mitigation measures in the FEIS. Given the informational inadequacies of the DEIS, note that 
this is in no way an exhaustive list of appropriate mitigation measures. 

• The construction impacts in the CID neighborhood are significant and harmful. The FEIS
should continue to study alternative alignments and methods to shorten the
construction duration.

• Study alternatives in the FEIS that would retain full access to the Parking Garage during
construction and during long-term operations. Loss of full access to the Parking Garage
is untenable.

• Maintain continuous access during construction to the South Weller Street Bridge or
provide an equivalent grade-separate pedestrian connection.

• Keep the Seattle Streetcar in uninterrupted operation. Analyze the Seattle Streetcar as a
critical component of the transportation mitigation strategy due to the expected transit,
vehicular, and pedestrian impacts.

• Provide a mitigation plan to address stadium event volumes and event demand for
transit services in the CID neighborhood. Consider pedestrian volumes associated with
events in the neighborhood.

• Prepare comprehensive detour plans and routes that minimize traffic effects. Provide
additional information about wayfinding signage and messaging within the CID
neighborhood. Work with SDOT to ensure access is maintained to existing buildings and
businesses.

• Where possible, avoid impacts to bike lanes and sidewalks. Where impacts are
necessary, provide safe, accessible, direct, and well-lit detour routes with clear
wayfinding signage.

• Mitigate the impacts the WSBLE will have on access to parks and recreation
opportunities. The CID neighborhood is home to public spaces that are important for
community well-being, mental health, cohesion, and enjoyment. Traffic and
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construction impacts will reduce access to these important parks, and the attendant 
impacts and mitigation measures must be disclosed in the FEIS. 

• Under each alternative, include noise and vibration monitoring on the Building. Adjust 
construction techniques and timing to minimize Building impacts and report results on a 
regular basis to the facilities director. 

• Conduct exterior building survey before construction and at a regular interval during 
construction to ensure Building integrity, including changes to pavers in Building plaza 
located above the existing transit tunnel and CID station. Include photos and review 
exterior for cracks or changes.  

• Implement pedestrian safety measures due to roadway closures and increased traffic 
volumes around the Building.  

• Prepare a plan, including financial assistance and payment of full relocation costs in 
qualifying circumstances, to support businesses, non-profits, and residents negatively 
impacted by construction impacts. Expand the impact and mitigation analysis to include 
not just physically displaced businesses, non-profits, and residents but also businesses, 
non-profits, and residents that will experience de facto displacement due to the 
construction, traffic, and similar impacts. 

• Implement any other mitigation necessary to address direct and indirect WSBLE 
construction and operational impacts identified in the FEIS. 

 
We look forward to continued engagement in the WSBLE EIS process and ongoing planning, and 
thank Sound Transit for your diligent work toward making the WSBLE a reality. We urge Sound 
Transit to identify and study less disruptive alternative alignments for the CID Segment. 
 
Sincerely, 

 
505 Union Station LLC 
 
Ada M. Healey, Chief Real Estate Officer 
Vulcan LLC 
 

Vulcan 505 - WSBLE DEIS Comment Letter Page 13



April 26, 2022 
 
WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson Street 
Seattle, WA 98104-2826 
 

Via email to WSBLEDEIScomments@soundtransit.org 
 
Re: Comments on West Seattle and Ballard Link Extension Draft Environmental 

Impact Statement for Block 46 (912 9th Avenue N) 
  
Dear Ms. Swift, 
 
 This comment letter is submitted on behalf of City Investors XXVIII LLC in response to 
the West Seattle and Ballard Link Extension (the “WSBLE”) Draft Environmental Impact 
Statement (“DEIS”) published by Sound Transit.  

 
City Investors XXVIII LLC looks forward to the expanded light rail network serving the 

region through the WSBLE. Since beginning operations in 2009, Link Light Rail has been a critical 
and positive asset in our region, improving access to the job centers that bolster our economy 
and connecting people and places in ways that only a few decades ago seemed unimaginable. 
The expansion through ST3 will further the economic and environmental benefits that come 
from a large integrated transit system, and we are excited by the positive outcomes that have 
been achieved upon the opening of each new segment in recent years. Sound Transit is now 
faced with the enormous and nearly impossible task to navigate the various alignment options 
and to hear the voices of Puget Sound citizens who will be impacted by this immense project. 
We appreciate the time and effort that have been invested thus far; however, crucial aspects of 
the WSBLE DEIS analysis must be modified, strengthened, and expanded upon in the Final 
Environmental Impact Statement (“FEIS”) to better inform stakeholders and the public about 
anticipated significant impacts resulting from the WSBLE and to inform route decisions. Based 
on the current iteration of the DEIS, City Investors XXVIII LLC has numerous concerns regarding 
potential significant impacts to the South Lake Union neighborhood, especially surrounding 
transportation and transit access. 
 

South Lake Union is one of Seattle’s most important neighborhoods. It is a major 
employment center for more than 77,000 workers1, a vibrant residential district, a center for 
culture and recreation, and the location of Kenmore Air, an international seaplane airport. In 
addition to major tech companies, South Lake Union is home to thousands of scientists 

1 Puget Sound Regional Council, covered employment estimate for South Lake Union Regional Center as of March 
2020. 
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conducting life-saving research at multiple biotechnology firms including nonprofits like Fred 
Hutchinson Cancer Center, University of Washington School of Medicine, Allen Institute, and 
Institute for Systems Biology. Over the past two decades, South Lake Union’s population has 
grown to more than 20,0002 residents who live in 13,000 apartments and condominiums 
including more than 1,100 subsidized income- and rent-restricted homes. South Lake Union is 
also a major recreational and cultural center, home to the Museum of History and Industry 
(“MOHAI”) (with as many as 150,000 visitors annually), the 12-acre Lake Union Park, the Center 
for Wooden Boats, numerous marinas, and REI’s flagship store. Finally, the neighborhood is on 
the transportation route to highly populated neighborhoods to the north including Wallingford, 
Fremont, Eastlake, and the U-District. 

 
I. City Investors XXVIII LLC owns property at 912 9th Avenue N (the “Property”), which 

will be impacted by the WSBLE. 
 
 The Property is progressing through entitlements and will receive its Master Use Permit 
(“MUP”) from the Seattle Department of Construction and Inspections (“SDCI”) under Project 
No. 3035807 later in 2022 (the “Proposed Project”). The DEIS acknowledges an “office/retail” 
project in this location (using a different address), but it understates the site size by almost half, 
and it does not identify the Proposed Project as a proposed laboratory building, even though 
that use is reflected in the publicly available SDCI permitting plans. DEIS, Appendix K, Line 669, 
pg. K-41. 
 
 The Proposed Project is a laboratory building with approximately 240,000 rentable 
square feet of laboratory space and supporting office. See SDCI records on file under MUP No. 
3035807. Upon completion, it will support 1,200 employees. The Proposed Project also includes 
approximately 218 below-grade parking stalls in an approximately 50-foot-deep parking garage, 
and it is expected there will also be 7000 square feet of below-grade laboratory space. Id. The 
laboratory space is designed to support biomedical research, including biological and chemical 
lab spaces. The Proposed Project will complement the existing laboratory uses on the block, 
and will include chemical and biological research. Lab spaces will have highly sensitive benchtop 
equipment and skid mounted equipment that require 24 hour – 7 days a week of non-
disturbance. The future laboratory uses are highly sensitive to vibration and electromagnetic 
interruptions because active imaging, data collection, mixing, biological reaction and testing 
require controlled and consistent environments. Any variability to this environment can result 
in failed experiments, significantly impacting the validity and the timelines of the research. 
 
 The Proposed Project is expected to start construction in Q4 2022 and complete 
construction in Q1 2025. Thus, the Proposed Project will be built with operating laboratories 
when the WSBLE project construction begins. Alternative DT-1 passes the Property at the 
southwest corner. Alternative DT-2 is approximately a block east of the Property. As noted 
below, City Investors XXVIII LLC encourages Sound Transit to consider a hybrid preferred 

2 https://www.niche.com/places-to-live/n/south-lake-union-seattle-wa/ 
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alternative with a Terry Avenue station connecting to a Harrison Street station. This 
reconfigured alignment would likely pass near the Property. City Investors XXVIII LLC would 
support this configuration, but would encourage Sound Transit to study alternatives that do not 
pass directly beneath the Property and study the noise, vibration, and electromagnetic field 
interruptions on the future sensitive laboratory use in the Proposed Project. 
 
II. The DEIS does not adequately consider, discuss, and address numerous potential 

WSBLE impacts. 
 

A. The transportation and traffic analysis fails to adequately disclose impacts of 
the DT-1 Westlake Avenue Station Alignment in South Lake Union. 

 
 South Lake Union is a unique, steadily growing neighborhood. Sound Transit must 
ensure the neighborhood’s transportation needs are addressed both by placing stations in 
locations that best serve local transportation and transit demands, and by minimizing negative 
transportation and transit impacts from construction of WSBLE tracks and stations. To 
understand the impacts of work proposed in the DEIS, City Investors XXVIII LLC retained 
Transportation Engineering NorthWest to conduct an independent review of the DEIS. The 
review concluded the DEIS lacks adequate information about the full scale of these impacts 
during construction and as a final condition on the surrounding streets, intersections, and 
properties, and the DEIS provides very little information on necessary mitigation measures.  
 
 To better understand the assumptions in the DEIS transportation analysis and to 
understand the resulting impacts, we request that the following information be provided by 
Sound Transit for public review:  

• Synchro/analysis outputs at studied intersections 
• Detailed trip assignment of diverted traffic volumes and routing by 

segment/intersection (including bus routes and volumes) 
• Timing and sequencing of road closures, and overlapping road closures  
• Interim intersection and roadway channelization (including lane geometry and turn 

restrictions) 
• Detailed assessment of how emergency vehicle routes would be impacted by the 

planned closures during the construction period 
• Level of service (“LOS”) analysis results for the interim/during construction period in the 

Downtown Segment of the Ballard Link Extension 
 
As discussed in more detail below, the neighborhood would be best served by locating the 
Denny Station at Terry Avenue (the Alternative DT-2 alignment), instead of Westlake Avenue, 
and locating the South Lake Union Station at Harrison Street (the Alternative DT-1 alignment), 
rather than Mercer Street. City Investors XXVIII LLC urges a full analysis of this hybrid approach 
in the FEIS. 
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i. Impacts from Westlake Avenue closure during construction require 
further study. 

 
 Westlake Avenue is the main corridor into and through South Lake Union. Visitors, 
employees, and residents depend on it for direct access to South Lake Union’s residential and 
commercial uses. This corridor is a lifeblood to organizations located on Westlake Avenue, but 
also throughout the neighborhood. These businesses are only beginning to recover from the 
economic harm caused by the global COVID-19 pandemic. Westlake Avenue is the 
neighborhood’s most direct connection to the Lake Union waterfront, terminating at Lake 
Union Park and connecting patrons to MOHAI and the Center for Wooden Boats.  
 
 In addition to serving the South Lake Union community, Westlake Avenue connects 
downtown to neighborhoods throughout the City of Seattle and the region. In Seattle, Westlake 
Avenue is the primary north-south transportation thoroughfare. It connects South Lake Union 
with Downtown and provides a key connection for people traveling from downtown to Seattle’s 
north neighborhoods, including Fremont, Wallingford, U-District and Ballard. Regionally, 
Westlake Avenue provides connections to Mercer Street and the I-5 on and off ramps and SR-
99. 
 
 For those who rely on transit, Westlake Avenue is a critical pathway for many bus routes 
and includes dedicated transit lanes to provide efficient and reliable transit service. South Lake 
Union is unique in that more employees in this neighborhood take transit to work than almost 
any other neighborhood in Seattle or the region. According to Commute Seattle, more than 
67% of employees arrive at work by a means other than single-occupancy vehicle trips. Many 
critical transit routes depend on Westlake Avenue. 
 
 Westlake Avenue also hosts the South Lake Union line of the Seattle Streetcar, providing 
convenient public transit access between South Lake Union, to the downtown retail core and all 
major transit connections, and in the coming years, to Pike Place Market, Pioneer Square, 
Chinatown-ID, First Hill, and Capitol Hill. Pre-pandemic, the South Lake Union line of the Seattle 
Streetcar alone carried more than 500,000 passengers per year3, and ridership is anticipated to 
grow exponentially with the connection of the two existing lines and completion of the Center 
City Connector. 
 
 The DEIS states that construction of the Denny Station under Alternative DT-1 would 
close segments of Westlake Avenue for at least four years and would include temporary 
closures to 7th Avenue, 8th Avenue, and Blanchard Street. The Transportation Technical Report 
(the “Transportation Report”) estimates that closures on Westlake Avenue would divert about 
900 to 1,100 vehicles per hour (in 2032 PM peak hour) to use Dexter Avenue and Fairview 
Avenue instead. DEIS Transportation Report, Table 4-56. According to Table 4-39 of the 

3 Seattle Department of Transportation, 2020 Annual Streetcar Operating Report, October 2021. 
http://www.seattle.gov/documents/Departments/SDOT/Streetcar/2020_Streetcar_Operations_Report.pdf 
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Transportation Report, portions of Westlake Avenue already operate at a LOS F. If Westlake 
Avenue closes, this congestion will make traffic in the surrounding street network much worse. 
Also, because Denny Way is where the grid shifts, there are few continuous arterials that 
connect from south of Denny Way to north of Denny Way making it very difficult to effectively 
detour transit routes that now use Westlake Avenue. 
 
 In addition, traffic diversions from 7th Avenue, 8th Avenue, and Blanchard Street may 
add additional traffic congestion on nearby streets, including Dexter Avenue, Fairview Avenue, 
and 6th Avenue. Extended closures of Westlake Avenue would increase congestion on nearby 
streets due to traffic diversions. Sidewalk closures would also be needed at several locations 
near the proposed station entrances, which could result in lane reductions to maintain safe 
pedestrian access. 
 
 With respect to the transit impacts, Table 3-37 of the Transportation Report indicates 
that construction of the Denny Station in Alternative DT-1 would impact up to 40 buses per 
hour on Westlake Avenue, including the Seattle Streetcar, RapidRide C, Route 40, and a future 
RapidRide route. By comparison, Terry Avenue is not part of any bus route, and therefore bus 
disruptions would only occur as part of any closure to Denny Way, which the DEIS estimates to 
be 9 months. Furthermore, the DEIS states that Seattle Streetcar impacts for Alternative DT-2 
could be circumvented by constructing one block of temporary streetcar tracks on Harrison 
Street to replace the existing streetcar tracks on Thomas Street. Maintaining uninterrupted 
Seattle Streetcar service will be particularly important during the interruptions to reliable bus 
routes during construction. Overall, these transit impacts are considerably less severe than 
those that result from the long-term closure of Westlake Avenue.  
 
 Given the continued importance of Westlake Avenue as a central thoroughfare serving 
South Lake Union, this closure is untenable for the neighborhood’s commercial and residential 
viability and for the other neighborhoods that depend on access through Westlake Avenue. 
Closing Westlake Avenue means displacing traffic onto adjacent streets that already suffer from 
low LOS grades and directional constraints. Closure will cause gridlock and the need for 
increased circulation and backtracking on side streets, leading to further LOS degradation and 
increased greenhouse gas emissions. It also means halting Seattle Streetcar service that is 
critical to meet the public transportation needs of the neighborhood, especially during a period 
of increased traffic congestion and bus route interruptions. The Seattle Streetcar should be 
used as a tool to help mitigate traffic impacts due to WSBLE, not suffer closures that will further 
exacerbate the inevitable gridlock.  
 
 It is critical to keep Westlake Avenue open to allow a central roadway, complete with a 
dedicated transit lane and uninterrupted Seattle Streetcar service, to access South Lake Union’s 
residential and commercial uses. 

 
To avoid closing Westlake Avenue and the associated harms such closure would bring, 

Sound Transit should select the Terry Avenue alignment for Denny Station. The Terry Avenue 
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alignment in Alternative DT-2 allows for crucial traffic routes serving South Lake Union to 
remain open and keeps the Seattle Streetcar functioning. 
 

ii. Pedestrian and bike impacts of the Alternative DT-1 Westlake Avenue 
alignment operations and construction impacts for all alternatives must 
be analyzed in the FEIS. 

 
 In conjunction with the additional transportation and transit analysis noted above, the 
DEIS must also further analyze pedestrian and bike impacts. The Terry Avenue alignment for 
Denny Station would be better for pedestrians, as compared to the Westlake Avenue 
alignment. Most community members will access Denny Station by walking or biking. DEIS 
Transportation Report, pgs. 6-40 and 6-41. However, under the Alternative DT-1 Westlake 
Avenue station location, pedestrians would be released into a Westlake Avenue crosswalk 
operating at LOS F, whereas the crosswalks serving the Alternative DT-2 Terry Avenue station 
location have “sufficient capacity to meet demand” for pedestrians. DEIS Transportation 
Report, pg. 6-41. The FEIS should further study the potential safety and traffic impacts 
associated with pedestrians using a crosswalk operating at LOS F under the Alternative DT-1 
Westlake Avenue location for the Denny Station, particularly compared to the more favorable 
Terry Avenue pedestrian condition. 
 
 The FEIS must also include more detail and analysis concerning which sidewalks and bike 
lanes will be affected during construction of the WSBLE. As noted on pages 6-47 and 6-49 of the 
Transportation Report, it’s unclear whether certain sidewalks and bike lanes will be affected by 
WSBLE construction. Sidewalks and bike lanes are crucial to allow non-motorized traffic 
through South Lake Union. Closures or rerouting of these important multi-modal corridors will 
affect traffic patterns, demand for public transit, business displacement, and recreation 
opportunities, among other impacts. Analyzing these closures cannot “be coordinated with the 
City of Seattle in later phases of project development.” The Transportation Report, pg. N.1E-1. 
To understand the direct, indirect, and cumulative effects of the WSBLE, the FEIS must clarify 
and examine the potential effects should pedestrian and bike infrastructure be inaccessible. If 
not enough is known at this point, then the FEIS should analyze a worst-case analysis for 
sidewalk and bike lane closures that aligns with the identified roadway closures. 
 

B. Sound Transit should pursue the Alternative DT-1 Harrison Street alignment for 
South Lake Union Station to provide convenient, safe access for pedestrians, 
and limit impacts to Mercer Street. 

 
The South Lake Union Station should be placed in the location best situated to serve the 

local community and provide safe access points. As shown in Table 3-31 of the Transportation 
Report, the preferred Alternative DT-1 Harrison Street alignment of South Lake Union Station 
would garner nearly twice the ridership of the Alternative DT-2 Mercer Street alignment of the 
station. Furthermore, as discussed on pages 6-40 and 6-41 of the Transportation Report, while 
all crosswalks surrounding the Harrison Street station location have capacity to handle the 
anticipated increased pedestrian usage, the same is not true of the Mercer Street station 
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location. The FEIS must further study the potential safety and traffic impacts associated with 
pedestrians using a crosswalk operating at LOS F under the Mercer Street alignment of the 
South Lake Union Station. 
 
 Traffic considerations also support a Harrison Street alignment of South Lake Union 
Station. Mercer Street is a heavily traveled roadway, generating between 18,100 and 35,000 
trips per day. DEIS Transportation Report, pg. 4-79. It is the primary connection to I-5 from 
Seattle’s westside neighborhoods. Despite this, Alternative DT-2 would lead to lane closures on 
Mercer Street, negatively affecting congestion and access to and from South Lake Union, I-5, 
and the region more broadly. The FEIS should further study and consider the cumulative 
impacts on traffic, including pedestrian traffic and pedestrian safety, should portions of Mercer 
Street be closed during construction. 
 
 While an alignment on Harrison Street is preferred to Mercer Street for the reasons 
listed above, the DEIS does not provide sufficient information on construction impacts to traffic, 
noise, vibration, or timing with regards to Harrison Street closures. The DEIS states that 
construction of the South Lake Union Station under Alternative DT-1 will partially or fully close 
Harrison Street between 6th Avenue and 8th Avenue for varying periods ranging from 1.5 years 
to 4 years. These closures impact access to properties throughout the neighborhood and will 
increase congestion on nearby streets due to traffic diversion. Sidewalk closures would also be 
needed at several locations near the proposed station entrances, which could result in lane 
reductions to maintain pedestrian access. The DEIS states that traffic would be diverted to 
parallel streets, likely John Street and Mercer Street, but does not provide adequate 
information on the ability of these streets to absorb this additional capacity. Should Harrison 
Street be closed, Sound Transit must ensure that comparable routes are available, and that 
access is maintained to SR-99.  
 
 To minimize impacts to the extent possible, more information is needed to understand 
how Sound Transit could minimize the geographic footprint of the South Lake Union Station 
construction area as well as minimize the time required for street closures. To the extent 
possible, Sound Transit should investigate alternative less disruptive construction approaches. 
  

C. The FEIS must consider business, non-profit, and residential displacement and 
impacts due to changes in traffic patterns and business accessibility. 

 
South Lake Union is home to a wide range of organizations, which will be affected by 

traffic impacts during and after WSBLE construction. These organizations range from our major 
employers to longtime fixtures of our Seattle community, such as MOHAI, community gathering 
spaces catering to music and cultural events, non-profits critical to supporting community 
members throughout the region, and small businesses who rely on foot traffic accessibility to 
survive. While the DEIS highlights and discusses organizations that will be affected where Sound 
Transit directly takes property, the DEIS fails to analyze how organizations will be affected 
where new traffic impacts affect access to their businesses and decrease foot traffic. See DEIS 
Sections 4.3.1.3.3 and 4.3.3.3.4.  
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Displacement comes in many forms, and loss of patrons, and therefore revenue, due to 

the WSBLE impacts can result in non-profit and business closures in the same way as physical 
taking. Traffic impacts that make non-profits and businesses hard to reach and limit patronage 
will result in a de facto displacement of the non-profits and businesses. The mere ability to 
physically reach an organization does not mean the organizations will not be displaced due to 
the WSBLE. Furthermore, loss of businesses and other organizations also has an upstream 
effect on building owners who rely on rent from commercial spaces. To fully understand how 
each alternative will affect the South Lake Union community, the FEIS must analyze business 
and non-profit displacements due to traffic and access impacts under the various alternatives. 
The FEIS must expand its displacement analysis to account for these indirect impacts in addition 
to direct physical business and non-profit displacements.  

 
In addition to business and non-profit uses, South Lake Union also supports a wide 

range of housing types, with over 20,000 Seattleites living in the neighborhood. The traffic 
impacts due to WSBLE will undoubtedly affect these community members, increasing commute 
times and complicating accessibility to their homes. Owners of residential buildings, too, will be 
affected, as prospective tenants may be wary to rent housing units in an area undergoing 
extensive construction and surrounded by traffic gridlock. Displacement of housing providers 
and challenged accessibility to housing by the community should likewise be analyzed in the 
FEIS under the various alternatives. 

 
This broadened displacement analysis will be particularly important if Westlake Avenue 

fully closes for four years between Denny Street and Seventh Avenue. The disruption to 
vehicles and pedestrians will ripple out from this critical closure, and businesses and non-profits 
along Westlake Avenue through South Lake Union and beyond will undoubtedly suffer. The 
WSBLE should make every effort to prevent and fully mitigate the harm caused by de facto 
displacements of businesses, non-profits, and residents from WSBLE construction. 

 
D. The FEIS must consider the vibration and electromagnetic field impacts of the 

laboratory use proposed at the Property. 
  

i. Vibration impacts to laboratory use in the Proposed Project requires 
analysis in the FEIS. 

 
 As noted above, the Proposed Project provides laboratory space for research and 
development. The DEIS describes Category 1 land uses as the most sensitive to vibration, 
including “buildings where vibration-sensitive research and manufacturing equipment is 
conducted, hospitals with vibration-sensitive equipment, and universities conducting physical 
research operations.” DEIS, pg. 3-8. The laboratories in the Proposed Project are Category 1 
sensitive uses designed to accommodate physical research operations and should be 
considered as such in the FEIS analysis.  
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 Vibration impacts were analyzed in the DEIS by collecting and averaging vibration data 
for West Seattle, Downtown, and Interbay/Ballard. DEIS Noise and Vibration Technical Report, 
pg. 4-8. For existing Category 1 buildings, site-specific data was collected and analyzed. Id., pgs. 
4-10 and 5-11. The DEIS analysis should account for the Category 1 sensitive uses in the 
Proposed Project. 
 
 The closest analogous analysis in the DEIS is for the University of Washington (“UW”) 
Medicine SLU Campus, which the DEIS notes is 87 feet from the Alternative DT-2 line. DEIS 
Noise and Vibration Technical Report, Table 6-14. The predicted vibration level for UW was 
found to exceed the vibration limit for sensitive uses during construction and operation. Id. at 
Tables 6-14 and 6-25. This information is useful, yet concerning, because the Proposed Project 
will contain similar sensitive laboratory uses, but the Property is located closer to the light rail 
line construction and operation, possibly under Alternative DT-1, Alternative DT-2, and a hybrid 
configuration that combines stations at Terry Avenue and Harrison Street. Accordingly, City 
Investors XXVIII LLC has significant concerns about the impact of vibration impacts to the 
Proposed Project. The FEIS must adequately disclose these potential vibration impacts and 
identify appropriate mitigation measures.  
 
 The DEIS analysis states construction vibration mitigation will consist of a Construction 
Vibration Control Plan which will include “[s]pecific vibration-control measures where predicted 
levels exceed the limits.” Id. pg. 7-31. This plan needs to be developed as part of the FEIS, and 
the “specific measures” for vibration controls during construction adjacent to the Property 
must be identified. If UW’s sensitive use 87 feet away from the Alternative DT-2 construction 
will have significant vibration impacts, then a sensitive use even closer to construction will 
certainly have significant adverse vibration impacts. With construction expected to last from 
2026 to 2037 for the WSBLE, construction impacts cannot be downplayed as temporary in 
nature. See DEIS, Executive Summary, pg. ES-45. Multi-year disruptions to laboratory functions - 
critically vital uses in the South Lake Union neighborhood - are unacceptable, and it must be 
analyzed in the FEIS, along with site-specific mitigation techniques for construction vibration 
impacts. The FEIS should also provide more information about the anticipated construction 
durations near laboratory uses. Part of the vibration mitigation strategy needs to be a reduction 
in construction durations near sensitive uses. 
 
 Additional mitigation measures must also be identified for long-term operation impacts. 
The continuous-mat floating slab suggested as operational mitigation for vibration impacts on 
other sites should be studied as a mitigation option for the Proposed Project. Sound Transit 
employed vibration mitigation measures as part of its most recent expansion. The FEIS should 
include an analysis based on real-world outcomes from Sound Transit’s experience.  

 
ii. Operational electromagnetic impacts must be analyzed in the FEIS. 

 
 In addition to uses sensitive to vibration, laboratories in the Proposed Project will also 
contain uses and equipment sensitive to electromagnetic interruptions (“EMI”). The DEIS 
identifies other laboratories in SLU, including UW Medicine, with EMI sensitivities, but the 
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analysis does not identify the Property and its proposed laboratory use. DEIS, Section 4.3.13.1. 
The analysis concludes there will be no impact, and no mitigation is required, but this analysis 
must be updated in the FEIS to account for the Proposed Project’s laboratories. The FEIS 
analysis should also assume a worst-case level of sensitivity since the type of research to be 
conducted in these labs will change over time. 
 
 As noted above in the vibration discussion, Sound Transit conducted EMI analysis and 
mitigation for its prior expansion. It should be able to pull from that experience and provide 
data on actual EMI and the success of mitigation strategies. Additionally, part of the EMI 
mitigation strategy needs to be a reduction in construction durations near sensitive uses. 

 
E. The FEIS must consider cumulative impacts due to pipeline projects and 

construction sequencing. 
  

i. The FEIS cumulative impact analysis must anticipate concurrent 
construction projects in South Lake Union. 

 
South Lake Union continues to grow and change, as evidenced by the many 

development projects underway or in the pipeline within the neighborhood. While the DEIS 
considered pipeline projects existing nearly a year ago in May 2021, new projects have been, 
and will continue to be, added to the pipeline. While many projects currently have permits or 
development plans in the public record, many more are still in the planning process, which will 
result in future permit applications in the months and years to come. These developments may 
require road, bike lane, and sidewalk closures that will exacerbate the effects of WSBLE 
construction. Though the DEIS explains the existing pipeline projects will be “completed or near 
completion before the WSBLE Project construction would begin,” there are and will continue to 
be new pipeline projects to consider. DEIS Transportation Technical Report, pg. 11-1. 

 
Given the amount of growth South Lake Union has and continues to experience, as well 

as the projections in the City of Seattle’s long-range planning documents, it is both likely and 
foreseeable there will be construction projects in the community that will, like the WSBLE 
Project, require road, bike lane, and/or sidewalk closures simultaneously with WSBLE 
construction. The FEIS must consider this probability as the FEIS more fully considers 
cumulative impacts. The FEIS should account for future projects in anticipation of concurrent 
construction impacts with other developments by completing a survey of developable land and 
underutilized sites in South Lake Union and other neighborhoods along the WSBLE and then 
assume a certain percentage of these sites will develop during each year of WSBLE construction 
based on historic trends from the last five to seven-year real estate cycle. These informed 
assumptions should be incorporated into the cumulative impacts analysis in the FEIS. 

 
ii. The FEIS cumulative impact analysis must include details on construction 

sequencing. 
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 The DEIS says, “except where noted, the sequencing of construction activities was not 
assessed for the Draft Environmental Impact Statement, and some of the impacts described in 
this section may occur simultaneously. Detailed construction planning, including sequencing, 
will be provided in later phases of the environmental analysis once project design is sufficiently 
advanced.” DEIS Transportation Technical Report, Pg. 4-114. The WSBLE’s cumulative impacts 
exist both in conjunction with non-WSBLE projects and with the construction sequencing of the 
WSBLE itself. To fully assess the cumulative impacts of the WSBLE, the FEIS must analyze when 
the various segments of the WSBLE will be built and how such construction sequencing will 
exacerbate these cumulative construction impacts. 
 
III. Additional alternatives and mitigation measures should be considered in the FEIS. 
 
 Based on the impacts identified above, the impacts identified in the DEIS, and the 
impacts that will be identified in the updated analysis in the FEIS, Sound Transit should consider 
additional alternatives and include the following mitigation measures in the FEIS. Given the 
informational inadequacies of the DEIS, note that this is in no way an exhaustive list of 
appropriate mitigation measures. 

• Study a hybrid alignment as a new preferred alternative that incorporates the Terry 
Avenue alignment for Denny Station and the Harrison Street alignment for South Lake 
Union Station. 

• Keep the Seattle Streetcar in uninterrupted operation. Analyze the Seattle Streetcar as a 
critical component of the transportation mitigation strategy due to the expected transit, 
vehicular, and pedestrian impacts. 

• Mitigate the impacts the WSBLE will have on access to parks and recreation 
opportunities. The South Lake Union neighborhood is home to many public parks and 
public spaces that are important for community well-being, mental health, cohesion, 
and enjoyment. Traffic and construction impacts will reduce access to these important 
parks, and the attendant impacts and mitigation measures must be disclosed in the FEIS. 

• Provide a mitigation plan to address event volumes and event demand for transit 
services in South Lake Union, especially as it relates to events at Seattle Center and 
Climate Pledge Arena. 

• Prepare comprehensive detour plans and routes that minimize traffic effects. Provide 
additional information about wayfinding signage and messaging. Work with SDOT to 
ensure access is maintained to existing buildings and businesses, and consider allowing 
two-way movements on historically one-way streets for the construction period to 
minimize LOS impacts. 

• Where possible, avoid impacts to bike lanes and sidewalks. Where impacts are 
necessary, provide safe, accessible, direct, and well-lit detour routes with clear 
wayfinding signage. 
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• Prepare a plan, including financial assistance and payment of full relocation costs in 
qualifying circumstances, to support businesses, non-profits, and residents negatively 
impacted by construction impacts. Expand the impact and mitigation analysis to include 
not just physically displaced businesses, non-profits, and residents but also businesses, 
non-profits, and residents that will experience de facto displacement due to the 
construction, traffic, and similar impacts. 

• Fully analyze and mitigate for vibration and EMI impacts to the Property during 
construction and operation. 

• Implement any other mitigation necessary to address direct and indirect WSBLE 
construction and operational impacts identified in the FEIS. 

 
 In summary, City Investors XXVIII LLC supports the Denny Station at Terry Avenue, 
instead of Westlake Avenue, and the South Lake Union Station at Harrison Street. The FEIS 
should further analyze this hybrid approach in a new preferred alternative, which will be a 
better outcome for the entire neighborhood. We appreciate your hard work and commitment 
to connecting our community through the WSBLE and look forward to continued engagement 
in this process. 
 
Sincerely, 

 
City Investors XXVIII LLC 
 
Ada M. Healey, Chief Real Estate Officer 
Vulcan LLC 
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April 26, 2022 
 
WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson Street 
Seattle, WA 98104-2826 
 

Via email to WSBLEDEIScomments@soundtransit.org 
 
Re: Comments on West Seattle and Ballard Link Extension Draft Environmental 

Impact Statement for Block 48 (111 Westlake Avenue N and 110 9th Avenue N) 
  
Dear Ms. Swift, 
 
 This comment letter is submitted on behalf of City Investors IV LLC in response to the 
West Seattle and Ballard Link Extension (the “WSBLE”) Draft Environmental Impact Statement 
(“DEIS”) published by Sound Transit.  

 
City Investors IV LLC looks forward to the expanded light rail network serving the region 

through the WSBLE. Since beginning operations in 2009, Link Light Rail has been a critical and 
positive asset in our region, improving access to the job centers that bolster our economy and 
connecting people and places in ways that only a few decades ago seemed unimaginable. The 
expansion through ST3 will further the economic and environmental benefits that come from a 
large integrated transit system, and we are excited by the positive outcomes that have been 
achieved upon the opening of each new segment in recent years. Sound Transit is now faced 
with the enormous and nearly impossible task to navigate the various alignment options and to 
hear the voices of Puget Sound citizens who will be impacted by this immense project. We 
appreciate the time and effort that have been invested thus far; however, crucial aspects of the 
WSBLE DEIS analysis must be modified, strengthened, and expanded upon in the Final 
Environmental Impact Statement (“FEIS”) to better inform stakeholders and the public about 
anticipated significant impacts resulting from the WSBLE and to inform route decisions. Based 
on the current iteration of the DEIS, City Investors IV LLC has numerous concerns regarding 
potential significant impacts to the South Lake Union neighborhood, especially surrounding 
transportation and transit access. 
 

South Lake Union is one of Seattle’s most important neighborhoods. It is a major 
employment center for more than 77,000 workers1, a vibrant residential district, a center for 
culture and recreation, and the location of Kenmore Air, an international seaplane airport. In 
addition to major tech companies, South Lake Union is home to thousands of scientists 

1 Puget Sound Regional Council, covered employment estimate for South Lake Union Regional Center as of March 
2020. 
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conducting life-saving research at multiple biotechnology firms including nonprofits like Fred 
Hutchinson Cancer Center, University of Washington School of Medicine, Allen Institute, and 
Institute for Systems Biology. Over the past two decades, South Lake Union’s population has 
grown to more than 20,0002 residents who live in 13,000 apartments and condominiums 
including more than 1,100 subsidized income- and rent-restricted homes. South Lake Union is 
also a major recreational and cultural center, home to the Museum of History and Industry 
(“MOHAI”) (with as many as 150,000 visitors annually), the 12-acre Lake Union Park, the Center 
for Wooden Boats, numerous marinas, and REI’s flagship store. Finally, the neighborhood is on 
the transportation route to highly populated neighborhoods to the north including Wallingford, 
Fremont, Eastlake, and the U-District. 

 
I. City Investors IV LLC owns property at 111 Westlake Avenue N and 110 9th Avenue N 

(the “Property”), which will be impacted by the WSBLE. 
 
 The Property is progressing through Seattle Department of Construction and Inspection 
(“SDCI”) entitlements with Master Use Permits (“MUPs”) expected in the next year. A 
residential tower is proposed at 110 9th Avenue N (MUP No. 3017321) and an office and 
laboratory tower is proposed at 111 Westlake Avenue N (MUP No. 3017320) with a shared 
below-grade garage connecting the two towers (collectively, the “Proposed Project”). The DEIS 
acknowledges an “office/retail” project at 111 Westlake Avenue N, but it does not include any 
information about the size of the project, or the anticipated depth of the parking garage. DEIS, 
Appendix K, Line 9, pg. K-18. The DEIS improperly notes the proposal at 110 9th Avenue N as a 
two-story commercial building, instead of a residential tower with hundreds of residents that 
will be impacted by the WSBLE project. Id. Line 326, pg. K-37. 
 
 The Proposed Project includes a laboratory and office building with approximately 
400,000 rentable square feet of laboratory space and supporting office, and the residential 
tower will include 461 residential units. See SDCI records on file under MUP No. 3017321 and 
3017320. Upon completion, the Proposed Project will support approximately 2,000 employees 
and 700 residents. The Proposed Project also includes approximately 774 below-grade parking 
stalls in an approximately 55-foot-deep parking garage, and it is expected there will also be 
20,000 square feet of below-grade laboratory space. Id. The laboratory space is designed to 
support biomedical research including biological and chemical lab spaces. The Proposed Project 
will include chemical and biological research. Lab spaces will have highly sensitive benchtop 
equipment and skid mounted equipment that require 24 hour – 7 days a week of non-
disturbance. The future laboratory uses are highly sensitive to vibration and electromagnetic 
interruptions because active imaging, data collection, mixing, biological reaction and testing 
require controlled and consistent environments.  Any variability to this environment can result 
in failed experiments, significantly impacting the validity and the timelines of the research.  
 

2 https://www.niche.com/places-to-live/n/south-lake-union-seattle-wa/ 
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 The Proposed Project is expected to start construction in Q1 2023 and complete 
construction in Q1 2026. Thus, the Proposed Project will be built with operating laboratory, 
office, and residential uses when the WSBLE project construction begins. Alternative DT-1 
overlaps the Property on the east edge and the northeast corner. The proposed laboratory 
building is located on the east side of the Property, and the parking garage is 55 feet deep in 
this location. Alternative DT-2 is approximately a block east of the Property. As noted below, 
City Investors IV LLC encourages Sound Transit to consider a hybrid preferred alternative with a 
Terry Avenue station connecting to a Harrison Street station. This reconfigured alignment 
would avoid direct impacts to the Property, but we would still encourage Sound Transit to study 
the noise, vibration, and electromagnetic field interruptions on the future sensitive laboratory 
use in the Proposed Project. 
 
II. The DEIS does not adequately consider, discuss, and address numerous potential 

WSBLE impacts. 
 

A. The transportation and traffic analysis fails to adequately disclose impacts of 
the DT-1 Westlake Avenue Station Alignment in South Lake Union. 

 
 South Lake Union is a unique, steadily growing neighborhood. Sound Transit must 
ensure the neighborhood’s transportation needs are addressed both by placing stations in 
locations that best serve local transportation and transit demands, and by minimizing negative 
transportation and transit impacts from construction of WSBLE tracks and stations. To 
understand the impacts of work proposed in the DEIS, City Investors IV LLC retained 
Transportation Engineering NorthWest to conduct an independent review of the DEIS. The 
review concluded the DEIS lacks adequate information about the full scale of these impacts 
during construction and as a final condition on the surrounding streets, intersections, and 
properties, and the DEIS provides very little information on necessary mitigation measures.  
 
 To better understand the assumptions in the DEIS transportation analysis and to 
understand the resulting impacts, we request that the following information be provided by 
Sound Transit for public review:  

• Synchro/analysis outputs at studied intersections 
• Detailed trip assignment of diverted traffic volumes and routing by 

segment/intersection (including bus routes and volumes) 
• Timing and sequencing of road closures, and overlapping road closures  
• Interim intersection and roadway channelization (including lane geometry and turn 

restrictions) 
• Detailed assessment of how emergency vehicle routes would be impacted by the 

planned closures during the construction period 
• Level of service (“LOS”) analysis results for the interim/during construction period in the 

Downtown Segment of the Ballard Link Extension 
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As discussed in more detail below, the neighborhood would be best served by locating the 
Denny Station at Terry Avenue (the Alternative DT-2 alignment), instead of Westlake Avenue, 
and locating the South Lake Union Station at Harrison Street (the Alternative DT-1 alignment), 
rather than Mercer Street. City Investors IV LLC urges a full analysis of this hybrid approach in 
the FEIS. 
 

i. Impacts from Westlake Avenue closure during construction require 
further study. 

 
 Westlake Avenue is the main corridor into and through South Lake Union. Visitors, 
employees, and residents depend on it for direct access to South Lake Union’s residential and 
commercial uses. This corridor is a lifeblood to organizations located on Westlake Avenue, but 
also throughout the neighborhood. These businesses are only beginning to recover from the 
economic harm caused by the global COVID-19 pandemic. Westlake Avenue is the 
neighborhood’s most direct connection to the Lake Union waterfront, terminating at Lake 
Union Park and connecting patrons to MOHAI and the Center for Wooden Boats.  
 
 In addition to serving the South Lake Union community, Westlake Avenue connects 
downtown to neighborhoods throughout the City of Seattle and the region. In Seattle, Westlake 
Avenue is the primary north-south transportation thoroughfare. It connects South Lake Union 
with Downtown and provides a key connection for people traveling from downtown to Seattle’s 
north neighborhoods, including Fremont, Wallingford, U-District and Ballard. Regionally, 
Westlake Avenue provides connections to Mercer Street and the I-5 on and off ramps and SR-
99. 
 
 For those who rely on transit, Westlake Avenue is a critical pathway for many bus routes 
and includes dedicated transit lanes to provide efficient and reliable transit service. South Lake 
Union is unique in that more employees in this neighborhood take transit to work than almost 
any other neighborhood in Seattle or the region. According to Commute Seattle, more than 
67% of employees arrive at work by a means other than single-occupancy vehicle trips. Many 
critical transit routes depend on Westlake Avenue. 
 
 Westlake Avenue also hosts the South Lake Union line of the Seattle Streetcar, providing 
convenient public transit access between South Lake Union, to the downtown retail core and all 
major transit connections, and in the coming years, to Pike Place Market, Pioneer Square, 
Chinatown-ID, First Hill, and Capitol Hill. Pre-pandemic, the South Lake Union line of the Seattle 
Streetcar alone carried more than 500,000 passengers per year3, and ridership is anticipated to 
grow exponentially with the connection of the two existing lines and completion of the Center 
City Connector. 
 

3 Seattle Department of Transportation, 2020 Annual Streetcar Operating Report, October 2021. 
http://www.seattle.gov/documents/Departments/SDOT/Streetcar/2020_Streetcar_Operations_Report.pdf 
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 The DEIS states that construction of the Denny Station under Alternative DT-1 would 
close segments of Westlake Avenue for at least four years and would include temporary 
closures to 7th Avenue, 8th Avenue, and Blanchard Street. The Transportation Technical Report 
(the “Transportation Report”) estimates that closures on Westlake Avenue would divert about 
900 to 1,100 vehicles per hour (in 2032 PM peak hour) to use Dexter Avenue and Fairview 
Avenue instead. DEIS Transportation Report, Table 4-56. According to Table 4-39 of the 
Transportation Report, portions of Westlake Avenue already operate at a LOS F. If Westlake 
Avenue closes, this congestion will make traffic in the surrounding street network much worse. 
Also, because Denny Way is where the grid shifts, there are few continuous arterials that 
connect from south of Denny Way to north of Denny Way making it very difficult to effectively 
detour transit routes that now use Westlake Avenue. 
 
 In addition, traffic diversions from 7th Avenue, 8th Avenue, and Blanchard Street may 
add additional traffic congestion on nearby streets, including Dexter Avenue, Fairview Avenue, 
and 6th Avenue. Extended closures of Westlake Avenue would increase congestion on nearby 
streets due to traffic diversions. Sidewalk closures would also be needed at several locations 
near the proposed station entrances, which could result in lane reductions to maintain safe 
pedestrian access. 
 
 With respect to the transit impacts, Table 3-37 of the Transportation Report indicates 
that construction of the Denny Station in Alternative DT-1 would impact up to 40 buses per 
hour on Westlake Avenue, including the Seattle Streetcar, RapidRide C, Route 40, and a future 
RapidRide route. By comparison, Terry Avenue is not part of any bus route, and therefore bus 
disruptions would only occur as part of any closure to Denny Way, which the DEIS estimates to 
be 9 months. Furthermore, the DEIS states that Seattle Streetcar impacts for Alternative DT-2 
could be circumvented by constructing one block of temporary streetcar tracks on Harrison 
Street to replace the existing streetcar tracks on Thomas Street. Maintaining uninterrupted 
Seattle Streetcar service will be particularly important during the interruptions to reliable bus 
routes during construction. Overall, these transit impacts are considerably less severe than 
those that result from the long-term closure of Westlake Avenue.  
 
 Given the continued importance of Westlake Avenue as a central thoroughfare serving 
South Lake Union, this closure is untenable for the neighborhood’s commercial and residential 
viability and for the other neighborhoods that depend on access through Westlake Avenue. 
Closing Westlake Avenue means displacing traffic onto adjacent streets that already suffer from 
low LOS grades and directional constraints. Closure will cause gridlock and the need for 
increased circulation and backtracking on side streets, leading to further LOS degradation and 
increased greenhouse gas emissions. It also means halting Seattle Streetcar service that is 
critical to meet the public transportation needs of the neighborhood, especially during a period 
of increased traffic congestion and bus route interruptions. The Seattle Streetcar should be 
used as a tool to help mitigate traffic impacts due to WSBLE, not suffer closures that will further 
exacerbate the inevitable gridlock.  
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 It is critical to keep Westlake Avenue open to allow a central roadway, complete with a 
dedicated transit lane and uninterrupted Seattle Streetcar service, to access South Lake Union’s 
residential and commercial uses. 

 
To avoid closing Westlake Avenue and the associated harms such closure would bring, 

Sound Transit should select the Terry Avenue alignment for Denny Station. The Terry Avenue 
alignment in Alternative DT-2 allows for crucial traffic routes serving South Lake Union to 
remain open and keeps the Seattle Streetcar functioning. 
 

ii. Pedestrian and bike impacts of the Alternative DT-1 Westlake Avenue 
alignment operations and construction impacts for all alternatives must 
be analyzed in the FEIS. 

 
 In conjunction with the additional transportation and transit analysis noted above, the 
DEIS must also further analyze pedestrian and bike impacts. The Terry Avenue alignment for 
Denny Station would be better for pedestrians, as compared to the Westlake Avenue 
alignment. Most community members will access Denny Station by walking or biking. DEIS 
Transportation Report, pgs. 6-40 and 6-41. However, under the Alternative DT-1 Westlake 
Avenue station location, pedestrians would be released into a Westlake Avenue crosswalk 
operating at LOS F, whereas the crosswalks serving the Alternative DT-2 Terry Avenue station 
location have “sufficient capacity to meet demand” for pedestrians. DEIS Transportation 
Report, pg. 6-41. The FEIS should further study the potential safety and traffic impacts 
associated with pedestrians using a crosswalk operating at LOS F under the Alternative DT-1 
Westlake Avenue location for the Denny Station, particularly compared to the more favorable 
Terry Avenue pedestrian condition. 
 
 The FEIS must also include more detail and analysis concerning which sidewalks and bike 
lanes will be affected during construction of the WSBLE. As noted on pages 6-47 and 6-49 of the 
Transportation Report, it’s unclear whether certain sidewalks and bike lanes will be affected by 
WSBLE construction. Sidewalks and bike lanes are crucial to allow non-motorized traffic 
through South Lake Union. Closures or rerouting of these important multi-modal corridors will 
affect traffic patterns, demand for public transit, business displacement, and recreation 
opportunities, among other impacts. Analyzing these closures cannot “be coordinated with the 
City of Seattle in later phases of project development.” The Transportation Report, pg. N.1E-1. 
To understand the direct, indirect, and cumulative effects of the WSBLE, the FEIS must clarify 
and examine the potential effects should pedestrian and bike infrastructure be inaccessible. If 
not enough is known at this point, then the FEIS should analyze a worst-case analysis for 
sidewalk and bike lane closures that aligns with the identified roadway closures. 
 

B. Sound Transit should pursue the Alternative DT-1 Harrison Street alignment for 
South Lake Union Station to provide convenient, safe access for pedestrians, 
and limit impacts to Mercer Street. 
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The South Lake Union Station should be placed in the location best situated to serve the 
local community and provide safe access points. As shown in Table 3-31 of the Transportation 
Report, the preferred Alternative DT-1 Harrison Street alignment of South Lake Union Station 
would garner nearly twice the ridership of the Alternative DT-2 Mercer Street alignment of the 
station. Furthermore, as discussed on pages 6-40 and 6-41 of the Transportation Report, while 
all crosswalks surrounding the Harrison Street station location have capacity to handle the 
anticipated increased pedestrian usage, the same is not true of the Mercer Street station 
location. The FEIS must further study the potential safety and traffic impacts associated with 
pedestrians using a crosswalk operating at LOS F under the Mercer Street alignment of the 
South Lake Union Station. 
 
 Traffic considerations also support a Harrison Street alignment of South Lake Union 
Station. Mercer Street is a heavily traveled roadway, generating between 18,100 and 35,000 
trips per day. DEIS Transportation Report, pg. 4-79. It is the primary connection to I-5 from 
Seattle’s westside neighborhoods. Despite this, Alternative DT-2 would lead to lane closures on 
Mercer Street, negatively affecting congestion and access to and from South Lake Union, I-5, 
and the region more broadly. The FEIS should further study and consider the cumulative 
impacts on traffic, including pedestrian traffic and pedestrian safety, should portions of Mercer 
Street be closed during construction. 
 
 While an alignment on Harrison Street is preferred to Mercer Street for the reasons 
listed above, the DEIS does not provide sufficient information on construction impacts to traffic, 
noise, vibration, or timing with regards to Harrison Street closures. The DEIS states that 
construction of the South Lake Union Station under Alternative DT-1 will partially or fully close 
Harrison Street between 6th Avenue and 8th Avenue for varying periods ranging from 1.5 years 
to 4 years. These closures impact access to properties throughout the neighborhood and will 
increase congestion on nearby streets due to traffic diversion. Sidewalk closures would also be 
needed at several locations near the proposed station entrances, which could result in lane 
reductions to maintain pedestrian access. The DEIS states that traffic would be diverted to 
parallel streets, likely John Street and Mercer Street, but does not provide adequate 
information on the ability of these streets to absorb this additional capacity. Should Harrison 
Street be closed, Sound Transit must ensure that comparable routes are available, and that 
access is maintained to SR-99.  
 
 To minimize impacts to the extent possible, more information is needed to understand 
how Sound Transit could minimize the geographic footprint of the South Lake Union Station 
construction area as well as minimize the time required for street closures. To the extent 
possible, Sound Transit should investigate alternative less disruptive construction approaches. 
 

C. The FEIS must consider business, non-profit, and residential displacement and 
impacts due to changes in traffic patterns and business accessibility. 

 
South Lake Union is home to a wide range of organizations, which will be affected by 

traffic impacts during and after WSBLE construction. These organizations range from our major 
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employers to longtime fixtures of our Seattle community, such as MOHAI, community gathering 
spaces catering to music and cultural events, non-profits critical to supporting community 
members throughout the region, and small businesses who rely on foot traffic accessibility to 
survive. While the DEIS highlights and discusses organizations that will be affected where Sound 
Transit directly takes property, the DEIS fails to analyze how organizations will be affected 
where new traffic impacts affect access to their businesses and decrease foot traffic. See DEIS 
Sections 4.3.1.3.3 and 4.3.3.3.4.  

 
Displacement comes in many forms, and loss of patrons, and therefore revenue, due to 

the WSBLE impacts can result in non-profit and business closures in the same way as physical 
taking. Traffic impacts that make non-profits and businesses hard to reach and limit patronage 
will result in a de facto displacement of the non-profits and businesses. The mere ability to 
physically reach an organization does not mean the organizations will not be displaced due to 
the WSBLE. Furthermore, loss of businesses and other organizations also has an upstream 
effect on building owners who rely on rent from commercial spaces. To fully understand how 
each alternative will affect the South Lake Union community, the FEIS must analyze business 
and non-profit displacements due to traffic and access impacts under the various alternatives. 
The FEIS must expand its displacement analysis to account for these indirect impacts in addition 
to direct physical business and non-profit displacements.  

 
In addition to business and non-profit uses, South Lake Union also supports a wide 

range of housing types, with over 20,000 Seattleites living in the neighborhood. The traffic 
impacts due to WSBLE will undoubtedly affect these community members, increasing commute 
times and complicating accessibility to their homes. Owners of residential buildings, too, will be 
affected, as prospective tenants may be wary to rent housing units in an area undergoing 
extensive construction and surrounded by traffic gridlock. Displacement of housing providers 
and challenged accessibility to housing by the community should likewise be analyzed in the 
FEIS under the various alternatives. 

 
This broadened displacement analysis will be particularly important if Westlake Avenue 

fully closes for four years between Denny Street and Seventh Avenue. The disruption to 
vehicles and pedestrians will ripple out from this critical closure, and businesses and non-profits 
along Westlake Avenue through South Lake Union and beyond will undoubtedly suffer. The 
WSBLE should make every effort to prevent and fully mitigate the harm caused by de facto 
displacements of businesses, non-profits, and residents from WSBLE construction. 

 
D. The FEIS must consider the vibration and electromagnetic field impacts of the 

laboratory use proposed at the Property. 
  

i. Vibration impacts to laboratory use in the Proposed Project requires 
analysis in the FEIS. 

 
 As noted above, the Proposed Project provides laboratory space for research and 
development. The DEIS describes Category 1 land uses as the most sensitive to vibration, 
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including “buildings where vibration-sensitive research and manufacturing equipment is 
conducted, hospitals with vibration-sensitive equipment, and universities conducting physical 
research operations.” DEIS, pg. 3-8. The laboratories in the Proposed Project are Category 1 
sensitive uses designed to accommodate physical research operations and should be 
considered as such in the FEIS analysis.  
 
 Vibration impacts were analyzed in the DEIS by collecting and averaging vibration data 
for West Seattle, Downtown, and Interbay/Ballard. DEIS Noise and Vibration Technical Report, 
pg. 4-8. For existing Category 1 buildings, site-specific data was collected and analyzed. Id., pgs. 
4-10 and 5-11. The DEIS analysis should account for the Category 1 sensitive uses in the 
Proposed Project. 
 
 The closest analogous analysis in the DEIS is for the University of Washington (“UW”) 
Medicine SLU Campus, which the DEIS notes is 87 feet from the Alternative DT-2 line. DEIS 
Noise and Vibration Technical Report, Table 6-14. The predicted vibration level for UW was 
found to exceed the vibration limit for sensitive uses during construction and operation. Id. at 
Tables 6-14 and 6-25. This information is useful, yet concerning, because the Proposed Project 
will contain similar sensitive laboratory uses, but the Property is located closer to the light rail 
line construction and operation under Alternative DT-1 at Denny Station. Accordingly, City 
Investors IV LLC has significant concerns about the impact of vibration impacts to the Proposed 
Project. The FEIS must adequately disclose these potential vibration impacts and identify 
appropriate mitigation measures.  
 
 The DEIS analysis states construction vibration mitigation will consist of a Construction 
Vibration Control Plan which will include “[s]pecific vibration-control measures where predicted 
levels exceed the limits.” Id. pg. 7-31. This plan needs to be developed as part of the FEIS, and 
the “specific measures” for vibration controls during construction adjacent to the Property 
must be identified. If UW’s sensitive use 87 feet away from the Alternative DT-2 construction 
will have significant vibration impacts, then a sensitive use even closer to construction will 
certainly have significant adverse vibration impacts. With construction expected to last from 
2026 to 2037 for the WSBLE, construction impacts cannot be downplayed as temporary in 
nature. See DEIS, Executive Summary, pg. ES-45. Multi-year disruptions to laboratory functions - 
critically vital uses in the South Lake Union neighborhood - are unacceptable, and it must be 
analyzed in the FEIS, along with site-specific mitigation techniques for construction vibration 
impacts. The FEIS should also provide more information about the anticipated construction 
durations near laboratory uses. Part of the vibration mitigation strategy needs to be a reduction 
in construction durations near sensitive uses. 
 
 Additional mitigation measures must also be identified for long-term operation impacts. 
The continuous-mat floating slab suggested as operational mitigation for vibration impacts on 
other sites should be studied as a mitigation option for the Proposed Project. Sound Transit 
employed vibration mitigation measures as part of its most recent expansion. The FEIS should 
include an analysis based on real-world outcomes from Sound Transit’s experience.  
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ii. Operational electromagnetic impacts must be analyzed in the FEIS. 
 
 In addition to uses sensitive to vibration, laboratories in the Proposed Project will also 
contain uses and equipment sensitive to electromagnetic interruptions (“EMI”). The DEIS 
identifies other laboratories in SLU, including UW Medicine, with EMI sensitivities, but the 
analysis does not identify the Property and its proposed laboratory use. DEIS, Section 4.3.13.1. 
The analysis concludes there will be no impact, and no mitigation is required, but this analysis 
must be updated in the FEIS to account for the Proposed Project’s laboratories. The FEIS 
analysis should also assume a worst-case level of sensitivity since the type of research to be 
conducted in these labs will change over time. 
 
 As noted above in the vibration discussion, Sound Transit conducted EMI analysis and 
mitigation for its prior expansion. It should be able to pull from that experience and provide 
data on actual EMI and the success of mitigation strategies. Additionally, part of the EMI 
mitigation strategy needs to be a reduction in construction durations near sensitive uses. 

 
E. The FEIS must consider cumulative impacts due to pipeline projects and 

construction sequencing. 
  

i. The FEIS cumulative impact analysis must anticipate concurrent 
construction projects in South Lake Union. 

 
South Lake Union continues to grow and change, as evidenced by the many 

development projects underway or in the pipeline within the neighborhood. While the DEIS 
considered pipeline projects existing nearly a year ago in May 2021, new projects have been, 
and will continue to be, added to the pipeline. While many projects currently have permits or 
development plans in the public record, many more are still in the planning process, which will 
result in future permit applications in the months and years to come. These developments may 
require road, bike lane, and sidewalk closures that will exacerbate the effects of WSBLE 
construction. Though the DEIS explains the existing pipeline projects will be “completed or near 
completion before the WSBLE Project construction would begin,” there are and will continue to 
be new pipeline projects to consider. DEIS Transportation Technical Report, pg. 11-1. 

 
Given the amount of growth South Lake Union has and continues to experience, as well 

as the projections in the City of Seattle’s long-range planning documents, it is both likely and 
foreseeable there will be construction projects in the community that will, like the WSBLE 
Project, require road, bike lane, and/or sidewalk closures simultaneously with WSBLE 
construction. The FEIS must consider this probability as the FEIS more fully considers 
cumulative impacts. The FEIS should account for future projects in anticipation of concurrent 
construction impacts with other developments by completing a survey of developable land and 
underutilized sites in South Lake Union and other neighborhoods along the WSBLE and then 
assume a certain percentage of these sites will develop during each year of WSBLE construction 
based on historic trends from the last five to seven-year real estate cycle. These informed 
assumptions should be incorporated into the cumulative impacts analysis in the FEIS. 
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ii. The FEIS cumulative impact analysis must include details on construction 

sequencing. 
 
 The DEIS says, “except where noted, the sequencing of construction activities was not 
assessed for the Draft Environmental Impact Statement, and some of the impacts described in 
this section may occur simultaneously. Detailed construction planning, including sequencing, 
will be provided in later phases of the environmental analysis once project design is sufficiently 
advanced.” DEIS Transportation Technical Report, Pg. 4-114. The WSBLE’s cumulative impacts 
exist both in conjunction with non-WSBLE projects and with the construction sequencing of the 
WSBLE itself. To fully assess the cumulative impacts of the WSBLE, the FEIS must analyze when 
the various segments of the WSBLE will be built and how such construction sequencing will 
exacerbate these cumulative construction impacts. 
 
III. Additional alternatives and mitigation measures should be considered in the FEIS. 
 
 Based on the impacts identified above, the impacts identified in the DEIS, and the 
impacts that will be identified in the updated analysis in the FEIS, Sound Transit should consider 
additional alternatives and include the following mitigation measures in the FEIS. Given the 
informational inadequacies of the DEIS, note that this is in no way an exhaustive list of 
appropriate mitigation measures. 

• Study a hybrid alignment as a new preferred alternative that incorporates the Terry 
Avenue alignment for Denny Station and the Harrison Street alignment for South Lake 
Union Station. 

• Keep the Seattle Streetcar in uninterrupted operation. Analyze the Seattle Streetcar as a 
critical component of the transportation mitigation strategy due to the expected transit, 
vehicular, and pedestrian impacts. 

• Mitigate the impacts the WSBLE will have on access to parks and recreation 
opportunities. The South Lake Union neighborhood is home to many public parks and 
public spaces that are important for community well-being, mental health, cohesion, 
and enjoyment. Traffic and construction impacts will reduce access to these important 
parks, and the attendant impacts and mitigation measures must be disclosed in the FEIS. 

• Provide a mitigation plan to address event volumes and event demand for transit 
services in South Lake Union, especially as it relates to events at Seattle Center and 
Climate Pledge Arena. 

• Prepare comprehensive detour plans and routes that minimize traffic effects. Provide 
additional information about wayfinding signage and messaging. Work with SDOT to 
ensure access is maintained to existing buildings and businesses, and consider allowing 
two-way movements on historically one-way streets for the construction period to 
minimize LOS impacts. 
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• Where possible, avoid impacts to bike lanes and sidewalks. Where impacts are 
necessary, provide safe, accessible, direct, and well-lit detour routes with clear 
wayfinding signage. 

• Prepare a plan, including financial assistance and payment of full relocation costs in 
qualifying circumstances, to support businesses, non-profits, and residents negatively 
impacted by construction impacts. Expand the impact and mitigation analysis to include 
not just physically displaced businesses, non-profits, and residents but also businesses, 
non-profits, and residents that will experience de facto displacement due to the 
construction, traffic, and similar impacts. 

• Fully analyze and mitigate for vibration and EMI impacts to the Property during 
construction and operation. 

• Implement any other mitigation necessary to address direct and indirect WSBLE 
construction and operational impacts identified in the FEIS. 

 
 In summary, City Investors IV LLC supports the Denny Station at Terry Avenue, instead of 
Westlake Avenue, and the South Lake Union Station at Harrison Street. The FEIS should further 
analyze this hybrid approach in a new preferred alternative, which will be a better outcome for 
the entire neighborhood. We appreciate your hard work and commitment to connecting our 
community through the WSBLE and look forward to continued engagement in this process. 
 
Sincerely, 

 
City Investors IV LLC 
 
Ada M. Healey, Chief Real Estate Officer 
Vulcan LLC 
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April 26, 2022 
 
WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson Street 
Seattle, WA 98104-2826 
 

Via email to WSBLEDEIScomments@soundtransit.org 
 
Re: Comments on West Seattle and Ballard Link Extension Draft Environmental 

Impact Statement for Block 55 (530 Dexter Avenue N) 
  
Dear Ms. Swift, 
 
 This comment letter is submitted on behalf of City Investors XII L.L.C. in response to the 
West Seattle and Ballard Link Extension (the “WSBLE”) Draft Environmental Impact Statement 
(“DEIS”) published by Sound Transit.  

 
City Investors XII L.L.C. looks forward to the expanded light rail network serving the 

region through the WSBLE. Since beginning operations in 2009, Link Light Rail has been a critical 
and positive asset in our region, improving access to the job centers that bolster our economy 
and connecting people and places in ways that only a few decades ago seemed unimaginable. 
The expansion through ST3 will further the economic and environmental benefits that come 
from a large integrated transit system, and we are excited by the positive outcomes that have 
been achieved upon the opening of each new segment in recent years. Sound Transit is now 
faced with the enormous and nearly impossible task to navigate the various alignment options 
and to hear the voices of Puget Sound citizens who will be impacted by this immense project. 
We appreciate the time and effort that have been invested thus far; however, crucial aspects of 
the WSBLE DEIS analysis must be modified, strengthened, and expanded upon in the Final 
Environmental Impact Statement (“FEIS”) to better inform stakeholders and the public about 
anticipated significant impacts resulting from the WSBLE and to inform route decisions. Based 
on the current iteration of the DEIS, City Investors XII L.L.C. has numerous concerns regarding 
potential significant impacts to the South Lake Union neighborhood, especially surrounding 
transportation and transit access. 
 

South Lake Union is one of Seattle’s most important neighborhoods. It is a major 
employment center for more than 77,000 workers1, a vibrant residential district, a center for 
culture and recreation, and the location of Kenmore Air, an international seaplane airport. In 

1 Puget Sound Regional Council, covered employment estimate for South Lake Union Regional Center as of March 
2020. 
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addition to major tech companies, South Lake Union is home to thousands of scientists 
conducting life-saving research at multiple biotechnology firms including nonprofits like Fred 
Hutchinson Cancer Center, University of Washington School of Medicine, Allen Institute, and 
Institute for Systems Biology. Over the past two decades, South Lake Union’s population has 
grown to more than 20,0002 residents who live in 13,000 apartments and condominiums 
including more than 1,100 subsidized income- and rent-restricted homes. South Lake Union is 
also a major recreational and cultural center, home to the Museum of History and Industry 
(“MOHAI”) (with as many as 150,000 visitors annually), the 12-acre Lake Union Park, the Center 
for Wooden Boats, numerous marinas, and REI’s flagship store. Finally, the neighborhood is on 
the transportation route to highly populated neighborhoods to the north including Wallingford, 
Fremont, Eastlake, and the U-District. 

I. City Investors XII L.L.C. owns property at 530 Dexter Avenue N (the “Property”), which 
will be impacted by the WSBLE. 

 
 The Property is the third development site on the block bounded by Mercer Street, 8th 
Avenue, Dexter Avenue, and Republican Street. The entire block was designed to include 
laboratory and research buildings, with the first two phases built out and occupied by the 
University of Washington School of Medicine. This third phase is now underway with the 
Seattle Department of Construction and Inspections (“SDCI”), Project No. 3039270 (the 
“Proposed Project”). 
 
 The Proposed Project is a laboratory building with approximately 260,000 rentable 
square feet of laboratory space and supporting office. Upon completion, it will support 1,300 
employees. The Proposed Project also includes approximately 193 below-grade parking stalls in 
an approximately 50-foot-deep parking garage, and it is expected there will also be 
approximately 6,000 square feet of below-grade laboratory space. The laboratory space is 
designed to support chemical and biomedical research. The Proposed Project will complement 
the existing laboratory uses on the block, and will include a mix of lab, lab support, and office 
space. The future laboratory uses are highly sensitive to vibration and electromagnetic 
interruptions because active imaging, data collection, mixing, biological reaction and testing 
require controlled and consistent environments. Any variability to this environment can result 
in failed experiments, significantly impacting the validity and the timelines of the research. 
 
 The Proposed Project is expected to start construction in Q3 2024 and complete 
construction in Q2 2026. Thus, it is likely the Proposed Project will be built with operating 
laboratories when the WSBLE project construction begins. Alternative DT-2 passes just north of 
the Property along Mercer Street. Sound Transit must study the noise, vibration, and 
electromagnetic field interruptions on the future sensitive laboratory use in the Proposed 
Project. 

2 https://www.niche.com/places-to-live/n/south-lake-union-seattle-wa/ 
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II. The DEIS does not adequately consider, discuss, and address numerous potential 

WSBLE impacts. 
 

A. The transportation and traffic analysis fails to adequately disclose impacts of 
the DT-1 Westlake Avenue Station Alignment in South Lake Union. 

 
 South Lake Union is a unique, steadily growing neighborhood. Sound Transit must 
ensure the neighborhood’s transportation needs are addressed both by placing stations in 
locations that best serve local transportation and transit demands, and by minimizing negative 
transportation and transit impacts from construction of WSBLE tracks and stations. To 
understand the impacts of work proposed in the DEIS, City Investors XII L.L.C. retained 
Transportation Engineering NorthWest to conduct an independent review of the DEIS. The 
review concluded the DEIS lacks adequate information about the full scale of these impacts 
during construction and as a final condition on the surrounding streets, intersections, and 
properties, and the DEIS provides very little information on necessary mitigation measures.  
 
 To better understand the assumptions in the DEIS transportation analysis and to 
understand the resulting impacts, we request that the following information be provided by 
Sound Transit for public review:  

• Synchro/analysis outputs at studied intersections 
• Detailed trip assignment of diverted traffic volumes and routing by 

segment/intersection (including bus routes and volumes) 
• Timing and sequencing of road closures, and overlapping road closures  
• Interim intersection and roadway channelization (including lane geometry and turn 

restrictions) 
• Detailed assessment of how emergency vehicle routes would be impacted by the 

planned closures during the construction period 
• Level of service (“LOS”) analysis results for the interim/during construction period in the 

Downtown Segment of the Ballard Link Extension 
 
As discussed in more detail below, the neighborhood would be best served by locating the 
Denny Station at Terry Avenue (the Alternative DT-2 alignment), instead of Westlake Avenue, 
and locating the South Lake Union Station at Harrison Street (the Alternative DT-1 alignment), 
rather than Mercer Street. City Investors XII L.L.C. urges a full analysis of this hybrid approach in 
the FEIS. 
 

i. Impacts from Westlake Avenue closure during construction require 
further study. 

 
 Westlake Avenue is the main corridor into and through South Lake Union. Visitors, 
employees, and residents depend on it for direct access to South Lake Union’s residential and 
commercial uses. This corridor is a lifeblood to organizations located on Westlake Avenue, but 
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also throughout the neighborhood. These businesses are only beginning to recover from the 
economic harm caused by the global COVID-19 pandemic. Westlake Avenue is the 
neighborhood’s most direct connection to the Lake Union waterfront, terminating at Lake 
Union Park and connecting patrons to MOHAI and the Center for Wooden Boats.  
 
 In addition to serving the South Lake Union community, Westlake Avenue connects 
downtown to neighborhoods throughout the City of Seattle and the region. In Seattle, Westlake 
Avenue is the primary north-south transportation thoroughfare. It connects South Lake Union 
with Downtown and provides a key connection for people traveling from downtown to Seattle’s 
north neighborhoods, including Fremont, Wallingford, U-District and Ballard. Regionally, 
Westlake Avenue provides connections to Mercer Street and the I-5 on and off ramps and SR-
99. 
 
 For those who rely on transit, Westlake Avenue is a critical pathway for many bus routes 
and includes dedicated transit lanes to provide efficient and reliable transit service. South Lake 
Union is unique in that more employees in this neighborhood take transit to work than almost 
any other neighborhood in Seattle or the region. According to Commute Seattle, more than 
67% of employees arrive at work by a means other than single-occupancy vehicle trips. Many 
critical transit routes depend on Westlake Avenue. 
 
 Westlake Avenue also hosts the South Lake Union line of the Seattle Streetcar, providing 
convenient public transit access between South Lake Union, to the downtown retail core and all 
major transit connections, and in the coming years, to Pike Place Market, Pioneer Square, 
Chinatown-ID, First Hill, and Capitol Hill. Pre-pandemic, the South Lake Union line of the Seattle 
Streetcar alone carried more than 500,000 passengers per year3, and ridership is anticipated to 
grow exponentially with the connection of the two existing lines and completion of the Center 
City Connector. 
 
 The DEIS states that construction of the Denny Station under Alternative DT-1 would 
close segments of Westlake Avenue for at least four years and would include temporary 
closures to 7th Avenue, 8th Avenue, and Blanchard Street. The Transportation Technical Report 
(the “Transportation Report”) estimates that closures on Westlake Avenue would divert about 
900 to 1,100 vehicles per hour (in 2032 PM peak hour) to use Dexter Avenue and Fairview 
Avenue instead. DEIS Transportation Report, Table 4-56. According to Table 4-39 of the 
Transportation Report, portions of Westlake Avenue already operate at a LOS F. If Westlake 
Avenue closes, this congestion will make traffic in the surrounding street network much worse. 
Also, because Denny Way is where the grid shifts, there are few continuous arterials that 
connect from south of Denny Way to north of Denny Way making it very difficult to effectively 
detour transit routes that now use Westlake Avenue. 
 

3 Seattle Department of Transportation, 2020 Annual Streetcar Operating Report, October 2021. 
http://www.seattle.gov/documents/Departments/SDOT/Streetcar/2020_Streetcar_Operations_Report.pdf 
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 In addition, traffic diversions from 7th Avenue, 8th Avenue, and Blanchard Street may 
add additional traffic congestion on nearby streets, including Dexter Avenue, Fairview Avenue, 
and 6th Avenue. Extended closures of Westlake Avenue would increase congestion on nearby 
streets due to traffic diversions. Sidewalk closures would also be needed at several locations 
near the proposed station entrances, which could result in lane reductions to maintain safe 
pedestrian access. 
 
 With respect to the transit impacts, Table 3-37 of the Transportation Report indicates 
that construction of the Denny Station in Alternative DT-1 would impact up to 40 buses per 
hour on Westlake Avenue, including the Seattle Streetcar, RapidRide C, Route 40, and a future 
RapidRide route. By comparison, Terry Avenue is not part of any bus route, and therefore bus 
disruptions would only occur as part of any closure to Denny Way, which the DEIS estimates to 
be 9 months. Furthermore, the DEIS states that Seattle Streetcar impacts for Alternative DT-2 
could be circumvented by constructing one block of temporary streetcar tracks on Harrison 
Street to replace the existing streetcar tracks on Thomas Street. Maintaining uninterrupted 
Seattle Streetcar service will be particularly important during the interruptions to reliable bus 
routes during construction. Overall, these transit impacts are considerably less severe than 
those that result from the long-term closure of Westlake Avenue.  
 
 Given the continued importance of Westlake Avenue as a central thoroughfare serving 
South Lake Union, this closure is untenable for the neighborhood’s commercial and residential 
viability and for the other neighborhoods that depend on access through Westlake Avenue. 
Closing Westlake Avenue means displacing traffic onto adjacent streets that already suffer from 
low LOS grades and directional constraints. Closure will cause gridlock and the need for 
increased circulation and backtracking on side streets, leading to further LOS degradation and 
increased greenhouse gas emissions. It also means halting Seattle Streetcar service that is 
critical to meet the public transportation needs of the neighborhood, especially during a period 
of increased traffic congestion and bus route interruptions. The Seattle Streetcar should be 
used as a tool to help mitigate traffic impacts due to WSBLE, not suffer closures that will further 
exacerbate the inevitable gridlock.  
 
 It is critical to keep Westlake Avenue open to allow a central roadway, complete with a 
dedicated transit lane and uninterrupted Seattle Streetcar service, to access South Lake Union’s 
residential and commercial uses. 

 
To avoid closing Westlake Avenue and the associated harms such closure would bring, 

Sound Transit should select the Terry Avenue alignment for Denny Station. The Terry Avenue 
alignment in Alternative DT-2 allows for crucial traffic routes serving South Lake Union to 
remain open and keeps the Seattle Streetcar functioning. 
 

ii. Pedestrian and bike impacts of the Alternative DT-1 Westlake Avenue 
alignment operations and construction impacts for all alternatives must 
be analyzed in the FEIS. 
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 In conjunction with the additional transportation and transit analysis noted above, the 
DEIS must also further analyze pedestrian and bike impacts. The Terry Avenue alignment for 
Denny Station would be better for pedestrians, as compared to the Westlake Avenue 
alignment. Most community members will access Denny Station by walking or biking. DEIS 
Transportation Report, pgs. 6-40 and 6-41. However, under the Alternative DT-1 Westlake 
Avenue station location, pedestrians would be released into a Westlake Avenue crosswalk 
operating at LOS F, whereas the crosswalks serving the Alternative DT-2 Terry Avenue station 
location have “sufficient capacity to meet demand” for pedestrians. DEIS Transportation 
Report, pg. 6-41. The FEIS should further study the potential safety and traffic impacts 
associated with pedestrians using a crosswalk operating at LOS F under the Alternative DT-1 
Westlake Avenue location for the Denny Station, particularly compared to the more favorable 
Terry Avenue pedestrian condition. 
 
 The FEIS must also include more detail and analysis concerning which sidewalks and bike 
lanes will be affected during construction of the WSBLE. As noted on pages 6-47 and 6-49 of the 
Transportation Report, it’s unclear whether certain sidewalks and bike lanes will be affected by 
WSBLE construction. Sidewalks and bike lanes are crucial to allow non-motorized traffic 
through South Lake Union. Closures or rerouting of these important multi-modal corridors will 
affect traffic patterns, demand for public transit, business displacement, and recreation 
opportunities, among other impacts. Analyzing these closures cannot “be coordinated with the 
City of Seattle in later phases of project development.” The Transportation Report, pg. N.1E-1. 
To understand the direct, indirect, and cumulative effects of the WSBLE, the FEIS must clarify 
and examine the potential effects should pedestrian and bike infrastructure be inaccessible. If 
not enough is known at this point, then the FEIS should analyze a worst-case analysis for 
sidewalk and bike lane closures that aligns with the identified roadway closures. 
 

B. Sound Transit should pursue the Alternative DT-1 Harrison Street alignment for 
South Lake Union Station to provide convenient, safe access for pedestrians, 
and limit impacts to Mercer Street. 

 
The South Lake Union Station should be placed in the location best situated to serve the 

local community and provide safe access points. As shown in Table 3-31 of the Transportation 
Report, the preferred Alternative DT-1 Harrison Street alignment of South Lake Union Station 
would garner nearly twice the ridership of the Alternative DT-2 Mercer Street alignment of the 
station. Furthermore, as discussed on pages 6-40 and 6-41 of the Transportation Report, while 
all crosswalks surrounding the Harrison Street station location have capacity to handle the 
anticipated increased pedestrian usage, the same is not true of the Mercer Street station 
location. The FEIS must further study the potential safety and traffic impacts associated with 
pedestrians using a crosswalk operating at LOS F under the Mercer Street alignment of the 
South Lake Union Station. 
 
 Traffic considerations also support a Harrison Street alignment of South Lake Union 
Station. Mercer Street is a heavily traveled roadway, generating between 18,100 and 35,000 
trips per day. DEIS Transportation Report, pg. 4-79. It is the primary connection to I-5 from 
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Seattle’s westside neighborhoods. Despite this, Alternative DT-2 would lead to lane closures on 
Mercer Street, negatively affecting congestion and access to and from South Lake Union, I-5, 
and the region more broadly. The FEIS should further study and consider the cumulative 
impacts on traffic, including pedestrian traffic and pedestrian safety, should portions of Mercer 
Street be closed during construction. 
 
 While an alignment on Harrison Street is preferred to Mercer Street for the reasons 
listed above, the DEIS does not provide sufficient information on construction impacts to traffic, 
noise, vibration, or timing with regards to Harrison Street closures. The DEIS states that 
construction of the South Lake Union Station under Alternative DT-1 will partially or fully close 
Harrison Street between 6th Avenue and 8th Avenue for varying periods ranging from 1.5 years 
to 4 years. These closures impact access to properties throughout the neighborhood and will 
increase congestion on nearby streets due to traffic diversion. Sidewalk closures would also be 
needed at several locations near the proposed station entrances, which could result in lane 
reductions to maintain pedestrian access. The DEIS states that traffic would be diverted to 
parallel streets, likely John Street and Mercer Street, but does not provide adequate 
information on the ability of these streets to absorb this additional capacity. Should Harrison 
Street be closed, Sound Transit must ensure that comparable routes are available, and that 
access is maintained to SR-99.  
 
 To minimize impacts to the extent possible, more information is needed to understand 
how Sound Transit could minimize the geographic footprint of the South Lake Union Station 
construction area as well as minimize the time required for street closures. To the extent 
possible, Sound Transit should investigate alternative less disruptive construction approaches. 
  

C. The FEIS must consider business, non-profit, and residential displacement and 
impacts due to changes in traffic patterns and business accessibility. 

 
South Lake Union is home to a wide range of organizations, which will be affected by 

traffic impacts during and after WSBLE construction. These organizations range from our major 
employers to longtime fixtures of our Seattle community, such as MOHAI, community gathering 
spaces catering to music and cultural events, non-profits critical to supporting community 
members throughout the region, and small businesses who rely on foot traffic accessibility to 
survive. While the DEIS highlights and discusses organizations that will be affected where Sound 
Transit directly takes property, the DEIS fails to analyze how organizations will be affected 
where new traffic impacts affect access to their businesses and decrease foot traffic. See DEIS 
Sections 4.3.1.3.3 and 4.3.3.3.4.  

 
Displacement comes in many forms, and loss of patrons, and therefore revenue, due to 

the WSBLE impacts can result in non-profit and business closures in the same way as physical 
taking. Traffic impacts that make non-profits and businesses hard to reach and limit patronage 
will result in a de facto displacement of the non-profits and businesses. The mere ability to 
physically reach an organization does not mean the organizations will not be displaced due to 
the WSBLE. Furthermore, loss of businesses and other organizations also has an upstream 
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effect on building owners who rely on rent from commercial spaces. To fully understand how 
each alternative will affect the South Lake Union community, the FEIS must analyze business 
and non-profit displacements due to traffic and access impacts under the various alternatives. 
The FEIS must expand its displacement analysis to account for these indirect impacts in addition 
to direct physical business and non-profit displacements.  

 
In addition to business and non-profit uses, South Lake Union also supports a wide 

range of housing types, with over 20,000 Seattleites living in the neighborhood. The traffic 
impacts due to WSBLE will undoubtedly affect these community members, increasing commute 
times and complicating accessibility to their homes. Owners of residential buildings, too, will be 
affected, as prospective tenants may be wary to rent housing units in an area undergoing 
extensive construction and surrounded by traffic gridlock. Displacement of housing providers 
and challenged accessibility to housing by the community should likewise be analyzed in the 
FEIS under the various alternatives. 

 
This broadened displacement analysis will be particularly important if Westlake Avenue 

fully closes for four years between Denny Street and Seventh Avenue. The disruption to 
vehicles and pedestrians will ripple out from this critical closure, and businesses and non-profits 
along Westlake Avenue through South Lake Union and beyond will undoubtedly suffer. The 
WSBLE should make every effort to prevent and fully mitigate the harm caused by de facto 
displacements of businesses, non-profits, and residents from WSBLE construction. 

 
D. The FEIS must consider the vibration and electromagnetic field impacts of the 

laboratory use proposed at the Property. 
  

i. Vibration impacts to laboratory use in the Proposed Project requires 
analysis in the FEIS. 

 
 As noted above, the Proposed Project provides laboratory space for research and 
development. The DEIS describes Category 1 land uses as the most sensitive to vibration, 
including “buildings where vibration-sensitive research and manufacturing equipment is 
conducted, hospitals with vibration-sensitive equipment, and universities conducting physical 
research operations.” DEIS, pg. 3-8. The laboratories in the Proposed Project are Category 1 
sensitive uses designed to accommodate physical research operations and should be 
considered as such in the FEIS analysis.  
 
 Vibration impacts were analyzed in the DEIS by collecting and averaging vibration data 
for West Seattle, Downtown, and Interbay/Ballard. DEIS Noise and Vibration Technical Report, 
pg. 4-8. For existing Category 1 buildings, site-specific data was collected and analyzed. Id., pgs. 
4-10 and 5-11. The DEIS analysis should account for the Category 1 sensitive uses in the 
Proposed Project. 
 
 The closest analogous analysis in the DEIS is for the University of Washington (“UW”) 
Medicine SLU Campus, which the DEIS notes is 87 feet from the Alternative DT-2 line. DEIS 
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Noise and Vibration Technical Report, Table 6-14. The predicted vibration level for UW was 
found to exceed the vibration limit for sensitive uses during construction and operation. Id. at 
Tables 6-14 and 6-25. This information is useful, yet concerning, because the Proposed Project 
will contain similar sensitive laboratory uses, but the Property is located much closer to the 
light rail line construction and operation, and the Property is noted as within an “area of 
vibration or groundborne noise impact.” Id., Figure 6-9. Accordingly, City Investors XII L.L.C. has 
significant concerns about the impact of vibration impacts to the Proposed Project should 
Sound Transit pursue the Mercer Street Alternative DT-2 station alignment. The FEIS must 
adequately disclose these potential vibration impacts and identify appropriate mitigation 
measures.  
 
 The DEIS analysis states construction vibration mitigation will consist of a Construction 
Vibration Control Plan which will include “[s]pecific vibration-control measures where predicted 
levels exceed the limits.” Id. pg. 7-31. This plan needs to be developed as part of the FEIS, and 
the “specific measures” for vibration controls during construction adjacent to the Property 
must be identified. If UW’s sensitive use 87 feet away from the Alternative DT-2 construction 
will have significant vibration impacts, then a sensitive use even closer to construction will 
certainly have significant adverse vibration impacts. With construction expected to last from 
2026 to 2037 for the WSBLE, construction impacts cannot be downplayed as temporary in 
nature. See DEIS, Executive Summary, pg. ES-45. Multi-year disruptions to laboratory functions - 
critically vital uses in the South Lake Union neighborhood - are unacceptable, and it must be 
analyzed in the FEIS, along with site-specific mitigation techniques for construction vibration 
impacts. The FEIS should also provide more information about the anticipated construction 
durations near laboratory uses. Part of the vibration mitigation strategy needs to be a reduction 
in construction durations near sensitive uses. 
 
 Additional mitigation measures must also be identified for long-term operation impacts. 
The continuous-mat floating slab suggested as operational mitigation for vibration impacts on 
other sites should be studied as a mitigation option for the Proposed Project. Sound Transit 
employed vibration mitigation measures as part of its most recent expansion. The FEIS should 
include an analysis based on real-world outcomes from Sound Transit’s experience.  

 
ii. Operational electromagnetic impacts must be analyzed in the FEIS. 

 
 In addition to uses sensitive to vibration, laboratories in the Proposed Project will also 
contain uses and equipment sensitive to electromagnetic interruptions (“EMI”). The DEIS 
identifies other laboratories in SLU, including UW Medicine, with EMI sensitivities, but the 
analysis does not identify the Property and its proposed laboratory use. DEIS, Section 4.3.13.1. 
The analysis concludes there will be no impact, and no mitigation is required, but this analysis 
must be updated in the FEIS to account for the Proposed Project’s laboratories. The FEIS 
analysis should also assume a worst-case level of sensitivity since the type of research to be 
conducted in these labs will change over time. 
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 As noted above in the vibration discussion, Sound Transit conducted EMI analysis and 
mitigation for its prior expansion. It should be able to pull from that experience and provide 
data on actual EMI and the success of mitigation strategies. Additionally, part of the EMI 
mitigation strategy needs to be a reduction in construction durations near sensitive uses. 

 
E. The FEIS must consider cumulative impacts due to pipeline projects and 

construction sequencing. 
  

i. The FEIS cumulative impact analysis must anticipate concurrent 
construction projects in South Lake Union. 

 
South Lake Union continues to grow and change, as evidenced by the many 

development projects underway or in the pipeline within the neighborhood. While the DEIS 
considered pipeline projects existing nearly a year ago in May 2021, new projects have been, 
and will continue to be, added to the pipeline. While many projects currently have permits or 
development plans in the public record, many more are still in the planning process, which will 
result in future permit applications in the months and years to come. These developments may 
require road, bike lane, and sidewalk closures that will exacerbate the effects of WSBLE 
construction. Though the DEIS explains the existing pipeline projects will be “completed or near 
completion before the WSBLE Project construction would begin,” there are and will continue to 
be new pipeline projects to consider. DEIS Transportation Technical Report, pg. 11-1. 

 
Given the amount of growth South Lake Union has and continues to experience, as well 

as the projections in the City of Seattle’s long-range planning documents, it is both likely and 
foreseeable there will be construction projects in the community that will, like the WSBLE 
Project, require road, bike lane, and/or sidewalk closures simultaneously with WSBLE 
construction. The FEIS must consider this probability as the FEIS more fully considers 
cumulative impacts. The FEIS should account for future projects in anticipation of concurrent 
construction impacts with other developments by completing a survey of developable land and 
underutilized sites in South Lake Union and other neighborhoods along the WSBLE and then 
assume a certain percentage of these sites will develop during each year of WSBLE construction 
based on historic trends from the last five to seven-year real estate cycle. These informed 
assumptions should be incorporated into the cumulative impacts analysis in the FEIS. 

 
ii. The FEIS cumulative impact analysis must include details on construction 

sequencing. 
 
 The DEIS says, “except where noted, the sequencing of construction activities was not 
assessed for the Draft Environmental Impact Statement, and some of the impacts described in 
this section may occur simultaneously. Detailed construction planning, including sequencing, 
will be provided in later phases of the environmental analysis once project design is sufficiently 
advanced.” DEIS Transportation Technical Report, Pg. 4-114. The WSBLE’s cumulative impacts 
exist both in conjunction with non-WSBLE projects and with the construction sequencing of the 
WSBLE itself. To fully assess the cumulative impacts of the WSBLE, the FEIS must analyze when 
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the various segments of the WSBLE will be built and how such construction sequencing will 
exacerbate these cumulative construction impacts. 
 
III. Additional alternatives and mitigation measures should be considered in the FEIS. 
 
 Based on the impacts identified above, the impacts identified in the DEIS, and the 
impacts that will be identified in the updated analysis in the FEIS, Sound Transit should consider 
additional alternatives and include the following mitigation measures in the FEIS. Given the 
informational inadequacies of the DEIS, note that this is in no way an exhaustive list of 
appropriate mitigation measures. 

• Study a hybrid alignment as a new preferred alternative that incorporates the Terry 
Avenue alignment for Denny Station and the Harrison Street alignment for South Lake 
Union Station. 

• Keep the Seattle Streetcar in uninterrupted operation. Analyze the Seattle Streetcar as a 
critical component of the transportation mitigation strategy due to the expected transit, 
vehicular, and pedestrian impacts. 

• Mitigate the impacts the WSBLE will have on access to parks and recreation 
opportunities. The South Lake Union neighborhood is home to many public parks and 
public spaces that are important for community well-being, mental health, cohesion, 
and enjoyment. Traffic and construction impacts will reduce access to these important 
parks, and the attendant impacts and mitigation measures must be disclosed in the FEIS. 

• Provide a mitigation plan to address event volumes and event demand for transit 
services in South Lake Union, especially as it relates to events at Seattle Center and 
Climate Pledge Arena. 

• Prepare comprehensive detour plans and routes that minimize traffic effects. Provide 
additional information about wayfinding signage and messaging. Work with SDOT to 
ensure access is maintained to existing buildings and businesses, and consider allowing 
two-way movements on historically one-way streets for the construction period to 
minimize LOS impacts. 

• Where possible, avoid impacts to bike lanes and sidewalks. Where impacts are 
necessary, provide safe, accessible, direct, and well-lit detour routes with clear 
wayfinding signage. 

• Prepare a plan, including financial assistance and payment of full relocation costs in 
qualifying circumstances, to support businesses, non-profits, and residents negatively 
impacted by construction impacts. Expand the impact and mitigation analysis to include 
not just physically displaced businesses, non-profits, and residents but also businesses, 
non-profits, and residents that will experience de facto displacement due to the 
construction, traffic, and similar impacts. 

• Fully analyze and mitigate for vibration and EMI impacts to the Property during 
construction and operation. 
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• Implement any other mitigation necessary to address direct and indirect WSBLE 
construction and operational impacts identified in the FEIS. 

 
 In summary, City Investors XII L.L.C. supports the Denny Station at Terry Avenue, instead 
of Westlake Avenue, and the South Lake Union Station at Harrison Street. The FEIS should 
further analyze this hybrid approach in a new preferred alternative, which will be a better 
outcome for the entire neighborhood. We appreciate your hard work and commitment to 
connecting our community through the WSBLE and look forward to continued engagement in 
this process. 
 
Sincerely, 

 
City Investors XII L.L.C. 
 
Ada M. Healey, Chief Real Estate Officer 
Vulcan LLC 
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April 26, 2022 
 
WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson Street 
Seattle, WA 98104-2826 
 

Via email to WSBLEDEIScomments@soundtransit.org 
 
Re: Comments on West Seattle and Ballard Link Extension Draft Environmental 

Impact Statement for Block 56 (401 8th Avenue N and 433 8th Avenue N)  
  
Dear Ms. Swift, 
 
 This comment letter is submitted on behalf of City Investors XXII LLC in response to the 
West Seattle and Ballard Link Extension (the “WSBLE”) Draft Environmental Impact Statement 
(“DEIS”) published by Sound Transit.  

 
City Investors XXII LLC looks forward to the expanded light rail network serving the 

region through the WSBLE. Since beginning operations in 2009, Link Light Rail has been a critical 
and positive asset in our region, improving access to the job centers that bolster our economy 
and connecting people and places in ways that only a few decades ago seemed unimaginable. 
The expansion through ST3 will further the economic and environmental benefits that come 
from a large integrated transit system, and we are excited by the positive outcomes that have 
been achieved upon the opening of each new segment in recent years. Sound Transit is now 
faced with the enormous and nearly impossible task to navigate the various alignment options 
and to hear the voices of Puget Sound citizens who will be impacted by this immense project. 
We appreciate the time and effort that have been invested thus far; however, crucial aspects of 
the WSBLE DEIS analysis must be modified, strengthened, and expanded upon in the Final 
Environmental Impact Statement (“FEIS”) to better inform stakeholders and the public about 
anticipated significant impacts resulting from the WSBLE and to inform route decisions. Based 
on the current iteration of the DEIS, City Investors XXII LLC has numerous concerns regarding 
potential significant impacts to the South Lake Union neighborhood, especially surrounding 
transportation and transit access. 
 

South Lake Union is one of Seattle’s most important neighborhoods. It is a major 
employment center for more than 77,000 workers1, a vibrant residential district, a center for 
culture and recreation, and the location of Kenmore Air, an international seaplane airport. In 

1 Puget Sound Regional Council, covered employment estimate for South Lake Union Regional Center as of March 
2020. 
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addition to major tech companies, South Lake Union is home to thousands of scientists 
conducting life-saving research at multiple biotechnology firms including nonprofits like Fred 
Hutchinson Cancer Center, University of Washington School of Medicine, Allen Institute, and 
Institute for Systems Biology. Over the past two decades, South Lake Union’s population has 
grown to more than 20,0002 residents who live in 13,000 apartments and condominiums 
including more than 1,100 subsidized income- and rent-restricted homes. South Lake Union is 
also a major recreational and cultural center, home to the Museum of History and Industry 
(“MOHAI”) (with as many as 150,000 visitors annually), the 12-acre Lake Union Park, the Center 
for Wooden Boats, numerous marinas, and REI’s flagship store. Finally, the neighborhood is on 
the transportation route to highly populated neighborhoods to the north including Wallingford, 
Fremont, Eastlake, and the U-District. 

I. City Investors XXII LLC owns property at 401 8th Avenue N and 433 8th Avenue N (the 
“Property”), which will be impacted by the WSBLE. 

 
 The Property is progressing through Seattle Department of Construction and Inspection 
(“SDCI”) entitlements with Master Use Permits (“MUPs”) expected in the next year. A 
residential tower is proposed at 401 8th Avenue N (MUP No. 3017379) and a midrise residential 
structure is proposed at 433 8th Avenue N (MUP No. 3020826) (collectively, the “Proposed 
Project”). The DEIS acknowledges a residential building at 433 8th Avenue N, but it understates 
the proposed number of units by 53 units. DEIS, Appendix K, Line 23, pg. K-19. The DEIS 
understates the 401 8th Avenue N site size by almost half (using a different address), and it 
provides no details about the anticipated number of units. Id. Line 650, pg. K-40. Both projects 
have been in entitlements for years with publicly available records. 
 
 The Proposed Project includes a combined total of 473 residential units, and 20% of 
these units (95 units) are planned to be offered as affordable units under the City’s Multifamily 
Tax Exemption program. See SDCI records on file under MUP No. 3017379 and 3020826. Upon 
completion, it will support approximately 720 residents. The Proposed Project also includes 
approximately 187 below-grade parking stalls in an approximately 39-foot-deep parking garage 
beneath the residential tower. Id. 
 
 The Proposed Project is expected to start construction in April 2024 and complete 
construction in January 2026. Thus, the Proposed Project will be built with operating retail and 
residential uses when the WSBLE project construction begins. Alternative DT-1 passes just 
south of the Property along Harrison Street. As discussed below, Sound Transit must further 
study the impact of the WSBLE on the hundreds of residents that will be living in the Proposed 
Project during construction. 
 

2 https://www.niche.com/places-to-live/n/south-lake-union-seattle-wa/ 
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II. The DEIS does not adequately consider, discuss, and address numerous potential 
WSBLE impacts. 

 
A. The transportation and traffic analysis fails to adequately disclose impacts of 

the DT-1 Westlake Avenue Station Alignment in South Lake Union. 
 
 South Lake Union is a unique, steadily growing neighborhood. Sound Transit must 
ensure the neighborhood’s transportation needs are addressed both by placing stations in 
locations that best serve local transportation and transit demands, and by minimizing negative 
transportation and transit impacts from construction of WSBLE tracks and stations. To 
understand the impacts of work proposed in the DEIS, City Investors XXII LLC retained 
Transportation Engineering NorthWest to conduct an independent review of the DEIS. The 
review concluded the DEIS lacks adequate information about the full scale of these impacts 
during construction and as a final condition on the surrounding streets, intersections, and 
properties, and the DEIS provides very little information on necessary mitigation measures.  
 
 To better understand the assumptions in the DEIS transportation analysis and to 
understand the resulting impacts, we request that the following information be provided by 
Sound Transit for public review:  

• Synchro/analysis outputs at studied intersections 
• Detailed trip assignment of diverted traffic volumes and routing by 

segment/intersection (including bus routes and volumes) 
• Timing and sequencing of road closures, and overlapping road closures  
• Interim intersection and roadway channelization (including lane geometry and turn 

restrictions) 
• Detailed assessment of how emergency vehicle routes would be impacted by the 

planned closures during the construction period 
• Level of service (“LOS”) analysis results for the interim/during construction period in the 

Downtown Segment of the Ballard Link Extension 
 
As discussed in more detail below, the neighborhood would be best served by locating the 
Denny Station at Terry Avenue (the Alternative DT-2 alignment), instead of Westlake Avenue, 
and locating the South Lake Union Station at Harrison Street (the Alternative DT-1 alignment), 
rather than Mercer Street. City Investors XXII LLC urges a full analysis of this hybrid approach in 
the FEIS. 
 

i. Impacts from Westlake Avenue closure during construction require 
further study. 

 
 Westlake Avenue is the main corridor into and through South Lake Union. Visitors, 
employees, and residents depend on it for direct access to South Lake Union’s residential and 
commercial uses. This corridor is a lifeblood to organizations located on Westlake Avenue, but 
also throughout the neighborhood. These businesses are only beginning to recover from the 
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economic harm caused by the global COVID-19 pandemic. Westlake Avenue is the 
neighborhood’s most direct connection to the Lake Union waterfront, terminating at Lake 
Union Park and connecting patrons to MOHAI and the Center for Wooden Boats.  
 
 In addition to serving the South Lake Union community, Westlake Avenue connects 
downtown to neighborhoods throughout the City of Seattle and the region. In Seattle, Westlake 
Avenue is the primary north-south transportation thoroughfare. It connects South Lake Union 
with Downtown and provides a key connection for people traveling from downtown to Seattle’s 
north neighborhoods, including Fremont, Wallingford, U-District and Ballard. Regionally, 
Westlake Avenue provides connections to Mercer Street and the I-5 on and off ramps and SR-
99. 
 
 For those who rely on transit, Westlake Avenue is a critical pathway for many bus routes 
and includes dedicated transit lanes to provide efficient and reliable transit service. South Lake 
Union is unique in that more employees in this neighborhood take transit to work than almost 
any other neighborhood in Seattle or the region. According to Commute Seattle, more than 
67% of employees arrive at work by a means other than single-occupancy vehicle trips. Many 
critical transit routes depend on Westlake Avenue. 
 
 Westlake Avenue also hosts the South Lake Union line of the Seattle Streetcar, providing 
convenient public transit access between South Lake Union, to the downtown retail core and all 
major transit connections, and in the coming years, to Pike Place Market, Pioneer Square, 
Chinatown-ID, First Hill, and Capitol Hill. Pre-pandemic, the South Lake Union line of the Seattle 
Streetcar alone carried more than 500,000 passengers per year3, and ridership is anticipated to 
grow exponentially with the connection of the two existing lines and completion of the Center 
City Connector. 
 
 The DEIS states that construction of the Denny Station under Alternative DT-1 would 
close segments of Westlake Avenue for at least four years and would include temporary 
closures to 7th Avenue, 8th Avenue, and Blanchard Street. The Transportation Technical Report 
(the “Transportation Report”) estimates that closures on Westlake Avenue would divert about 
900 to 1,100 vehicles per hour (in 2032 PM peak hour) to use Dexter Avenue and Fairview 
Avenue instead. DEIS Transportation Report, Table 4-56. According to Table 4-39 of the 
Transportation Report, portions of Westlake Avenue already operate at a LOS F. If Westlake 
Avenue closes, this congestion will make traffic in the surrounding street network much worse. 
Also, because Denny Way is where the grid shifts, there are few continuous arterials that 
connect from south of Denny Way to north of Denny Way making it very difficult to effectively 
detour transit routes that now use Westlake Avenue. 
 

3 Seattle Department of Transportation, 2020 Annual Streetcar Operating Report, October 2021. 
http://www.seattle.gov/documents/Departments/SDOT/Streetcar/2020_Streetcar_Operations_Report.pdf 
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 In addition, traffic diversions from 7th Avenue, 8th Avenue, and Blanchard Street may 
add additional traffic congestion on nearby streets, including Dexter Avenue, Fairview Avenue, 
and 6th Avenue. Extended closures of Westlake Avenue would increase congestion on nearby 
streets due to traffic diversions. Sidewalk closures would also be needed at several locations 
near the proposed station entrances, which could result in lane reductions to maintain safe 
pedestrian access. 
 
 With respect to the transit impacts, Table 3-37 of the Transportation Report indicates 
that construction of the Denny Station in Alternative DT-1 would impact up to 40 buses per 
hour on Westlake Avenue, including the Seattle Streetcar, RapidRide C, Route 40, and a future 
RapidRide route. By comparison, Terry Avenue is not part of any bus route, and therefore bus 
disruptions would only occur as part of any closure to Denny Way, which the DEIS estimates to 
be 9 months. Furthermore, the DEIS states that Seattle Streetcar impacts for Alternative DT-2 
could be circumvented by constructing one block of temporary streetcar tracks on Harrison 
Street to replace the existing streetcar tracks on Thomas Street. Maintaining uninterrupted 
Seattle Streetcar service will be particularly important during the interruptions to reliable bus 
routes during construction. Overall, these transit impacts are considerably less severe than 
those that result from the long-term closure of Westlake Avenue.  
 
 Given the continued importance of Westlake Avenue as a central thoroughfare serving 
South Lake Union, this closure is untenable for the neighborhood’s commercial and residential 
viability and for the other neighborhoods that depend on access through Westlake Avenue. 
Closing Westlake Avenue means displacing traffic onto adjacent streets that already suffer from 
low LOS grades and directional constraints. Closure will cause gridlock and the need for 
increased circulation and backtracking on side streets, leading to further LOS degradation and 
increased greenhouse gas emissions. It also means halting Seattle Streetcar service that is 
critical to meet the public transportation needs of the neighborhood, especially during a period 
of increased traffic congestion and bus route interruptions. The Seattle Streetcar should be 
used as a tool to help mitigate traffic impacts due to WSBLE, not suffer closures that will further 
exacerbate the inevitable gridlock.  
 
 It is critical to keep Westlake Avenue open to allow a central roadway, complete with a 
dedicated transit lane and uninterrupted Seattle Streetcar service, to access South Lake Union’s 
residential and commercial uses. 

 
To avoid closing Westlake Avenue and the associated harms such closure would bring, 

Sound Transit should select the Terry Avenue alignment for Denny Station. The Terry Avenue 
alignment in Alternative DT-2 allows for crucial traffic routes serving South Lake Union to 
remain open and keeps the Seattle Streetcar functioning. 
 

ii. Pedestrian and bike impacts of the Alternative DT-1 Westlake Avenue 
alignment operations and construction impacts for all alternatives must 
be analyzed in the FEIS. 
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 In conjunction with the additional transportation and transit analysis noted above, the 
DEIS must also further analyze pedestrian and bike impacts. The Terry Avenue alignment for 
Denny Station would be better for pedestrians, as compared to the Westlake Avenue 
alignment. Most community members will access Denny Station by walking or biking. DEIS 
Transportation Report, pgs. 6-40 and 6-41. However, under the Alternative DT-1 Westlake 
Avenue station location, pedestrians would be released into a Westlake Avenue crosswalk 
operating at LOS F, whereas the crosswalks serving the Alternative DT-2 Terry Avenue station 
location have “sufficient capacity to meet demand” for pedestrians. DEIS Transportation 
Report, pg. 6-41. The FEIS should further study the potential safety and traffic impacts 
associated with pedestrians using a crosswalk operating at LOS F under the Alternative DT-1 
Westlake Avenue location for the Denny Station, particularly compared to the more favorable 
Terry Avenue pedestrian condition. 
 
 The FEIS must also include more detail and analysis concerning which sidewalks and bike 
lanes will be affected during construction of the WSBLE. As noted on pages 6-47 and 6-49 of the 
Transportation Report, it’s unclear whether certain sidewalks and bike lanes will be affected by 
WSBLE construction. Sidewalks and bike lanes are crucial to allow non-motorized traffic 
through South Lake Union. Closures or rerouting of these important multi-modal corridors will 
affect traffic patterns, demand for public transit, business displacement, and recreation 
opportunities, among other impacts. Analyzing these closures cannot “be coordinated with the 
City of Seattle in later phases of project development.” The Transportation Report, pg. N.1E-1. 
To understand the direct, indirect, and cumulative effects of the WSBLE, the FEIS must clarify 
and examine the potential effects should pedestrian and bike infrastructure be inaccessible. If 
not enough is known at this point, then the FEIS should analyze a worst-case analysis for 
sidewalk and bike lane closures that aligns with the identified roadway closures. 
 

B. Sound Transit should pursue the Alternative DT-1 Harrison Street alignment for 
South Lake Union Station to provide convenient, safe access for pedestrians, 
and limit impacts to Mercer Street. 

 
The South Lake Union Station should be placed in the location best situated to serve the 

local community and provide safe access points. As shown in Table 3-31 of the Transportation 
Report, the preferred Alternative DT-1 Harrison Street alignment of South Lake Union Station 
would garner nearly twice the ridership of the Alternative DT-2 Mercer Street alignment of the 
station. Furthermore, as discussed on pages 6-40 and 6-41 of the Transportation Report, while 
all crosswalks surrounding the Harrison Street station location have capacity to handle the 
anticipated increased pedestrian usage, the same is not true of the Mercer Street station 
location. The FEIS must further study the potential safety and traffic impacts associated with 
pedestrians using a crosswalk operating at LOS F under the Mercer Street alignment of the 
South Lake Union Station. 
 
 Traffic considerations also support a Harrison Street alignment of South Lake Union 
Station. Mercer Street is a heavily traveled roadway, generating between 18,100 and 35,000 
trips per day. DEIS Transportation Report, pg. 4-79. It is the primary connection to I-5 from 
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Seattle’s westside neighborhoods. Despite this, Alternative DT-2 would lead to lane closures on 
Mercer Street, negatively affecting congestion and access to and from South Lake Union, I-5, 
and the region more broadly. The FEIS should further study and consider the cumulative 
impacts on traffic, including pedestrian traffic and pedestrian safety, should portions of Mercer 
Street be closed during construction. 
 
 While an alignment on Harrison Street is preferred to Mercer Street for the reasons 
listed above, the DEIS does not provide sufficient information on construction impacts to traffic, 
noise, vibration, or timing with regards to Harrison Street closures. The DEIS states that 
construction of the South Lake Union Station under Alternative DT-1 will partially or fully close 
Harrison Street between 6th Avenue and 8th Avenue for varying periods ranging from 1.5 years 
to 4 years. These closures impact access to properties throughout the neighborhood and will 
increase congestion on nearby streets due to traffic diversion. Sidewalk closures would also be 
needed at several locations near the proposed station entrances which could result in lane 
reductions to maintain pedestrian access. The DEIS states that traffic would be different to 
parallel streets, likely John Street and Mercer Street, but does not provide adequate 
information on the ability of these streets to absorb this additional capacity. Should Harrison 
Street be closed, Sound Transit must ensure that comparable routes are prepared, and that 
access is maintained to SR-99.  
 
 To minimize impacts to the extent possible, more information is needed to understand 
how Sound Transit could minimize the geographic footprint of the South Lake Union Station 
construction area as well as minimize the time required for street closures. To the extent 
possible, Sound Transit should investigate alternative less disruptive construction approaches. 
  

C. The FEIS must consider business, non-profit, and residential displacement and 
impacts due to changes in traffic patterns and business accessibility. 

 
South Lake Union is home to a wide range of organizations, which will be affected by 

traffic impacts during and after WSBLE construction. These organizations range from our major 
employers to longtime fixtures of our Seattle community, such as MOHAI, community gathering 
spaces catering to music and cultural events, non-profits critical to supporting community 
members throughout the region, and small businesses who rely on foot traffic accessibility to 
survive. While the DEIS highlights and discusses organizations that will be affected where Sound 
Transit directly takes property, the DEIS fails to analyze how organizations will be affected 
where new traffic impacts affect access to their businesses and decrease foot traffic. See DEIS 
Sections 4.3.1.3.3 and 4.3.3.3.4.  

 
Displacement comes in many forms, and loss of patrons, and therefore revenue, due to 

the WSBLE impacts can result in non-profit and business closures in the same way as physical 
taking. Traffic impacts that make non-profits and businesses hard to reach and limit patronage 
will result in a de facto displacement of the non-profits and businesses. The mere ability to 
physically reach an organization does not mean the organizations will not be displaced due to 
the WSBLE. Furthermore, loss of businesses and other organizations also has an upstream 

Block 56 - WSBLE DEIS Comment Letter Page 7



effect on building owners who rely on rent from commercial spaces. To fully understand how 
each alternative will affect the South Lake Union community, the FEIS must analyze business 
and non-profit displacements due to traffic and access impacts under the various alternatives. 
The FEIS must expand its displacement analysis to account for these indirect impacts in addition 
to direct physical business and non-profit displacements.  

 
In addition to business and non-profit uses, South Lake Union also supports a wide 

range of housing types, with over 20,000 Seattleites living in the neighborhood. The traffic 
impacts due to WSBLE will undoubtedly affect these community members, increasing commute 
times and complicating accessibility to their homes. Owners of residential buildings, too, will be 
affected, as prospective tenants may be wary to rent housing units in an area undergoing 
extensive construction and surrounded by traffic gridlock. Displacement of housing providers 
and challenged accessibility to housing by the community should likewise be analyzed in the 
FEIS under the various alternatives. 

 
This broadened displacement analysis will be particularly important if Westlake Avenue 

fully closes for four years between Denny Street and Seventh Avenue. The disruption to 
vehicles and pedestrians will ripple out from this critical closure, and businesses and non-profits 
along Westlake Avenue through South Lake Union and beyond will undoubtedly suffer. The 
WSBLE should make every effort to prevent and fully mitigate the harm caused by de facto 
displacements of businesses, non-profits, and residents from WSBLE construction. 

 
D. The FEIS must consider cumulative impacts due to pipeline projects and 

construction sequencing. 
  

i. The FEIS cumulative impact analysis must anticipate concurrent 
construction projects in South Lake Union. 

 
South Lake Union continues to grow and change, as evidenced by the many 

development projects underway or in the pipeline within the neighborhood. While the DEIS 
considered pipeline projects existing nearly a year ago in May 2021, new projects have been, 
and will continue to be, added to the pipeline. While many projects currently have permits or 
development plans in the public record, many more are still in the planning process, which will 
result in future permit applications in the months and years to come. These developments may 
require road, bike lane, and sidewalk closures that will exacerbate the effects of WSBLE 
construction. Though the DEIS explains the existing pipeline projects will be “completed or near 
completion before the WSBLE Project construction would begin,” there are and will continue to 
be new pipeline projects to consider. DEIS Transportation Technical Report, pg. 11-1. 

 
Given the amount of growth South Lake Union has and continues to experience, as well 

as the projections in the City of Seattle’s long-range planning documents, it is both likely and 
foreseeable there will be construction projects in the community that will, like the WSBLE 
Project, require road, bike lane, and/or sidewalk closures simultaneously with WSBLE 
construction. The FEIS must consider this probability as the FEIS more fully considers 
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cumulative impacts. The FEIS should account for future projects in anticipation of concurrent 
construction impacts with other developments by completing a survey of developable land and 
underutilized sites in South Lake Union and other neighborhoods along the WSBLE and then 
assume a certain percentage of these sites will develop during each year of WSBLE construction 
based on historic trends from the last five to seven-year real estate cycle. These informed 
assumptions should be incorporated into the cumulative impacts analysis in the FEIS. 

 
ii. The FEIS cumulative impact analysis must include details on construction 

sequencing. 
 
 The DEIS says, “except where noted, the sequencing of construction activities was not 
assessed for the Draft Environmental Impact Statement, and some of the impacts described in 
this section may occur simultaneously. Detailed construction planning, including sequencing, 
will be provided in later phases of the environmental analysis once project design is sufficiently 
advanced.” DEIS Transportation Technical Report, Pg. 4-114. The WSBLE’s cumulative impacts 
exist both in conjunction with non-WSBLE projects and with the construction sequencing of the 
WSBLE itself. To fully assess the cumulative impacts of the WSBLE, the FEIS must analyze when 
the various segments of the WSBLE will be built and how such construction sequencing will 
exacerbate these cumulative construction impacts. 
 
III. Additional alternatives and mitigation measures should be considered in the FEIS. 
 
 Based on the impacts identified above, the impacts identified in the DEIS, and the 
impacts that will be identified in the updated analysis in the FEIS, Sound Transit should consider 
additional alternatives and include the following mitigation measures in the FEIS. Given the 
informational inadequacies of the DEIS, note that this is in no way an exhaustive list of 
appropriate mitigation measures. 

• Study a hybrid alignment as a new preferred alternative that incorporates the Terry 
Avenue alignment for Denny Station and the Harrison Street alignment for South Lake 
Union Station. 

• Keep the Seattle Streetcar in uninterrupted operation. Analyze the Seattle Streetcar as a 
critical component of the transportation mitigation strategy due to the expected transit, 
vehicular, and pedestrian impacts. 

• Mitigate the impacts the WSBLE will have on access to parks and recreation 
opportunities. The South Lake Union neighborhood is home to many public parks and 
public spaces that are important for community well-being, mental health, cohesion, 
and enjoyment. Traffic and construction impacts will reduce access to these important 
parks, and the attendant impacts and mitigation measures must be disclosed in the FEIS. 

• Provide a mitigation plan to address event volumes and event demand for transit 
services in South Lake Union, especially as it relates to events at Seattle Center and 
Climate Pledge Arena. 
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• Prepare comprehensive detour plans and routes that minimize traffic effects. Provide 
additional information about wayfinding signage and messaging. Work with SDOT to 
ensure access is maintained to existing buildings and businesses, and consider allowing 
two-way movements on historically one-way streets for the construction period to 
minimize LOS impacts. 

• Where possible, avoid impacts to bike lanes and sidewalks. Where impacts are 
necessary, provide safe, accessible, direct, and well-lit detour routes with clear 
wayfinding signage. 

• Prepare a plan, including financial assistance and payment of full relocation costs in 
qualifying circumstances, to support businesses, non-profits, and residents negatively 
impacted by construction impacts. Expand the impact and mitigation analysis to include 
not just physically displaced businesses, non-profits, and residents but also businesses, 
non-profits, and residents that will experience de facto displacement due to the 
construction, traffic, and similar impacts. 

• Implement any other mitigation necessary to address direct and indirect WSBLE 
construction and operational impacts identified in the FEIS. 

 
 In summary, City Investors XXII LLC supports the Denny Station at Terry Avenue, instead 
of Westlake Avenue, and the South Lake Union Station at Harrison Street. The FEIS should 
further analyze this hybrid approach in a new preferred alternative, which will be a better 
outcome for the entire neighborhood. We appreciate your hard work and commitment to 
connecting our community through the WSBLE and look forward to continued engagement in 
this process. 
 
Sincerely, 

 
City Investors XXII LLC 
 
Ada M. Healey, Chief Real Estate Officer 
Vulcan LLC 
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April 26, 2022 
 
WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson Street 
Seattle, WA 98104-2826 
 

Via email to WSBLEDEIScomments@soundtransit.org 
 
Re: Comments on West Seattle and Ballard Link Extension Draft Environmental 

Impact Statement for Block 57 (300 Dexter) 
  
Dear Ms. Swift, 
 
 This comment letter is submitted on behalf of City Investors XXIX LLC in response to the 
West Seattle and Ballard Link Extension (the “WSBLE”) Draft Environmental Impact Statement 
(“DEIS”) published by Sound Transit.  

 
City Investors XXIX LLC looks forward to the expanded light rail network serving the 

region through the WSBLE. Since beginning operations in 2009, Link Light Rail has been a critical 
and positive asset in our region, improving access to the job centers that bolster our economy 
and connecting people and places in ways that only a few decades ago seemed unimaginable. 
The expansion through ST3 will further the economic and environmental benefits that come 
from a large integrated transit system, and we are excited by the positive outcomes that have 
been achieved upon the opening of each new segment in recent years. Sound Transit is now 
faced with the enormous and nearly impossible task to navigate the various alignment options 
and to hear the voices of Puget Sound citizens who will be impacted by this immense project. 
We appreciate the time and effort that have been invested thus far; however, crucial aspects of 
the WSBLE DEIS analysis must be modified, strengthened, and expanded upon in the Final 
Environmental Impact Statement (“FEIS”) to better inform stakeholders and the public about 
anticipated significant impacts resulting from the WSBLE and to inform route decisions. Based 
on the current iteration of the DEIS, City Investors XXIX LLC has numerous concerns regarding 
potential significant impacts to the South Lake Union neighborhood, especially surrounding 
transportation and transit access. 
 

South Lake Union is one of Seattle’s most important neighborhoods. It is a major 
employment center for more than 77,000 workers1, a vibrant residential district, a center for 
culture and recreation, and the location of Kenmore Air, an international seaplane airport. In 

1 Puget Sound Regional Council, covered employment estimate for South Lake Union Regional Center as of March 
2020. 
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addition to major tech companies, South Lake Union is home to thousands of scientists 
conducting life-saving research at multiple biotechnology firms including nonprofits like Fred 
Hutchinson Cancer Center, University of Washington School of Medicine, Allen Institute, and 
Institute for Systems Biology. Over the past two decades, South Lake Union’s population has 
grown to more than 20,0002 residents who live in 13,000 apartments and condominiums 
including more than 1,100 subsidized income- and rent-restricted homes. South Lake Union is 
also a major recreational and cultural center, home to the Museum of History and Industry 
(“MOHAI”) (with as many as 150,000 visitors annually), the 12-acre Lake Union Park, the Center 
for Wooden Boats, numerous marinas, and REI’s flagship store. Finally, the neighborhood is on 
the transportation route to highly populated neighborhoods to the north including Wallingford, 
Fremont, Eastlake, and the U-District. 

I. City Investors XXIX LLC owns property at 300 Dexter (the “Property”), which will be 
impacted by the WSBLE. 

 
 The Property is in advanced stages of entitlements and will receive its Master Use 
Permit (“MUP”) from the Seattle Department of Construction and Inspections (“SDCI”) under 
Project No. 3025418 in the next several months (the “Proposed Project”). The Proposed Project 
will develop 210,000 gross square feet in a 160-foot tower with approximately 206 parking 
stalls in a 50-foot-deep parking garage. See SDCI records on file under MUP No. 3025418. The 
Proposed Project is anticipated to be an office building, but the Design Review Board approved 
an alternative taller height to accommodate larger floor-to-floor heights in case a laboratory 
tenant occupies the building. Upon completion, it will support approximately 1,040 employees. 
 
 The DEIS noted the Proposed Project in Appendix K, but it does not accurately reflect 
the project status. Appendix K says the Proposed Project completed Early Design Guidance, 
which is true, but Appendix K does not include subsequent entitlement progress. The Proposed 
Project completed Early Design Guidance on November 2, 2016. Since that time, the Proposed 
Project has submitted its MUP application, completed MUP application correction cycles, and 
completed the recommendation phase of design review. See SDCI records on file under MUP 
No. 3025418. The final correction responses were submitted on April 2, 2022.  
 
 The Proposed Project intends to start construction in 2023 and complete construction in 
2025. Thus, the DEIS should account for the Proposed Project as an existing structure. 
Additionally, the Proposed Project means the site is not an appropriate candidate for 
construction staging, and Sound Transit should consider alternative options near the Harrison 
Street station. The DEIS should also acknowledge and analyze the possibility that the Proposed 
Project will include sensitive laboratory use. 
 

2 https://www.niche.com/places-to-live/n/south-lake-union-seattle-wa/ 
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II. The DEIS does not adequately consider, discuss, and address numerous potential 
WSBLE impacts. 

 
A. The transportation and traffic analysis fails to adequately disclose impacts of 

the DT-1 Westlake Avenue Station Alignment in South Lake Union. 
 
 South Lake Union is a unique, steadily growing neighborhood. Sound Transit must 
ensure the neighborhood’s transportation needs are addressed both by placing stations in 
locations that best serve local transportation and transit demands, and by minimizing negative 
transportation and transit impacts from construction of WSBLE tracks and stations. To 
understand the impacts of work proposed in the DEIS, City Investors XXIX LLC retained 
Transportation Engineering NorthWest to conduct an independent review of the DEIS. The 
review concluded the DEIS lacks adequate information about the full scale of these impacts 
during construction and as a final condition on the surrounding streets, intersections, and 
properties, and the DEIS provides very little information on necessary mitigation measures.  
 
 To better understand the assumptions in the DEIS transportation analysis and to 
understand the resulting impacts, we request that the following information be provided by 
Sound Transit for public review:  

• Synchro/analysis outputs at studied intersections 
• Detailed trip assignment of diverted traffic volumes and routing by 

segment/intersection (including bus routes and volumes) 
• Timing and sequencing of road closures, and overlapping road closures  
• Interim intersection and roadway channelization (including lane geometry and turn 

restrictions) 
• Detailed assessment of how emergency vehicle routes would be impacted by the 

planned closures during the construction period 
• Level of service (“LOS”) analysis results for the interim/during construction period in the 

Downtown Segment of the Ballard Link Extension 
 
As discussed in more detail below, the neighborhood would be best served by locating the 
Denny Station at Terry Avenue (the Alternative DT-2 alignment), instead of Westlake Avenue, 
and locating the South Lake Union Station at Harrison Street (the Alternative DT-1 alignment), 
rather than Mercer Street. City Investors XXIX LLC urges a full analysis of this hybrid approach in 
the FEIS. 
 

i. Impacts from Westlake Avenue closure during construction require 
further study. 

 
 Westlake Avenue is the main corridor into and through South Lake Union. Visitors, 
employees, and residents depend on it for direct access to South Lake Union’s residential and 
commercial uses. This corridor is a lifeblood to organizations located on Westlake Avenue, but 
also throughout the neighborhood. These businesses are only beginning to recover from the 
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economic harm caused by the global COVID-19 pandemic. Westlake Avenue is the 
neighborhood’s most direct connection to the Lake Union waterfront, terminating at Lake 
Union Park and connecting patrons to MOHAI and the Center for Wooden Boats.  
 
 In addition to serving the South Lake Union community, Westlake Avenue connects 
downtown to neighborhoods throughout the City of Seattle and the region. In Seattle, Westlake 
Avenue is the primary north-south transportation thoroughfare. It connects South Lake Union 
with Downtown and provides a key connection for people traveling from downtown to Seattle’s 
north neighborhoods, including Fremont, Wallingford, U-District and Ballard. Regionally, 
Westlake Avenue provides connections to Mercer Street and the I-5 on and off ramps and SR-
99. 
 
 For those who rely on transit, Westlake Avenue is a critical pathway for many bus routes 
and includes dedicated transit lanes to provide efficient and reliable transit service. South Lake 
Union is unique in that more employees in this neighborhood take transit to work than almost 
any other neighborhood in Seattle or the region. According to Commute Seattle, more than 
67% of employees arrive at work by a means other than single-occupancy vehicle trips. Many 
critical transit routes depend on Westlake Avenue. 
 
 Westlake Avenue also hosts the South Lake Union line of the Seattle Streetcar, providing 
convenient public transit access between South Lake Union, to the downtown retail core and all 
major transit connections, and in the coming years, to Pike Place Market, Pioneer Square, 
Chinatown-ID, First Hill, and Capitol Hill. Pre-pandemic, the South Lake Union line of the Seattle 
Streetcar alone carried more than 500,000 passengers per year3, and ridership is anticipated to 
grow exponentially with the connection of the two existing lines and completion of the Center 
City Connector. 
 
 The DEIS states that construction of the Denny Station under Alternative DT-1 would 
close segments of Westlake Avenue for at least four years and would include temporary 
closures to 7th Avenue, 8th Avenue, and Blanchard Street. The Transportation Technical Report 
(the “Transportation Report”) estimates that closures on Westlake Avenue would divert about 
900 to 1,100 vehicles per hour (in 2032 PM peak hour) to use Dexter Avenue and Fairview 
Avenue instead. DEIS Transportation Report, Table 4-56. According to Table 4-39 of the 
Transportation Report, portions of Westlake Avenue already operate at a LOS F. If Westlake 
Avenue closes, this congestion will make traffic in the surrounding street network much worse. 
Also, because Denny Way is where the grid shifts, there are few continuous arterials that 
connect from south of Denny Way to north of Denny Way making it very difficult to effectively 
detour transit routes that now use Westlake Avenue.  
 

3 Seattle Department of Transportation, 2020 Annual Streetcar Operating Report, October 2021. 
http://www.seattle.gov/documents/Departments/SDOT/Streetcar/2020_Streetcar_Operations_Report.pdf 
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 In addition, traffic diversions from 7th Avenue, 8th Avenue, and Blanchard Street may 
add additional traffic congestion on nearby streets, including Dexter Avenue, Fairview Avenue, 
and 6th Avenue. Extended closures of Westlake Avenue would increase congestion on nearby 
streets due to traffic diversions. Sidewalk closures would also be needed at several locations 
near the proposed station entrances, which could result in lane reductions to maintain safe 
pedestrian access. 
 
 With respect to the transit impacts, Table 3-37 of the Transportation Report indicates 
that construction of the Denny Station in Alternative DT-1 would impact up to 40 buses per 
hour on Westlake Avenue, including the Seattle Streetcar, RapidRide C, Route 40, and a future 
RapidRide route. By comparison, Terry Avenue is not part of any bus route, and therefore bus 
disruptions would only occur as part of any closure to Denny Way, which the DEIS estimates to 
be 9 months. Furthermore, the DEIS states that Seattle Streetcar impacts for Alternative DT-2 
could be circumvented by constructing one block of temporary streetcar tracks on Harrison 
Street to replace the existing streetcar tracks on Thomas Street. Maintaining uninterrupted 
Seattle Streetcar service will be particularly important during the interruptions to reliable bus 
routes during construction. Overall, these transit impacts are considerably less severe than 
those that result from the long-term closure of Westlake Avenue.  
 
 Given the continued importance of Westlake Avenue as a central thoroughfare serving 
South Lake Union, this closure is untenable for the neighborhood’s commercial and residential 
viability and for the other neighborhoods that depend on access through Westlake Avenue. 
Closing Westlake Avenue means displacing traffic onto adjacent streets that already suffer from 
low LOS grades and directional constraints. Closure will cause gridlock and the need for 
increased circulation and backtracking on side streets, leading to further LOS degradation and 
increased greenhouse gas emissions. It also means halting Seattle Streetcar service that is 
critical to meet the public transportation needs of the neighborhood, especially during a period 
of increased traffic congestion and bus route interruptions. The Seattle Streetcar should be 
used as a tool to help mitigate traffic impacts due to WSBLE, not suffer closures that will further 
exacerbate the inevitable gridlock.  
 
 It is critical to keep Westlake Avenue open to allow a central roadway, complete with a 
dedicated transit lane and uninterrupted Seattle Streetcar service, to access South Lake Union’s 
residential and commercial uses. 

 
To avoid closing Westlake Avenue and the associated harms such closure would bring, 

Sound Transit should select the Terry Avenue alignment for Denny Station. The Terry Avenue 
alignment in Alternative DT-2 allows for crucial traffic routes serving South Lake Union to 
remain open and keeps the Seattle Streetcar functioning. 
 

ii. Pedestrian and bike impacts of the Alternative DT-1 Westlake Avenue 
alignment operations and construction impacts for all alternatives must 
be analyzed in the FEIS. 
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 In conjunction with the additional transportation and transit analysis noted above, the 
DEIS must also further analyze pedestrian and bike impacts. The Terry Avenue alignment for 
Denny Station would be better for pedestrians, as compared to the Westlake Avenue 
alignment. Most community members will access Denny Station by walking or biking. DEIS 
Transportation Report, pgs. 6-40 and 6-41. However, under the Alternative DT-1 Westlake 
Avenue station location, pedestrians would be released into a Westlake Avenue crosswalk 
operating at LOS F, whereas the crosswalks serving the Alternative DT-2 Terry Avenue station 
location have “sufficient capacity to meet demand” for pedestrians. DEIS Transportation 
Report, pg. 6-41. The FEIS should further study the potential safety and traffic impacts 
associated with pedestrians using a crosswalk operating at LOS F under the Alternative DT-1 
Westlake Avenue location for the Denny Station, particularly compared to the more favorable 
Terry Avenue pedestrian condition. 
 
 The FEIS must also include more detail and analysis concerning which sidewalks and bike 
lanes will be affected during construction of the WSBLE. As noted on pages 6-47 and 6-49 of the 
Transportation Report, it’s unclear whether certain sidewalks and bike lanes will be affected by 
WSBLE construction. Sidewalks and bike lanes are crucial to allow non-motorized traffic 
through South Lake Union. Closures or rerouting of these important multi-modal corridors will 
affect traffic patterns, demand for public transit, business displacement, and recreation 
opportunities, among other impacts. Analyzing these closures cannot “be coordinated with the 
City of Seattle in later phases of project development.” The Transportation Report, pg. N.1E-1. 
To understand the direct, indirect, and cumulative effects of the WSBLE, the FEIS must clarify 
and examine the potential effects should pedestrian and bike infrastructure be inaccessible. If 
not enough is known at this point, then the FEIS should analyze a worst-case analysis for 
sidewalk and bike lane closures that aligns with the identified roadway closures. 
 

B. Sound Transit should pursue the Alternative DT-1 Harrison Street alignment for 
South Lake Union Station to provide convenient, safe access for pedestrians, 
and limit impacts to Mercer Street. 

 
The South Lake Union Station should be placed in the location best situated to serve the 

local community and provide safe access points. As shown in Table 3-31 of the Transportation 
Report, the preferred Alternative DT-1 Harrison Street alignment of South Lake Union Station 
would garner nearly twice the ridership of the Alternative DT-2 Mercer Street alignment of the 
station. Furthermore, as discussed on pages 6-40 and 6-41 of the Transportation Report, while 
all crosswalks surrounding the Harrison Street station location have capacity to handle the 
anticipated increased pedestrian usage, the same is not true of the Mercer Street station 
location. The FEIS must further study the potential safety and traffic impacts associated with 
pedestrians using a crosswalk operating at LOS F under the Mercer Street alignment of the 
South Lake Union Station. 
 
 Traffic considerations also support a Harrison Street alignment of South Lake Union 
Station. Mercer Street is a heavily traveled roadway, generating between 18,100 and 35,000 
trips per day. DEIS Transportation Report, pg. 4-79. It is the primary connection to I-5 from 
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Seattle’s westside neighborhoods. Despite this, Alternative DT-2 would lead to lane closures on 
Mercer Street, negatively affecting congestion and access to and from South Lake Union, I-5, 
and the region more broadly. The FEIS should further study and consider the cumulative 
impacts on traffic, including pedestrian traffic and pedestrian safety, should portions of Mercer 
Street be closed during construction. 
 
 While an alignment on Harrison Street is preferred to Mercer Street for the reasons 
listed above, the DEIS does not provide sufficient information on construction impacts to traffic, 
noise, vibration, or timing with regards to Harrison Street closures. The DEIS states that 
construction of the South Lake Union Station under Alternative DT-1 will partially or fully close 
Harrison Street between 6th Avenue and 8th Avenue for varying periods ranging from 1.5 years 
to 4 years. These closures impact access to properties throughout the neighborhood and will 
increase congestion on nearby streets due to traffic diversion. Sidewalk closures would also be 
needed at several locations near the proposed station entrances, which could result in lane 
reductions to maintain pedestrian access. The DEIS states that traffic would be diverted to 
parallel streets, likely John Street and Mercer Street, but does not provide adequate 
information on the ability of these streets to absorb this additional capacity. Should Harrison 
Street be closed, Sound Transit must ensure that comparable routes are available, and that 
access is maintained to SR-99.  
 
 To minimize impacts to the extent possible, more information is needed to understand 
how Sound Transit could minimize the geographic footprint of the South Lake Union Station 
construction area as well as minimize the time required for street closures. To the extent 
possible, Sound Transit should investigate alternative less disruptive construction approaches. 
  

C. The FEIS must consider business, non-profit, and residential displacement and 
impacts due to changes in traffic patterns and business accessibility. 

 
South Lake Union is home to a wide range of organizations, which will be affected by 

traffic impacts during and after WSBLE construction. These organizations range from our major 
employers to longtime fixtures of our Seattle community, such as MOHAI, community gathering 
spaces catering to music and cultural events, non-profits critical to supporting community 
members throughout the region, and small businesses who rely on foot traffic accessibility to 
survive. While the DEIS highlights and discusses organizations that will be affected where Sound 
Transit directly takes property, the DEIS fails to analyze how organizations will be affected 
where new traffic impacts affect access to their businesses and decrease foot traffic. See DEIS 
Sections 4.3.1.3.3 and 4.3.3.3.4.  

 
Displacement comes in many forms, and loss of patrons, and therefore revenue, due to 

the WSBLE impacts can result in non-profit and business closures in the same way as physical 
taking. Traffic impacts that make non-profits and businesses hard to reach and limit patronage 
will result in a de facto displacement of the non-profits and businesses. The mere ability to 
physically reach an organization does not mean the organizations will not be displaced due to 
the WSBLE. Furthermore, loss of businesses and other organizations also has an upstream 
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effect on building owners who rely on rent from commercial spaces. To fully understand how 
each alternative will affect the South Lake Union community, the FEIS must analyze business 
and non-profit displacements due to traffic and access impacts under the various alternatives. 
The FEIS must expand its displacement analysis to account for these indirect impacts in addition 
to direct physical business and non-profit displacements.  

 
In addition to business and non-profit uses, South Lake Union also supports a wide 

range of housing types, with over 20,000 Seattleites living in the neighborhood. The traffic 
impacts due to WSBLE will undoubtedly affect these community members, increasing commute 
times and complicating accessibility to their homes. Owners of residential buildings, too, will be 
affected, as prospective tenants may be wary to rent housing units in an area undergoing 
extensive construction and surrounded by traffic gridlock. Displacement of housing providers 
and challenged accessibility to housing by the community should likewise be analyzed in the 
FEIS under the various alternatives. 

 
This broadened displacement analysis will be particularly important if Westlake Avenue 

fully closes for four years between Denny Street and Seventh Avenue. The disruption to 
vehicles and pedestrians will ripple out from this critical closure, and businesses and non-profits 
along Westlake Avenue through South Lake Union and beyond will undoubtedly suffer. The 
WSBLE should make every effort to prevent and fully mitigate the harm caused by de facto 
displacements of businesses, non-profits, and residents from WSBLE construction. 

 
D. The FEIS must consider cumulative impacts due to pipeline projects and 

construction sequencing. 
  

i. The FEIS cumulative impact analysis must anticipate concurrent 
construction projects in South Lake Union. 

 
South Lake Union continues to grow and change, as evidenced by the many 

development projects underway or in the pipeline within the neighborhood. While the DEIS 
considered pipeline projects existing nearly a year ago in May 2021, new projects have been, 
and will continue to be, added to the pipeline. While many projects currently have permits or 
development plans in the public record, many more are still in the planning process, which will 
result in future permit applications in the months and years to come. These developments may 
require road, bike lane, and sidewalk closures that will exacerbate the effects of WSBLE 
construction. Though the DEIS explains the existing pipeline projects will be “completed or near 
completion before the WSBLE Project construction would begin,” there are and will continue to 
be new pipeline projects to consider. DEIS Transportation Technical Report, pg. 11-1. 

 
Given the amount of growth South Lake Union has and continues to experience, as well 

as the projections in the City of Seattle’s long-range planning documents, it is both likely and 
foreseeable there will be construction projects in the community that will, like the WSBLE 
Project, require road, bike lane, and/or sidewalk closures simultaneously with WSBLE 
construction. The FEIS must consider this probability as the FEIS more fully considers 
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cumulative impacts. The FEIS should account for future projects in anticipation of concurrent 
construction impacts with other developments by completing a survey of developable land and 
underutilized sites in South Lake Union and other neighborhoods along the WSBLE and then 
assume a certain percentage of these sites will develop during each year of WSBLE construction 
based on historic trends from the last five to seven-year real estate cycle. These informed 
assumptions should be incorporated into the cumulative impacts analysis in the FEIS. 

 
ii. The FEIS cumulative impact analysis must include details on construction 

sequencing. 
 
 The DEIS says, “except where noted, the sequencing of construction activities was not 
assessed for the Draft Environmental Impact Statement, and some of the impacts described in 
this section may occur simultaneously. Detailed construction planning, including sequencing, 
will be provided in later phases of the environmental analysis once project design is sufficiently 
advanced.” DEIS Transportation Technical Report, Pg. 4-114. The WSBLE’s cumulative impacts 
exist both in conjunction with non-WSBLE projects and with the construction sequencing of the 
WSBLE itself. To fully assess the cumulative impacts of the WSBLE, the FEIS must analyze when 
the various segments of the WSBLE will be built and how such construction sequencing will 
exacerbate these cumulative construction impacts. 
 
III. Additional alternatives and mitigation measures should be considered in the FEIS. 
 
 Based on the impacts identified above, the impacts identified in the DEIS, and the 
impacts that will be identified in the updated analysis in the FEIS, Sound Transit should consider 
additional alternatives and include the following mitigation measures in the FEIS. Given the 
informational inadequacies of the DEIS, note that this is in no way an exhaustive list of 
appropriate mitigation measures. 

• Study a hybrid alignment as a new preferred alternative that incorporates the Terry 
Avenue alignment for Denny Station and the Harrison Street alignment for South Lake 
Union Station. 

• Keep the Seattle Streetcar in uninterrupted operation. Analyze the Seattle Streetcar as a 
critical component of the transportation mitigation strategy due to the expected transit, 
vehicular, and pedestrian impacts. 

• Mitigate the impacts the WSBLE will have on access to parks and recreation 
opportunities. The South Lake Union neighborhood is home to many public parks and 
public spaces that are important for community well-being, mental health, cohesion, 
and enjoyment. Traffic and construction impacts will reduce access to these important 
parks, and the attendant impacts and mitigation measures must be disclosed in the FEIS. 

• Provide a mitigation plan to address event volumes and event demand for transit 
services in South Lake Union, especially as it relates to events at Seattle Center and 
Climate Pledge Arena. 
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• Prepare comprehensive detour plans and routes that minimize traffic effects. Provide 
additional information about wayfinding signage and messaging. Work with SDOT to 
ensure access is maintained to existing buildings and businesses, and consider allowing 
two-way movements on historically one-way streets for the construction period to 
minimize LOS impacts. 

• Where possible, avoid impacts to bike lanes and sidewalks. Where impacts are 
necessary, provide safe, accessible, direct, and well-lit detour routes with clear 
wayfinding signage. 

• Prepare a plan, including financial assistance and payment of full relocation costs in 
qualifying circumstances, to support businesses, non-profits, and residents negatively 
impacted by construction impacts. Expand the impact and mitigation analysis to include 
not just physically displaced businesses, non-profits, and residents but also businesses, 
non-profits, and residents that will experience de facto displacement due to the 
construction, traffic, and similar impacts. 

• Implement any other mitigation necessary to address direct and indirect WSBLE 
construction and operational impacts identified in the FEIS. 

 
 In summary, City Investors XXIX LLC supports the Denny Station at Terry Avenue, instead 
of Westlake Avenue, and the South Lake Union Station at Harrison Street. The FEIS should 
further analyze this hybrid approach in a new preferred alternative, which will be a better 
outcome for the entire neighborhood. We appreciate your hard work and commitment to 
connecting our community through the WSBLE and look forward to continued engagement in 
this process. 
 
Sincerely, 

 
City Investors XXIX LLC 
 
Ada M. Healey, Chief Real Estate Officer 
Vulcan LLC 
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April 26, 2022 
 
WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson Street 
Seattle, WA 98104-2826 
 

Via email to WSBLEDEIScomments@soundtransit.org 
 
Re: Comments on West Seattle and Ballard Link Extension Draft Environmental 

Impact Statement for Block 41 (230 Westlake Avenue N) and Block 48a (2211 Westlake Avenue 
N) 
  
Dear Ms. Swift, 
 
 This comment letter is submitted on behalf of City Investors XV L.L.C. and City Investors 
IV LLC (collectively, the “Owners”) in response to the West Seattle and Ballard Link Extension 
(the “WSBLE”) Draft Environmental Impact Statement (“DEIS”) published by Sound Transit.  
 
 The Owners looks forward to the expanded light rail network serving the region through 
the WSBLE. Since beginning operations in 2009, Link Light Rail has been a critical and positive 
asset in our region, improving access to the job centers that bolster our economy and 
connecting people and places in ways that only a few decades ago seemed unimaginable. The 
expansion through ST3 will further the economic and environmental benefits that come from a 
large integrated transit system, and we are excited by the positive outcomes that have been 
achieved upon the opening of each new segment in recent years. Sound Transit is now faced 
with the enormous and nearly impossible task to navigate the various alignment options and to 
hear the voices of Puget Sound citizens who will be impacted by this immense project. We 
appreciate the time and effort that have been invested thus far; however, crucial aspects of the 
WSBLE DEIS analysis must be modified, strengthened, and expanded upon in the Final 
Environmental Impact Statement (“FEIS”) to better inform stakeholders and the public about 
anticipated significant impacts resulting from the WSBLE and to inform route decisions. 
 
I. WSBLE Impacts to properties identified to support the Denny Station. 
 
 City Investors XV L.L.C. owns property located at 230 Westlake Avenue N (referred to as 
“Block 41”). City Investors IV LLC owns property located at 2211 Westlake Avenue N (referred 
to as “Block 48a”) (collectively, the “Properties”). Block 41 is currently used for surface parking 
and is zoned SM-SLU 175/85-280 with a maximum residential height limit of 280 feet and a 
maximum floor area ratio (“FAR”) of 8 for nonresidential uses. Block 48a is currently landscaped 
and is zoned DMC 240/290-440 with a maximum residential height limit of 440 feet and a 
maximum FAR of 8 for nonresidential uses. 
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 The Properties both received Letters of Impact from Sound Transit for the Denny 
Station. Block 41 would be required for the Alternative DT-2 Terry Avenue station, and Block 
48a would be required for the Alternative DT-1 Westlake Avenue station. As discussed in more 
detail below, the Owners strongly support the Alternative DT-2 Terry Avenue station alignment 
for the Denny Station. Due to the significant impacts associated with the Alternative DT-1 
Westlake Avenue station, the Owners strongly oppose the Alternative DT-1 Westlake Avenue 
station alignment and do not support the taking of Block 48a to facilitate this station location. 
City Investors XV L.L.C. would be willing to work collaboratively with Sound Transit to facilitate 
an acquisition of Block 41 if it would support the Alternative DT-2 Terry Avenue station. 
 
II. The transportation and traffic analysis fails to adequately disclose impacts of the DT-1 

Westlake Avenue Station Alignment in South Lake Union. 
 
 South Lake Union is a unique, steadily growing neighborhood. Sound Transit must 
ensure the neighborhood’s transportation needs are addressed both by placing stations in 
locations that best serve local transportation and transit demands, and by minimizing negative 
transportation and transit impacts from construction of WSBLE tracks and stations. To 
understand the impacts of work proposed in the DEIS, the Owners retained Transportation 
Engineering NorthWest to conduct an independent review of the DEIS. The review concluded 
the DEIS lacks adequate information about the full scale of these impacts during construction 
and as a final condition on the surrounding streets, intersections, and properties, and the DEIS 
provides very little information on necessary mitigation measures.  
 
 To better understand the assumptions in the DEIS transportation analysis and to 
understand the resulting impacts, we request that the following information be provided by 
Sound Transit for public review:  

• Synchro/analysis outputs at studied intersections 
• Detailed trip assignment of diverted traffic volumes and routing by 

segment/intersection (including bus routes and volumes) 
• Timing and sequencing of road closures, and overlapping road closures  
• Interim intersection and roadway channelization (including lane geometry and turn 

restrictions) 
• Detailed assessment of how emergency vehicle routes would be impacted by the 

planned closures during the construction period 
• Level of service (“LOS”) analysis results for the interim/during construction period in the 

Downtown Segment of the Ballard Link Extension 
 
As discussed in more detail below, the neighborhood would be best served by locating the 
Denny Station at Terry Avenue (the Alternative DT-2 alignment), instead of Westlake Avenue, 
and locating the South Lake Union Station at Harrison Street (the Alternative DT-1 alignment), 
rather than Mercer Street. The Owners urge a full analysis of this hybrid approach in the FEIS, 
and look forward to discussing a disposition of Block 41 to facilitate Denny Station at Terry 
Avenue. 
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A. Impacts from Westlake Avenue closure during construction require 

further study. 
 
 Westlake Avenue is the main corridor into and through South Lake Union. Visitors, 
employees, and residents depend on it for direct access to South Lake Union’s residential and 
commercial uses. This corridor is a lifeblood to organizations located on Westlake Avenue, but 
also throughout the neighborhood. These businesses are only beginning to recover from the 
economic harm caused by the global COVID-19 pandemic. Westlake Avenue is the 
neighborhood’s most direct connection to the Lake Union waterfront, terminating at Lake 
Union Park and connecting patrons to MOHAI and the Center for Wooden Boats.  
 
 In addition to serving the South Lake Union community, Westlake Avenue connects 
downtown to neighborhoods throughout the City of Seattle and the region. In Seattle, Westlake 
Avenue is the primary north-south transportation thoroughfare. It connects South Lake Union 
with Downtown and provides a key connection for people traveling from downtown to Seattle’s 
north neighborhoods, including Fremont, Wallingford, U-District and Ballard. Regionally, 
Westlake Avenue provides connections to Mercer Street and the I-5 on and off ramps and SR-
99. 
 
 For those who rely on transit, Westlake Avenue is a critical pathway for many bus routes 
and includes dedicated transit lanes to provide efficient and reliable transit service. South Lake 
Union is unique in that more employees in this neighborhood take transit to work than almost 
any other neighborhood in Seattle or the region. According to Commute Seattle, more than 
67% of employees arrive at work by a means other than single-occupancy vehicle trips. Many 
critical transit routes depend on Westlake Avenue. 
 
 Westlake Avenue also hosts the South Lake Union line of the Seattle Streetcar, providing 
convenient public transit access between South Lake Union, to the downtown retail core and all 
major transit connections, and in the coming years, to Pike Place Market, Pioneer Square, 
Chinatown-ID, First Hill, and Capitol Hill. Pre-pandemic, the South Lake Union line of the Seattle 
Streetcar alone carried more than 500,000 passengers per year1, and ridership is anticipated to 
grow exponentially with the connection of the two existing lines and completion of the Center 
City Connector. 
 
 The DEIS states that construction of the Denny Station under Alternative DT-1 would 
close segments of Westlake Avenue for at least four years and would include temporary 
closures to 7th Avenue, 8th Avenue, and Blanchard Street. The Transportation Technical Report 
(the “Transportation Report”) estimates that closures on Westlake Avenue would divert about 
900 to 1,100 vehicles per hour (in 2032 PM peak hour) to use Dexter Avenue and Fairview 

1 Seattle Department of Transportation, 2020 Annual Streetcar Operating Report, October 2021. 
http://www.seattle.gov/documents/Departments/SDOT/Streetcar/2020_Streetcar_Operations_Report.pdf 

Blocks 41 and 48a - WSBLE DEIS Comment Letter Page 3



Avenue instead. DEIS Transportation Report, Table 4-56. According to Table 4-39 of the 
Transportation Report, portions of Westlake Avenue already operate at a LOS F. If Westlake 
Avenue closes, this congestion will make traffic in the surrounding street network much worse. 
Also, because Denny Way is where the grid shifts, there are few continuous arterials that 
connect from south of Denny Way to north of Denny Way making it very difficult to effectively 
detour transit routes that now use Westlake Avenue. 
 
 In addition, traffic diversions from 7th Avenue, 8th Avenue, and Blanchard Street may 
add additional traffic congestion on nearby streets, including Dexter Avenue, Fairview Avenue, 
and 6th Avenue. Extended closures of Westlake Avenue would increase congestion on nearby 
streets due to traffic diversions. Sidewalk closures would also be needed at several locations 
near the proposed station entrances, which could result in lane reductions to maintain safe 
pedestrian access. 
 
 With respect to the transit impacts, Table 3-37 of the Transportation Report indicates 
that construction of the Denny Station in Alternative DT-1 would impact up to 40 buses per 
hour on Westlake Avenue, including the Seattle Streetcar, RapidRide C, Route 40, and a future 
RapidRide route. By comparison, Terry Avenue is not part of any bus route, and therefore bus 
disruptions would only occur as part of any closure to Denny Way, which the DEIS estimates to 
be 9 months. Furthermore, the DEIS states that Seattle Streetcar impacts for Alternative DT-2 
could be circumvented by constructing one block of temporary streetcar tracks on Harrison 
Street to replace the existing streetcar tracks on Thomas Street. Maintaining uninterrupted 
Seattle Streetcar service will be particularly important during the interruptions to reliable bus 
routes during construction. Overall, these transit impacts are considerably less severe than 
those that result from the long-term closure of Westlake Avenue.  
 
 Given the continued importance of Westlake Avenue as a central thoroughfare serving 
South Lake Union, this closure is untenable for the neighborhood’s commercial and residential 
viability and for the other neighborhoods that depend on access through Westlake Avenue. 
Closing Westlake Avenue means displacing traffic onto adjacent streets that already suffer from 
low LOS grades and directional constraints. Closure will cause gridlock and the need for 
increased circulation and backtracking on side streets, leading to further LOS degradation and 
increased greenhouse gas emissions. It also means halting Seattle Streetcar service that is 
critical to meet the public transportation needs of the neighborhood, especially during a period 
of increased traffic congestion and bus route interruptions. The Seattle Streetcar should be 
used as a tool to help mitigate traffic impacts due to WSBLE, not suffer closures that will further 
exacerbate the inevitable gridlock.  
 
 It is critical to keep Westlake Avenue open to allow a central roadway, complete with a 
dedicated transit lane and uninterrupted Seattle Streetcar service, to access South Lake Union’s 
residential and commercial uses. 

 
To avoid closing Westlake Avenue and the associated harms such closure would bring, 

Sound Transit should select the Terry Avenue alignment for Denny Station. The Terry Avenue 
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alignment in Alternative DT-2 allows for crucial traffic routes serving South Lake Union to 
remain open and keeps the Seattle Streetcar functioning. 
 

B. Pedestrian and bike impacts of the Alternative DT-1 Westlake Avenue 
alignment operations and construction impacts for all alternatives must 
be analyzed in the FEIS. 

 
 In conjunction with the additional transportation and transit analysis noted above, the 
DEIS must also further analyze pedestrian and bike impacts. The Terry Avenue alignment for 
Denny Station would be better for pedestrians, as compared to the Westlake Avenue 
alignment. Most community members will access Denny Station by walking or biking. DEIS 
Transportation Report, pgs. 6-40 and 6-41. However, under the Alternative DT-1 Westlake 
Avenue station location, pedestrians would be released into a Westlake Avenue crosswalk 
operating at LOS F, whereas the crosswalks serving the Alternative DT-2 Terry Avenue station 
location have “sufficient capacity to meet demand” for pedestrians. DEIS Transportation 
Report, pg. 6-41. The FEIS should further study the potential safety and traffic impacts 
associated with pedestrians using a crosswalk operating at LOS F under the Alternative DT-1 
Westlake Avenue location for the Denny Station, particularly compared to the more favorable 
Terry Avenue pedestrian condition. 
 
III. Additional alternatives and mitigation measures should be considered in the FEIS. 
 
 Based on the impacts identified above, the impacts identified in the DEIS, and the 
impacts that will be identified in the updated analysis in the FEIS, Sound Transit should consider 
additional alternatives and include the following mitigation measures in the FEIS. Given the 
informational inadequacies of the DEIS, note that this is in no way an exhaustive list of 
appropriate mitigation measures. 

• Study a hybrid alignment as a new preferred alternative that incorporates the Terry 
Avenue alignment for Denny Station and the Harrison Street alignment for South Lake 
Union Station. 

• Keep the Seattle Streetcar in uninterrupted operation. Analyze the Seattle Streetcar as a 
critical component of the transportation mitigation strategy due to the expected transit, 
vehicular, and pedestrian impacts. 

• Prepare comprehensive detour plans and routes that minimize traffic effects. Provide 
additional information about wayfinding signage and messaging. Work with SDOT to 
ensure access is maintained to existing buildings and businesses, and consider allowing 
two-way movements on historically one-way streets for the construction period to 
minimize LOS impacts. 

• Where possible, avoid impacts to bike lanes and sidewalks. Where impacts are 
necessary, provide safe, accessible, direct, and well-lit detour routes with clear 
wayfinding signage. 
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• Implement any other mitigation necessary to address direct and indirect WSBLE 
construction and operational impacts identified in the FEIS. 

 
 In summary, the Owners support the Denny Station at Terry Avenue, instead of 
Westlake Avenue, and the South Lake Union Station at Harrison Street. The FEIS should further 
analyze this hybrid approach in a new preferred alternative, which will be a better outcome for 
the entire neighborhood. We look forward to engaging with Sound Transit to discuss the 
acquisition of Block 41 to support Denny Station at Terry Avenue instead of Westlake Avenue. 
 
Sincerely, 

 
City Investors XV L.L.C. and City Investors IV LLC 
 
Ada M. Healey, Chief Real Estate Officer 
Vulcan LLC 
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April 26, 2022 
 
WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson Street 
Seattle, WA 98104-2826 
 

Via email to WSBLEDEIScomments@soundtransit.org 
 
Re: Comments on West Seattle and Ballard Link Extension Draft Environmental 

Impact Statement for South Lake Union Properties 
  
Dear Ms. Swift, 
 
 This comment letter is submitted on behalf of an affiliated ownership group 
(“Ownership Group”) in response to the West Seattle and Ballard Link Extension (the “WSBLE”) 
Draft Environmental Impact Statement (“DEIS”) published by Sound Transit.  

 
The Ownership Group looks forward to the expanded light rail network serving the 

region through the WSBLE. Since beginning operations in 2009, Link Light Rail has been a critical 
and positive asset in our region, improving access to the job centers that bolster our economy 
and connecting people and places in ways that only a few decades ago seemed unimaginable. 
The expansion through ST3 will further the economic and environmental benefits that come 
from a large integrated transit system, and we are excited by the positive outcomes that have 
been achieved upon the opening of each new segment in recent years. Sound Transit is now 
faced with the enormous and nearly impossible task to navigate the various alignment options 
and to hear the voices of Puget Sound citizens who will be impacted by this immense project. 
We appreciate the time and effort that have been invested thus far; however, crucial aspects of 
the WSBLE DEIS analysis must be modified, strengthened, and expanded upon in the Final 
Environmental Impact Statement (“FEIS”) to better inform stakeholders and the public about 
anticipated significant impacts resulting from the WSBLE and to inform route decisions. Based 
on the current iteration of the DEIS, the Ownership Group has numerous concerns regarding 
potential significant impacts to the South Lake Union neighborhood, especially surrounding 
transportation and transit access. 
 

South Lake Union is one of Seattle’s most important neighborhoods. It is a major 
employment center for more than 77,000 workers1, a vibrant residential district, a center for 
culture and recreation, and the location of Kenmore Air, an international seaplane airport. In 

1 Puget Sound Regional Council, covered employment estimate for South Lake Union Regional Center as of March 
2020. 

SLU Properties - WSBLE DEIS Comment Letter Page 1



addition to major tech companies, South Lake Union is home to thousands of scientists 
conducting life-saving research at multiple biotechnology firms including nonprofits like Fred 
Hutchinson Cancer Center, University of Washington School of Medicine, Allen Institute, and 
Institute for Systems Biology. Over the past two decades, South Lake Union’s population has 
grown to more than 20,0002 residents who live in 13,000 apartments and condominiums 
including more than 1,100 subsidized income- and rent-restricted homes. South Lake Union is 
also a major recreational and cultural center, home to the Museum of History and Industry 
(“MOHAI”) (with as many as 150,000 visitors annually), the 12-acre Lake Union Park, the Center 
for Wooden Boats, numerous marinas, and REI’s flagship store. Finally, the neighborhood is on 
the transportation route to highly populated neighborhoods to the north including Wallingford, 
Fremont, Eastlake, and the U-District. 

I. The Ownership Group owns property throughout South Lake Union (the “Properties”), 
which will be impacted by the WSBLE. 

 
 The Properties are located throughout South Lake Union as depicted on the following 
map with ownership entity, address, use, and approximate number of residents and/or 
employees noted on the chart following the map. 
 

2 https://www.niche.com/places-to-live/n/south-lake-union-seattle-wa/ 
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Site Name Address Owner Use Approximate 
Residents/Employees 

Status 

Sitka 1255 
Harrison 
Street  

City 
Investors 
XXIV L.L.C. 

Residential - 
384 units 

580 residents Built 

Helm 602 Terry 
Avenue N 

Lakefront 
Investors 1 
LLC 

Residential - 
79 units 

140 residents Built 

Mera 630 Boren 
Avenue N 

Lakefront 
Investors 2 
LLC 

Residential - 
70 units 

130 residents Built 

Block 38 520 
Westlake 
Ave N 

City 
Investors IX 
L.L.C. 

Office and 
retail - 
347,000 
rentable sf 

1,740 employees Built 
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Block 18 210 Minor 
Ave N 

City 
Investors 
XCII L.L.C. 

Residential - 
118 units 

180 residents In 
permitting 

Block 37 630 
Westlake 
Avenue N 

City 
Investors XI 
L.L.C. 

Laboratory, 
office, and 
retail - 
328,000 
rentable sf 

1,640 employees In 
permitting 

Block 77 700 
Westlake 
Avenue N 

City 
Investors 
XXX LLC 

Laboratory, 
office, and 
retail - 
200,000 
rentable sf 

1,000 employees Future 
project 

Block 79 701-753 9th 
Avenue N  

Block 79 LLC Laboratory, 
office, and 
retail - 
476,000 
rentable sf 

2,380 employees Future 
project 

Block 59 500 Aurora 
Avenue N, 
501 Dexter 
Avenue N, 
525 Dexter 
Avenue N 

City 
Investors XX 
L.L.C. 

Residential - 
108 units 

160 residents Future 
project 

Block 63 700 Denny 
Way, 113 
Dexter 
Avenue N 

City 
Investors XV 
L.L.C. 

Laboratory, 
office, and 
retail - 
282,000 
rentable sf 

1,410 employees Future 
project 

Lake 
Union 
Piers 
(east and 
west) 

901 
Fairview 
Ave N and 
809 
Fairview 
Ave N 

City 
Investors 
XIV L.L.C. 

Commercial 
and retail: 
59,460 
rentable sf 
combined 

300 employees  Built 
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Some of the Properties are developed with residential, office, retail, and parking uses, and 
already have residential and/or commercial tenants. Many of the Properties are pending 
redevelopment either in active permitting or with anticipated pipeline redevelopment.  
 
 With Properties spread out across the South Lake Union neighborhood, the Ownership 
Group looks forward to expanded light rail service through the WSBLE. However, the 
Ownership Group is concerned about the impact to accessibility, transportation, retail vibrancy, 
pedestrian safety, and the availability of amenities, particularly during the WSBLE construction. 
This letter is submitted on behalf of the Properties and expresses general, collective feedback 
about impacts in South Lake Union. Separate letters will be submitted for other properties, 
outside this list, with site-specific considerations. 
 
II. The DEIS does not adequately consider, discuss, and address numerous potential 

WSBLE impacts. 
 

A. The transportation and traffic analysis fails to adequately disclose impacts of 
the DT-1 Westlake Avenue Station Alignment in South Lake Union. 

 
 South Lake Union is a unique, steadily growing neighborhood. Sound Transit must 
ensure the neighborhood’s transportation needs are addressed both by placing stations in 
locations that best serve local transportation and transit demands, and by minimizing negative 
transportation and transit impacts from construction of WSBLE tracks and stations. To 
understand the impacts of work proposed in the DEIS, the Ownership Group retained 
Transportation Engineering NorthWest to conduct an independent review of the DEIS. The 
review concluded the DEIS lacks adequate information about the full scale of these impacts 
during construction and as a final condition on the surrounding streets, intersections, and 
properties, and the DEIS provides very little information on necessary mitigation measures.  
 
 To better understand the assumptions in the DEIS transportation analysis and to 
understand the resulting impacts, we request that the following information be provided by 
Sound Transit for public review:  

• Synchro/analysis outputs at studied intersections 
• Detailed trip assignment of diverted traffic volumes and routing by 

segment/intersection (including bus routes and volumes) 
• Timing and sequencing of road closures, and overlapping road closures  
• Interim intersection and roadway channelization (including lane geometry and turn 

restrictions) 
• Detailed assessment of how emergency vehicle routes would be impacted by the 

planned closures during the construction period 
• Level of service (“LOS”) analysis results for the interim/during construction period in the 

Downtown Segment of the Ballard Link Extension 
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As discussed in more detail below, the neighborhood would be best served by locating the 
Denny Station at Terry Avenue (the Alternative DT-2 alignment), instead of Westlake Avenue, 
and locating the South Lake Union Station at Harrison Street (the Alternative DT-1 alignment), 
rather than Mercer Street. The Ownership Group urges a full analysis of this hybrid approach in 
the FEIS. 
 

i. Impacts from Westlake Avenue closure during construction require 
further study. 

 
 Westlake Avenue is the main corridor into and through South Lake Union. Visitors, 
employees, and residents depend on it for direct access to South Lake Union’s residential and 
commercial uses. This corridor is a lifeblood to organizations located on Westlake Avenue, but 
also throughout the neighborhood. These businesses are only beginning to recover from the 
economic harm caused by the global COVID-19 pandemic. Westlake Avenue is the 
neighborhood’s most direct connection to the Lake Union waterfront, terminating at Lake 
Union Park and connecting patrons to MOHAI and the Center for Wooden Boats.  
 
 In addition to serving the South Lake Union community, Westlake Avenue connects 
downtown to neighborhoods throughout the City of Seattle and the region. In Seattle, Westlake 
Avenue is the primary north-south transportation thoroughfare. It connects South Lake Union 
with Downtown and provides a key connection for people traveling from downtown to Seattle’s 
north neighborhoods, including Fremont, Wallingford, U-District and Ballard. Regionally, 
Westlake Avenue provides connections to Mercer Street and the I-5 on and off ramps and SR-
99. 
 
 For those who rely on transit, Westlake Avenue is a critical pathway for many bus routes 
and includes dedicated transit lanes to provide efficient and reliable transit service. South Lake 
Union is unique in that more employees in this neighborhood take transit to work than almost 
any other neighborhood in Seattle or the region. According to Commute Seattle, more than 
67% of employees arrive at work by a means other than single-occupancy vehicle trips. Many 
critical transit routes depend on Westlake Avenue. 
 
 Westlake Avenue also hosts the South Lake Union line of the Seattle Streetcar, providing 
convenient public transit access between South Lake Union, to the downtown retail core and all 
major transit connections, and in the coming years, to Pike Place Market, Pioneer Square, 
Chinatown-ID, First Hill, and Capitol Hill. Pre-pandemic, the South Lake Union line of the Seattle 
Streetcar alone carried more than 500,000 passengers per year3, and ridership is anticipated to 
grow exponentially with the connection of the two existing lines and completion of the Center 
City Connector. 
 

3 Seattle Department of Transportation, 2020 Annual Streetcar Operating Report, October 2021. 
http://www.seattle.gov/documents/Departments/SDOT/Streetcar/2020_Streetcar_Operations_Report.pdf 
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 The DEIS states that construction of the Denny Station under Alternative DT-1 would 
close segments of Westlake Avenue for at least four years and would include temporary 
closures to 7th Avenue, 8th Avenue, and Blanchard Street. The Transportation Technical Report 
(the “Transportation Report”) estimates that closures on Westlake Avenue would divert about 
900 to 1,100 vehicles per hour (in 2032 PM peak hour) to use Dexter Avenue and Fairview 
Avenue instead. DEIS Transportation Report, Table 4-56. According to Table 4-39 of the 
Transportation Report, portions of Westlake Avenue already operate at a LOS F. If Westlake 
Avenue closes, this congestion will make traffic in the surrounding street network much worse. 
Also, because Denny Way is where the grid shifts, there are few continuous arterials that 
connect from south of Denny Way to north of Denny Way making it very difficult to effectively 
detour transit routes that now use Westlake Avenue. 
 
 In addition, traffic diversions from 7th Avenue, 8th Avenue, and Blanchard Street may 
add additional traffic congestion on nearby streets, including Dexter Avenue, Fairview Avenue, 
and 6th Avenue. Extended closures of Westlake Avenue would increase congestion on nearby 
streets due to traffic diversions. Sidewalk closures would also be needed at several locations 
near the proposed station entrances, which could result in lane reductions to maintain safe 
pedestrian access. 
 
 With respect to the transit impacts, Table 3-37 of the Transportation Report indicates 
that construction of the Denny Station in Alternative DT-1 would impact up to 40 buses per 
hour on Westlake Avenue, including the Seattle Streetcar, RapidRide C, Route 40, and a future 
RapidRide route. By comparison, Terry Avenue is not part of any bus route, and therefore bus 
disruptions would only occur as part of any closure to Denny Way, which the DEIS estimates to 
be 9 months. Furthermore, the DEIS states that Seattle Streetcar impacts for Alternative DT-2 
could be circumvented by constructing one block of temporary streetcar tracks on Harrison 
Street to replace the existing streetcar tracks on Thomas Street. Maintaining uninterrupted 
Seattle Streetcar service will be particularly important during the interruptions to reliable bus 
routes during construction. Overall, these transit impacts are considerably less severe than 
those that result from the long-term closure of Westlake Avenue.  
 
 Given the continued importance of Westlake Avenue as a central thoroughfare serving 
South Lake Union, this closure is untenable for the neighborhood’s commercial and residential 
viability and for the other neighborhoods that depend on access through Westlake Avenue. 
Closing Westlake Avenue means displacing traffic onto adjacent streets that already suffer from 
low LOS grades and directional constraints. Closure will cause gridlock and the need for 
increased circulation and backtracking on side streets, leading to further LOS degradation and 
increased greenhouse gas emissions. It also means halting Seattle Streetcar service that is 
critical to meet the public transportation needs of the neighborhood, especially during a period 
of increased traffic congestion and bus route interruptions. The Seattle Streetcar should be 
used as a tool to help mitigate traffic impacts due to WSBLE, not suffer closures that will further 
exacerbate the inevitable gridlock.  
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 It is critical to keep Westlake Avenue open to allow a central roadway, complete with a 
dedicated transit lane and uninterrupted Seattle Streetcar service, to access South Lake Union’s 
residential and commercial uses. 

 
To avoid closing Westlake Avenue and the associated harms such closure would bring, 

Sound Transit should select the Terry Avenue alignment for Denny Station. The Terry Avenue 
alignment in Alternative DT-2 allows for crucial traffic routes serving South Lake Union to 
remain open and keeps the Seattle Streetcar functioning. 
 

ii. Pedestrian and bike impacts of the Alternative DT-1 Westlake Avenue 
alignment operations and construction impacts for all alternatives must 
be analyzed in the FEIS. 

 
 In conjunction with the additional transportation and transit analysis noted above, the 
DEIS must also further analyze pedestrian and bike impacts. The Terry Avenue alignment for 
Denny Station would be better for pedestrians, as compared to the Westlake Avenue 
alignment. Most community members will access Denny Station by walking or biking. DEIS 
Transportation Report, pgs. 6-40 and 6-41. However, under the Alternative DT-1 Westlake 
Avenue station location, pedestrians would be released into a Westlake Avenue crosswalk 
operating at LOS F, whereas the crosswalks serving the Alternative DT-2 Terry Avenue station 
location have “sufficient capacity to meet demand” for pedestrians. DEIS Transportation 
Report, pg. 6-41. The FEIS should further study the potential safety and traffic impacts 
associated with pedestrians using a crosswalk operating at LOS F under the Alternative DT-1 
Westlake Avenue location for the Denny Station, particularly compared to the more favorable 
Terry Avenue pedestrian condition. 
 
 The FEIS must also include more detail and analysis concerning which sidewalks and bike 
lanes will be affected during construction of the WSBLE. As noted on pages 6-47 and 6-49 of the 
Transportation Report, it’s unclear whether certain sidewalks and bike lanes will be affected by 
WSBLE construction. Sidewalks and bike lanes are crucial to allow non-motorized traffic 
through South Lake Union. Closures or rerouting of these important multi-modal corridors will 
affect traffic patterns, demand for public transit, business displacement, and recreation 
opportunities, among other impacts. Analyzing these closures cannot “be coordinated with the 
City of Seattle in later phases of project development.” The Transportation Report, pg. N.1E-1. 
To understand the direct, indirect, and cumulative effects of the WSBLE, the FEIS must clarify 
and examine the potential effects should pedestrian and bike infrastructure be inaccessible. If 
not enough is known at this point, then the FEIS should analyze a worst-case analysis for 
sidewalk and bike lane closures that aligns with the identified roadway closures. 
 

B. Sound Transit should pursue the Alternative DT-1 Harrison Street alignment for 
South Lake Union Station to provide convenient, safe access for pedestrians, 
and limit impacts to Mercer Street. 
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The South Lake Union Station should be placed in the location best situated to serve the 
local community and provide safe access points. As shown in Table 3-31 of the Transportation 
Report, the preferred Alternative DT-1 Harrison Street alignment of South Lake Union Station 
would garner nearly twice the ridership of the Alternative DT-2 Mercer Street alignment of the 
station. Furthermore, as discussed on pages 6-40 and 6-41 of the Transportation Report, while 
all crosswalks surrounding the Harrison Street station location have capacity to handle the 
anticipated increased pedestrian usage, the same is not true of the Mercer Street station 
location. The FEIS must further study the potential safety and traffic impacts associated with 
pedestrians using a crosswalk operating at LOS F under the Mercer Street alignment of the 
South Lake Union Station. 
 
 Traffic considerations also support a Harrison Street alignment of South Lake Union 
Station. Mercer Street is a heavily traveled roadway, generating between 18,100 and 35,000 
trips per day. DEIS Transportation Report, pg. 4-79. It is the primary connection to I-5 from 
Seattle’s westside neighborhoods. Despite this, Alternative DT-2 would lead to lane closures on 
Mercer Street, negatively affecting congestion and access to and from South Lake Union, I-5, 
and the region more broadly. The FEIS should further study and consider the cumulative 
impacts on traffic, including pedestrian traffic and pedestrian safety, should portions of Mercer 
Street be closed during construction. 
 
 While an alignment on Harrison Street is preferred to Mercer Street for the reasons 
listed above, the DEIS does not provide sufficient information on construction impacts to traffic, 
noise, vibration, or timing with regards to Harrison Street closures. The DEIS states that 
construction of the South Lake Union Station under Alternative DT-1 will partially or fully close 
Harrison Street between 6th Avenue and 8th Avenue for varying periods ranging from 1.5 years 
to 4 years. These closures impact access to properties throughout the neighborhood and will 
increase congestion on nearby streets due to traffic diversion. Sidewalk closures would also be 
needed at several locations near the proposed station entrances which could result in lane 
reductions to maintain pedestrian access. The DEIS states that traffic would be different to 
parallel streets, likely John Street and Mercer Street, but does not provide adequate 
information on the ability of these streets to absorb this additional capacity. Should Harrison 
Street be closed, Sound Transit must ensure that comparable routes are prepared, and that 
access is maintained to SR-99.  
 
 To minimize impacts to the extent possible, more information is needed to understand 
how Sound Transit could minimize the geographic footprint of the South Lake Union Station 
construction area as well as minimize the time required for street closures. To the extent 
possible, Sound Transit should investigate alternative less disruptive construction approaches. 
  

C. The FEIS must consider business, non-profit, and residential displacement and 
impacts due to changes in traffic patterns and business accessibility. 

 
South Lake Union is home to a wide range of organizations, which will be affected by 

traffic impacts during and after WSBLE construction. These organizations range from our major 
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employers to longtime fixtures of our Seattle community, such as MOHAI, community gathering 
spaces catering to music and cultural events, non-profits critical to supporting community 
members throughout the region, and small businesses who rely on foot traffic accessibility to 
survive. While the DEIS highlights and discusses organizations that will be affected where Sound 
Transit directly takes property, the DEIS fails to analyze how organizations will be affected 
where new traffic impacts affect access to their businesses and decrease foot traffic. See DEIS 
Sections 4.3.1.3.3 and 4.3.3.3.4.  

 
Displacement comes in many forms, and loss of patrons, and therefore revenue, due to 

the WSBLE impacts can result in non-profit and business closures in the same way as physical 
taking. Traffic impacts that make non-profits and businesses hard to reach and limit patronage 
will result in a de facto displacement of the non-profits and businesses. The mere ability to 
physically reach an organization does not mean the organizations will not be displaced due to 
the WSBLE. Furthermore, loss of businesses and other organizations also has an upstream 
effect on building owners who rely on rent from commercial spaces. To fully understand how 
each alternative will affect the South Lake Union community, the FEIS must analyze business 
and non-profit displacements due to traffic and access impacts under the various alternatives. 
The FEIS must expand its displacement analysis to account for these indirect impacts in addition 
to direct physical business and non-profit displacements.  

 
In addition to business and non-profit uses, South Lake Union also supports a wide 

range of housing types, with over 20,000 Seattleites living in the neighborhood. The traffic 
impacts due to WSBLE will undoubtedly affect these community members, increasing commute 
times and complicating accessibility to their homes. Owners of residential buildings, too, will be 
affected, as prospective tenants may be wary to rent housing units in an area undergoing 
extensive construction and surrounded by traffic gridlock. Displacement of housing providers 
and challenged accessibility to housing by the community should likewise be analyzed in the 
FEIS under the various alternatives. 

 
This broadened displacement analysis will be particularly important if Westlake Avenue 

fully closes for four years between Denny Street and Seventh Avenue. The disruption to 
vehicles and pedestrians will ripple out from this critical closure, and businesses and non-profits 
along Westlake Avenue through South Lake Union and beyond will undoubtedly suffer. The 
WSBLE should make every effort to prevent and fully mitigate the harm caused by de facto 
displacements of businesses, non-profits, and residents from WSBLE construction. 

 
D. The FEIS must consider cumulative impacts due to pipeline projects and 

construction sequencing. 
  

i. The FEIS cumulative impact analysis must anticipate concurrent 
construction projects in South Lake Union. 

 
South Lake Union continues to grow and change, as evidenced by the many 

development projects underway or in the pipeline within the neighborhood. While the DEIS 
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considered pipeline projects existing nearly a year ago in May 2021, new projects have been, 
and will continue to be, added to the pipeline. While many projects currently have permits or 
development plans in the public record, many more are still in the planning process, which will 
result in future permit applications in the months and years to come. These developments may 
require road, bike lane, and sidewalk closures that will exacerbate the effects of WSBLE 
construction. Though the DEIS explains the existing pipeline projects will be “completed or near 
completion before the WSBLE Project construction would begin,” there are and will continue to 
be new pipeline projects to consider. DEIS Transportation Technical Report, pg. 11-1. 

 
Given the amount of growth South Lake Union has and continues to experience, as well 

as the projections in the City of Seattle’s long-range planning documents, it is both likely and 
foreseeable there will be construction projects in the community that will, like the WSBLE 
Project, require road, bike lane, and/or sidewalk closures simultaneously with WSBLE 
construction. The FEIS must consider this probability as the FEIS more fully considers 
cumulative impacts. The FEIS should account for future projects in anticipation of concurrent 
construction impacts with other developments by completing a survey of developable land and 
underutilized sites in South Lake Union and other neighborhoods along the WSBLE then 
assuming a certain percentage of these sites will develop during each year of WSBLE 
construction based on historic trends from the last five to seven-year real estate cycle. These 
informed assumptions should be incorporated into the cumulative impacts analysis in the FEIS. 

 
ii. The FEIS cumulative impact analysis must include details on construction 

sequencing. 
 
 The DEIS says, “except where noted, the sequencing of construction activities was not 
assessed for the Draft Environmental Impact Statement, and some of the impacts described in 
this section may occur simultaneously. Detailed construction planning, including sequencing, 
will be provided in later phases of the environmental analysis once project design is sufficiently 
advanced.” DEIS Transportation Technical Report, Pg. 4-114. The WSBLE’s cumulative impacts 
exist both in conjunction with non-WSBLE projects and with the construction sequencing of the 
WSBLE itself. To fully assess the cumulative impacts of the WSBLE, the FEIS must analyze when 
the various segments of the WSBLE will be built and how such construction sequencing will 
exacerbate these cumulative construction impacts. 
 
III. Additional alternatives and mitigation measures should be considered in the FEIS. 
 
 Based on the impacts identified above, the impacts identified in the DEIS, and the 
impacts that will be identified in the updated analysis in the FEIS, Sound Transit should consider 
additional alternatives and include the following mitigation measures in the FEIS. Given the 
informational inadequacies of the DEIS, note that this is in no way an exhaustive list of 
appropriate mitigation measures. 
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• Study a hybrid alignment as a new preferred alternative that incorporates the Terry 
Avenue alignment for Denny Station and the Harrison Street alignment for South Lake 
Union Station. 

• Keep the Seattle Streetcar in uninterrupted operation. Analyze the Seattle Streetcar as a 
critical component of the transportation mitigation strategy due to the expected transit, 
vehicular, and pedestrian impacts. 

• Mitigate the impacts the WSBLE will have on access to parks and recreation 
opportunities. The South Lake Union neighborhood is home to many public parks and 
public spaces that are important for community well-being, mental health, cohesion, 
and enjoyment. Traffic and construction impacts will reduce access to these important 
parks, and the attendant impacts and mitigation measures must be disclosed in the FEIS. 

• Provide a mitigation plan to address event volumes and event demand for transit 
services in South Lake Union, especially as it relates to events at Seattle Center and 
Climate Pledge Arena. 

• Prepare comprehensive detour plans and routes that minimize traffic effects. Provide 
additional information about wayfinding signage and messaging. Work with SDOT to 
ensure access is maintained to existing buildings and businesses, and consider allowing 
two-way movements on historically one-way streets for the construction period to 
minimize LOS impacts. 

• Where possible, avoid impacts to bike lanes and sidewalks. Where impacts are 
necessary, provide safe, accessible, direct, and well-lit detour routes with clear 
wayfinding signage. 

• Prepare a plan, including financial assistance and payment of full relocation costs in 
qualifying circumstances, to support businesses, non-profits, and residents negatively 
impacted by construction impacts. Expand the impact and mitigation analysis to include 
not just physically displaced businesses, non-profits, and residents but also businesses, 
non-profits, and residents that will experience de facto displacement due to the 
construction, traffic, and similar impacts. 

• Implement any other mitigation necessary to address direct and indirect WSBLE 
construction and operational impacts identified in the FEIS. 

 
 In summary, the Ownership Group supports the Denny Station at Terry Avenue, instead 
of Westlake Avenue, and the South Lake Union Station at Harrison Street. The FEIS should 
further analyze this hybrid approach in a new preferred alternative, which will be a better 
outcome for the entire neighborhood. We appreciate your hard work and commitment to  
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connecting our community through the WSBLE and look forward to continued engagement in 
this process. 
 
Sincerely, 

 
On Behalf of the Ownership Group 
 
Ada M. Healey, Chief Real Estate Officer 
Vulcan LLC 
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April 26, 2022 
 
WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson Street 
Seattle, WA 98104-2826 
 

Via email to WSBLEDEIScomments@soundtransit.org 
 

Re: Comments on West Seattle and Ballard Link Extension Draft Environmental Impact 
Statement for Yesler Terrace Properties 
 
Dear Ms. Swift, 
 
 This comment letter is submitted on behalf of the affiliated ownership entities noted 
below (the “Ownership Group”) in response to the West Seattle and Ballard Link Extension (the 
“WSBLE”) Draft Environmental Impact Statement (“DEIS”) published by Sound Transit. 
 
 We appreciate the hard work and dedication Sound Transit staff and consultants have 
put into such a complex DEIS. The WSBLE is a monumental undertaking and requires Sound 
Transit to consider myriad perspectives, unique environmental concerns across a large 
geographic area, and feedback from all segments of our community. We also acknowledge the 
EIS process will continue to demand much from Sound Transit as you consider and respond to 
the many comments generated from the DEIS. Your hard work is evident and will help ensure 
the lasting success of the WSBLE. This project is deeply meaningful to our community and will 
advance equity, connectivity, and environmental goals that make Seattle and the Puget Sound 
region stronger. Thank you very much for your work in making the WSBLE a reality for our 
community. 
 
 The Ownership Group looks forward to the expanded light rail network serving the 
region through the WSBLE. However, crucial aspects of the WSBLE DEIS analysis must be 
modified, strengthened, and expanded upon in the Final Environmental Impact Statement 
(“FEIS”) to better inform decisions about the final alignment and educate stakeholders and the 
public about anticipated significant impacts resulting from the WSBLE. Based on the current 
iteration of the DEIS, the Ownership Group has numerous concerns regarding potential 
significant impacts to the Yesler Terrace community, especially surrounding transit access. 
 
I. The Ownership Group owns property in Yesler Terrace (the “Property”), which will be 
impacted by the WSBLE. 
 
 Yesler Terrace is a unique master planned community in Seattle. The site was 
transformed from 1940s public housing into a true mixed-use, mixed-income community 
supporting low-income, affordable, and market rate housing, commercial and medical uses, 

Vulcan Yesler Terrace - WSBLE DEIS Comment Letter Page 1



community amenities, and open space. The Ownership Group owns the following residential 
sites in Yesler Terrace. 
 

Site Name Address Owner Use Approximate 
Residents/Employees Status 

Batik 123 
Broadway 

Yesler 
Investors 
2 LLC 

Residential 
– 195 
Units 

290 Residents Built 

Cypress 123 
Broadway 

Yesler 
Investors 
2 LLC 

Residential 
– 237 
Units 

340 Residents Built 

Wayfarer/Yesler 
4 

1000 E. 
Yesler 
Way 

Yesler 
Investors 
4, LLC 

Residential 
– 261 
Units 

400 Residents Under 
Construction 

Cascara/Yesler 
8 

225 
Broadway 

Yesler 
Investors 
8 LLC 

Residential 
– 345 
Units 

520 Residents In 
Permitting 

 
II. The WSBLE does not adequately consider, discuss, and address the impacts of 
disrupting the Seattle Streetcar. 
  
 The Seattle Streetcar provides an important service to the City, and especially the Yesler 
Terrace community. Since its inception, the Seattle Streetcar has steadily gained ridership every 
year, with the exception of the pandemic-affected years.1 Pre-pandemic, the First Hill line 
carried more than 1.3 million passengers per year, and ridership is anticipated to grow 
exponentially with the completion of the Center City Connector and connection of the two 
existing lines. By connecting Yesler Terrace with First Hill and Downtown Seattle, the Seattle 
Streetcar delivers a convenient, reliable public transportation option for Yesler Terrace 
community members, including those living in affordable housing. Consistent access to the 
Seattle Streetcar is especially important for those community members who lack access to a 
personal vehicle. The Seattle Streetcar is a crucial form of transportation for medical workers 
and patients traveling to and from medical offices in the First Hill neighborhood. The low-floor 
boarding at sidewalk level makes the Seattle Streetcar accessible for vulnerable populations 
and individuals that use mobility devices.  
 
 Because the Seattle Streetcar connects the neighborhood to light rail, the Sounder and 
Amtrak train system, and a number of bus routes, impacts to the Seattle Streetcar likewise 
impact the Yesler Terrace community’s access to these vital public transit systems. These 
impacts will only multiply with the completion of the Center City Connector project, which 
Sound Transit assumes will finish before WSBLE construction begins. See DEIS Chapter 3, page 
3-127. As the Center City Connector project will connect the First Hill line with the South Lake 

1 Seattle Department of Transportation, 2020 Annual Streetcar Operating Report, October 2021. 
http://www.seattle.gov/documents/Departments/SDOT/Streetcar/2020_Streetcar_Operations_Report.pdf  
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Union line, impacts to the Seattle Streetcar will have reverberating effects on access 
throughout Downtown for Yesler Terrace community members. Any ST3 alignment should 
avoid service disruptions to the Seattle Streetcar. 
 
 Under Alternatives CID-1a and CID-1b, the Seattle Streetcar would experience significant 
impacts over an 18 to 24-month period, with a service interruption at the 5th Avenue 
South/South Jackson Street intersection. See Transportation Technical Report, page 3-49. This 
service impact would also occur under Alternative CID-2a, though for a shorter 6-month period. 
Sound Transit should avoid any closure of the Seattle Streetcar and study alternative 
approaches that avoid closures. Where limited closure of the Seattle Streetcar may prove 
unavoidable, Sound Transit should study alternatives that minimize the amount of time for such 
closures and should target no more than 6-month disruption. 
 
 To address such potential closures, the FEIS must analyze and disclose mitigation to 
ensure Seattle Streetcar patrons are equipped with the necessary, accessible, and reliable tools 
to still reach their destinations. This includes providing wayfinding information, ensuring 
adequate bus or similar public transportation options are available to accommodate Seattle 
Streetcar riders who are impacted by Seattle Streetcar closures, and ensuring walking and bike 
routes to and from Seattle Streetcar stations are accessible to allow patrons to access 
alternative modes of transit or their destinations. Because the Yesler Terrace neighborhood 
relies so heavily on the Seattle Streetcar, the mitigation strategies should be deployed in Yesler 
Terrace to provide riders information about potential Seattle Streetcar closures. 
 
 In summary, the Seattle Streetcar is an important tool for Seattleites, and especially for 
medical workers and medical patients needing access to medical care and the Yesler Terrace 
community, which contains a high number of community members that rely on public transit. 
The importance of the Seattle Streetcar will only grow through the Center City Connector 
project. Sound Transit should avoid closure of the Seattle Streetcar and ensure the FEIS 
provides a strong analysis of how any impacts to the Seattle Streetcar will affect patrons living 
in Yesler Terrace. 
 
Sincerely, 

 
On Behalf of the Ownership Group 
 
Ada M. Healey, Chief Real Estate Officer 
Vulcan LLC 
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VIA ELECTRONIC MAIL 
 

WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson St. 
Seattle, WA 98104 
WSBLEDEIScomments@soundtransit.org 
 
Re: West Seattle and Ballard Link Extensions 
 Draft Environmental Impact Statement 
 
Dear Ms. Swift: 
 
We represent West Garfield LLC and Clark Barnes LLC (collectively, “Owner”).  West Garfield LLC is 
the owner of the property at 1401 West Garfield Street (“Property”) in the South Interbay area.  The 
Property is currently developed with an office building housing the offices of Clark Barnes LLC, a 
Seattle architecture firm.  This letter provides the Owner’s comments on the West Seattle Ballard Link 
Extension Draft Environmental Impact Statement (“DEIS”).   

The Property is zoned IC-65(M), a designation that allows a wide range of commercial and industrial 
uses to a height of 65 feet.  The Property is located directly across 15th Avenue West from the Smith 
Cove Station under the Preferred Alternative.  DEIS, Figure 2-54.  The Smith Cove Station is the 
northern terminus of the Ballard Link Extension Minimum Operable Segment (“MOS”).  DEIS, pp. 2-
77-2-78.  This MOS applies to all the alternatives and design options.  DEIS, p. 2-77.  The Property is 
significantly impacted by the Project because it is identified for station-related uses if the MOS is 
constructed.  DEIS, Appendix L, Figure L4.1-30e; DEIS, Table 4.3.1-4.  The current uses on the 
Property would be displaced and the potential for future development consistent with the City’s 
Comprehensive Plan and Land Use Code would be lost.  If the MOS is not constructed, then the 
Property will suffer adverse construction impacts as well as permanent visual, light and glare, shadow 
and noise impacts, among others.   

These impacts are not fully analyzed or disclosed in the DEIS.  As such, the DEIS fails to provide 
information sufficient for decision makers to make an informed decision on the preferred station 
locations and route alignment.  The Owner requests that Sound Transit refrain from making any 
decisions regarding the preferred alternative until an adequate environmental analysis has been 
performed.  Key deficiencies in the DEIS are discussed below.  

1. Inadequate Range of Alternatives 
 
SEPA requires that the DEIS include a reasonable range of alternatives.  Here, the MOS is the same 
across all alternatives and design options.  DEIS, p. 2-77.  The MOS at the preferred Smith Cove 
Station is of particular concern to the Owner because it would require the utilization of the Property 
for station-related purposes.  The DEIS should consider different MOS termination locations.  In 
addition, the DEIS should consider a range of locations for station-related uses at the MOS  
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termination points.  For example, in the vicinity of the Property, there are other more suitable areas for 
station-related activities, including properties to the north that are already publicly owned.  These 
alternatives would reduce the adverse land use impacts of the project, since the occupation of 
otherwise developable property by station-related activities will not only displace existing uses but also 
reduce the opportunity for development that is otherwise desired by the City. 

2. Inadequate Analysis of Displacement Impacts 

In locations where existing uses will be displaced, the project will wipe out future development 
opportunities, including attractive opportunities for Transit Oriented Development (“TOD”).  Most 
importantly for the Owner, if the MOS is constructed terminating at the preferred location of the 
Smith Cove Station, the Owner’s Property and the parcels immediately adjacent will be taken for 
station-related uses.  In addition, the preferred route alignment in South Interbay would take out 
several future development sites on Elliott Avenue, all of which could one day includes jobs and 
housing to support the nearby Smith Cove Station.  The non-preferred alternative in this location 
would preserve these future TOD sites.  The DEIS fails to evaluate the impacts of displacement of 
new TOD development opportunities that result from the alignment and station location alternatives 
as well as the location of ancillary uses.  Instead, the DEIS attempts to minimize these impacts by 
stating that land acquired for the Ballard Link Extension would account for less than 0.1 percent of the 
total land in Seattle.  DEIS, p. 4.3.2-6.  However, the relevant study area is the local neighborhood that 
is affected and the area of potential TOD development around each station, not the whole of Seattle.  
The DEIS also fails to identify adequate mitigation to reduce these impacts. 

3. Inadequate Analysis of Land Use Impacts 

The DEIS fails to adequately analyze or disclose the significant adverse short and long-term impacts 
that the project will have on current and potential future uses, including the current and future 
potential uses on the Property, due to displacement of existing businesses and future development 
opportunities.  These impacts threaten achievement of the City’s land use goals for vibrant 
development around stations, an impact not recognized by the DEIS.  The DEIS also fails to identify 
adequate mitigation to reduce these impacts.  See DEIS, p. 4.3.2-14 (stating no mitigation is required 
for land use impacts).  To avoid these impacts, the project should avoid displacement and occupation 
of properties with development potential by ancillary uses such as those proposed for the Property. 
 
4. Inadequate Information on Which to Base Analysis 

The DEIS does not adequately describe the impacts to the Owner’s Property or to nearby properties, 
including both temporary impacts during construction and permanent impacts such as visual and noise 
impacts resulting from the elevated tracks and station.  This is due to the fact that the DEIS is based 
on an inadequate set of construction plans, which makes it impossible to characterize future impacts.  
We understand that Sound Transit has developed, and is continuing to develop, more specific 
construction plans and guidelines.  This work would help to characterize SEPA impacts, but this 
information has not been included in the DEIS.  The plans on which the DEIS is based are at less than 
5% completion, a level that would typically be considered preliminary, which means that most key 
elements of the project are not yet defined.  Accordingly, there is: 
 

• No information about actual construction methodology, in order to determine noise, vibration, 

and earth movement impacts; 
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• No final information on scope of above-grade construction limits; 

• No knowledge of complete street closure locations and durations; 

• No real understanding of the location and duration of construction staging; and 

• No full information on the duration and sequencing of construction activities, in order to 

determine the cumulative impacts of construction work on the urban environment. 

Without this information, the EIS cannot fully characterize the impacts of the project or develop 
adequate mitigation.  Additional environmental review adequately addressing the impacts of the project 
in these areas is needed when plans are more fully developed. 
 
5. Failure to Identify Requirement for Future Phased Review 
 
The EIS should be conducted as part of a phased review process under SEPA.  Due to the infancy of 

the project plans and the lack of information about most impacts, it is appropriate to phase this SEPA 

review so that review of actual on-the-ground impacts can occur in the future at a time when there is 

adequate information to support that review.  The current DEIS is not a project action EIS, since the 

actual project is hardly defined at all; it is more in the nature of an early programmatic EIS, which 

anticipates the need for additional future SEPA review.  While it may be appropriate to make large-

scale decisions about corridor alignment through this EIS process, future decisions about final station 

locations and their design, final route alignments and their design, and construction methodology 

should require future SEPA review when facts and information are available to allow that review to 

occur adequately.   

6. Inadequate Analysis of Construction Impacts 
 
If the Property’s uses are not displaced by MOS construction, the Property will still be particularly 
affected by construction due to its location immediately across the street from a proposed station.  The 
DEIS fails to adequately analyze the traffic, noise, vibration, light and glare and dust impacts that will 
occur during construction of the project.  The Property is also located in a liquefaction prone critical 
area and dewatering during construction may adversely influence the Property.  Compounding this lack 
of analysis, the DEIS fails to identify mitigation to reduce the severity of construction impacts.  Many 
impacts, including important noise and vibration impacts, will vary based on method of construction.  
The DEIS should include performance standards and specific measures to meet them to ensure that 
the construction impacts of the project are fully mitigated.  The DEIS fails to do so.   
 
7. Inadequate Analysis of Permanent Impacts 
 
The preferred alternative for the South Interbay segment of the project will have impacts on 
surrounding properties due to the fact that the stations and tracks are significantly elevated.  These 
impacts include visual, light and glare, shadow and noise impacts, among others.  The DEIS fails to 
fully analyze the impacts to nearby properties and businesses or to identify adequate mitigation.  See e.g., 
DEIS, p. 4.3.5-6 (with regard to visual impacts, stating only that the Smith Cove Station is “not near 
concentrations of sensitive viewers.”).  The analysis is cursory and conclusory.  See e.g., DEIS, p 4.3.5-9 
(stating that light from Smith Cove Station would not have an impact on the surrounding area because 
it would be “designed in accordance with Sound Transit design measures,” without discussing what 
lights are proposed or what design measures are included). 
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8. Conclusion 
 
The DEIS fails to identify an adequate range of alternatives, fails to adequately disclose the impacts of 
the project in the South Interbay area, and fails to identify adequate mitigation.  Sound Transit should 
not make decisions regarding station location or route alignment until these deficiencies are addressed 
and a complete environmental analysis is prepared. 
 
Thank you for your consideration of these comments. 
 
Sincerely, 
 

 
 

Courtney A. Kaylor 
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April 28, 2022 

WSBLE Draft Environmental Impact Statement Comments 
Sound Transit 
Attn: Lauren Swift 
401 S. Jackson St. 
Seattle, WA 98104 
 
via email WSBLEDEIScomments@soundtransit.org  
 

Re: Ballpark PFD Comments on the WSBLE Draft Environmental Impact Statement 
 
 
Dear Responsible Official: 
 
The Washington State Major League Baseball Stadium Public Facilities District (PFD) appreciates the 
opportunity to comment on the draft environmental impact statement (DEIS) for the West Seattle Ballard 
Link Extension (WSBLE). The PFD is the public entity that developed and owns T-Mobile Park and has held 
the lease with the Seattle Mariners since the ballpark’s opening.  The PFD is responsible for overseeing 
this public asset and for ensuring that the public’s investment in the ballpark is not compromised.  
 
T-Mobile Park is located immediately to the west of the Stadium station. Current light rail ridership among 
ballpark fans is estimated at 8%-12%, and we expect that future ridership will only increase with the 
system expansion. Currently, among the fans arriving by light rail, the majority (85%) use the Stadium 
station. The remaining 15% of ballpark light rail ridership is divided between the Chinatown-International 
District (CID) and SODO stations.  
 
The PFD wholeheartedly supports the extension of light rail to West Seattle and Ballard and completion of 
the Sound Transit 3 program as promised to voters. We also believe the upcoming decision by the Sound 
Transit Board of Directors to confirm or modify the preferred alternative for the project is of great 
importance to the future of our city and region. Our comment letter is solely intended to provide feedback 
on the analysis presented in the DEIS and does not aim to endorse any one alternative. 

What follows is a summary of impacts, mitigation, and requested further analysis for the WSBLE project. 
These comments largely mirror those made by the Seattle Mariners – our tenant – and we join in any 
further detailed comments that they submit on the Project.  
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SODO Station  
Many fans and visitors to the ballpark either use the SODO station or drive and park in the SODO area to 
the south of the ballpark. As such, our facility is impacted by decisions related to siting, construction, and 
operations of the selected station. In particular, the Final Environmental Impact Statement (FEIS) must 
identify and analyze pedestrian routes/experience between SODO station and the ballpark should, under 
CID-1a, the Stadium station be closed for up to two years. With the full closure of South Holgate Street 
under all three SODO alternatives, the Transportation Technical Report explains that significant truck 
traffic from this designated “heavy haul route” would need to be diverted, with Edgar Martinez Drive 
South and South Royal Brougham Way identified as likely routes. The FEIS must overlay these 900 peak 
hour vehicle trips, including “relatively high truck volumes,” with event surge traffic for the anticipated 
two to three years and consider the vehicular and pedestrian impacts.  

 
CID Deep Tunnel Options 
The two deep tunnel options – CID-1b and CID-2b – would result in a new CID station either 190 or 180 
feet deep, respectively, forcing future transit riders to use elevators as the primary method of ingress to 
and egress from the station. The impacts on utility and usability of the station caused by the reliance on 
these elevators (and the associated concerns with maintenance of this equipment) outweigh any short-
term advantages provided by the deep tunnel options. When selecting the preferred alternative, Sound 
Transit should eliminate both these options.  
 
Construction Impacts 
Closure of Stadium Station: In option CID-1a the Stadium station would be closed for up to two years. As a 
majority of ballpark visitors arriving or departing by light rail use Stadium station, this closure would put 
additional pressure on the construction-related transit disruptions. The FEIS must analyze the impact of 
Stadium station’s closure on T-Mobile Park. The DEIS does not address event surge conditions during the 
construction period, and it must be updated to analyze these conditions for the full construction duration, 
with particular attention to the two-year period of Stadium station’s closure under Alternative CID-1a. In 
addition to the pedestrian routing and experience noted above in relation to the SODO station, the FEIS 
must also consider how pedestrians would get to and from the ballpark from the CID during this closure. 
Finally, there must be consideration of how potential increased driving as a result of the station closure 
would impact the availability of parking in the area. We would also note the impact these closures would 
have on the ability of the Mariners to meet their Transportation Management Plan, particularly during the 
6 to 7-week period when the entire light rail line will be disconnected between the SODO Station and CID 
Station under Alternative CID-1a. In addition, the FEIS must address how would this closure affect parking 
availability as more attendees drive due to the disruption in light rail service. 
 
Construction Duration: The CID alternatives anticipate substantial construction impacts to local and 
regional communities and transportation systems, not the least of which is the duration of construction. 
The FEIS should study methods to reduce the construction duration under all alternatives, but particularly 
in for CID-1a, whose construction duration the DEIS estimates at up to 9 to 11 years. In the DEIS 
Transportation Technical Report, Pg. 4-114, it states: “Detailed construction planning, including 
sequencing, will be provided in later phases of the environmental analysis once project design is 
sufficiently advanced.” As part of the FEIS, Sound Transit must disclose any sequencing/phasing decisions 
in order to fully understand the impact of the construction duration.  
 
4th Ave Viaduct Rebuild: Table 4-34 of the DEIS Transportation Technical Report states that 4th Avenue 
South supports 16,700 to 36,900 average daily trips as a conduit to and from Downtown Seattle and 
SODO. On Pg. 4-123, it further states: “Closure of all or portions of 4th Avenue South would result in 



substantial diversion of traffic throughout arterial and local streets within the Chinatown-International 
District and surrounding areas.” In particular, South Jackson Street and Edgar Martinez Drive would see 
“increased congestion and poor operations” and Edgar Martinez Drive and South Royal Brougham Way 
would see thousands of diverted daily commuters under CID-1a. The FEIS must consider how the addition 
of event surge traffic would further impact these arterials.  
 
Pedestrian Impacts: Sidewalk closures are a critical component of the environmental analysis and heavily 
impact the operations of the ballpark. The FEIS must provide a fuller accounting of short- and long-term 
sidewalk closures for any CID preferred alternative. Additionally, the FEIS needs to clarify whether the 
Weller Street Bridge will remain accessible during construction. The DEIS Transportation Technical Report, 
Pg. 6-48, states: “Under Alternative CID-1a*, the 4th Avenue South access to the Weller Street Bridge 
would likely be closed, although a temporary pedestrian crossing of the construction area may be 
possible.” If that is the case, then the FEIS needs to analyze the likely route from the existing CID Station to 
T-Mobile Park. As noted above, this pedestrian route will be particularly important during the two-year 
period Stadium Station is closed when more T-Mobile Park visitors will be using the CID Station to reach 
the ballpark. 
 
Transit. The FEIS needs to fully analyze anticipated transit rerouting and impacts to service during 
construction. Table 3-36 of the DEIS Transportation Technical Report highlights the number of bus routes 
disrupted during construction, particularly under Alternative CID-1a, which would include closure of the 
Seattle Streetcar. These closures indicate hundreds of disrupted buses per hour for multiple years during 
the construction period. The analysis in the DEIS does not account for event volumes. And there needs to 
be focused analysis for the two-year period when Stadium Station is closed. This is a major gap in the 
analysis because there will be hundreds of games and events with very large crowds during the multi-year 
construction period. 
 
Parking. Loss of parking around T-Mobile Park should also be evaluated in a game/event surge condition. 
With disruption to reliable transit options, the FEIS should consider an increase in vehicular use and 
analyze the impacts for events. 
 
Operational Impacts 
As noted above, the DEIS does not consider event surges in its analysis of alternatives. This has additional 
operational impacts to the ballpark. Both the ballpark and Lumen Field host over 100 events with 
attendance averaging over 25,000 throughout the year.  Upon completion of the WSBLE, there would not 
be a stop at Stadium station for all lines. This means more riders will use the SODO station and CID station 
to access T-Mobile Park. This routing would have a similar impact to much of the ridership as closing the 
Stadium station for up to two years. The FEIS must consider the same questions related to pedestrian 
routing/experience resulting from the greater use of the CID and SODO stations by ballpark visitors.  
 
Suggested Mitigation  
Based on the impacts identified above and the impacts identified in the DEIS, the PFD joins the Seattle 
Mariners in encouraging consideration of the following mitigation measures in the FEIS. 
 
Construction Mitigation: The FEIS needs to include a much more detailed mitigation analysis for the 
transportation and transit impacts during construction. The DEIS discussion of construction mitigation 
essentially states mitigation will be coordinated with the City of Seattle and King County Metro later. DEIS 
Transportation Technical Report, Pg.2 3-65 to 3-66. A complete environmental analysis must discuss 
thoughtful mitigation strategies. After the FEIS analysis is updated to disclose vehicular, transit, and 



pedestrian impacts for games and events during construction, then the mitigation analysis must be 
updated with meaningful ways to address these construction impacts.  
 
Based on the information available at this stage, the following construction mitigation measures should be 
the minimum considered in the FEIS: 
 

• Wayfinding and other pedestrian enhancements through construction areas to allow continued 
access to T-Mobile Park through the surrounding neighborhoods. 

• Wayfinding and other pedestrian enhancements from CID station and SODO station, particularly 
during Stadium station closure. 

• Shuttle service to the ballpark during Stadium station closure under Alternative CID-1a. 
• If complete closure of the light rail between the CID station and the SODO station is required, 

ensure the 6 to 7-week closure occurs outside the Major League Baseball season. 
• A renewal of the free ride zone program down 1st Avenue to allow ballpark attendees to park 

downtown. 
• Adequate bus service to the ballpark during gamedays in the rerouted bus configurations. 
• Pedestrian safety measures due to increased traffic volumes around the ballpark. 
• Reinstate the Park and Ride system to T-Mobile Park on gamedays. 

 
Operational Mitigation 
 

• Wayfinding and other pedestrian enhancements (including lighting, landscaping, painting, 
sidewalk improvements, etc.) from the CID station and SODO station to T-Mobile Park, because 
more riders will use those stations due to not all lines stopping at Stadium station. 

• Wayfinding and other pedestrian improvements to address event surges during operations. 
• Operational plans to address event surges. 

 
Again, we appreciate the opportunity to comment and we look forward to working with Sound Transit as 
this project proceeds.  If you have any questions, please call me at (206) 853-8571. 
 

Sincerely,     
 
 
Joshua Curtis 
Executive Director, Washington State Major League Baseball Stadium Public Facilities District  
 
Cc:  Via Email 

Fred Rivera, Seattle Mariners  
PFD Board of Directors 
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WSBLE Draft Environmental Impact Statements c/o Lauren Swift

Sound Transit

41 South Jackson Street

Seattle, WA 98104

West Seattle and Ballard Link Extensions Draft Environmental Impact Statement Executive Summary

Address: 425 Pike Street

Parcel no: 1975700240

Dear Ms. Swift:

Washington Federal Bank dba WaFd Bank is the owner of the above-referenced property (the "Property Owner"), objects to the proposed West Seattle and
Ballard Link Extensions Draft Environmental Impact Statement Executive Summary (the DEIS"). The Property Owner is concerned about Sound Transit's
demonstrated inability to exercise fiscal responsibility and the negative permanent impacts to the central business district due to the proposed protracted
shutdowns.

The DEIS does not adequately describe the impacts, both temporary and permanent, to our property or the neighborhood in which it is located. For example, the
above property is targeted as the site for a transit station. It renders the corporate headquarters for an over 100-year-old, Seattle-based business useless. The
costs to condemn our property and relocate our business operations, as well as our tenants', will be exorbitant and are not practical. Our story is one of dozens to
be negatively impacted by this reckless proposal.

The proposed routing corridor ignores other existing corridors such as the waterfront or Third Avenue which will be easier and more cost effective to complete.
The DEIS is not unlike a similar proposal rejected by voters just a few years ago; however, ensuing development makes such an endeavor more unrealistic than
ever. Also, it is not considering the impacts of defunding law enforcement, the pandemic and the acceptance of the digital workplace on the central business
district. The central business district is years away from a recovery and an ensuing shutdown would significantly delay its recovery. This could very quickly
become a white elephant adding to urban blight and vagrancy.

Furthermore, the following inadequacies of the DEIS have been identified by property owners and the Downtown Seattle Association:

•	The DEIS is based on an inadequate set of construction plans, which makes it impossible characterize future impacts. ST3 plans are at less than 5%
completion, which means th elements of the project are not yet defined, such as:

a. Horizontal and vertical control for each alignment alter

b. Actual construction methodology, so that nois

estimated.

c. Scope of above-grade construction limits.

d. Actual street closure locations and durations.

e. Pressure limitations to be imposed on future construction above tunnel locations, which dictates the nature and feasibility of future construction.

f. Scope and design of above-grade improvements associated with station entrance locations.

g. The duration and sequencing of construction activities, to determine the cumulative impacts of construction work on the urban environment.

•	The ST3 tunnel will impose limitations on the size, location, and weight of future structures above, which will limit urban redevelopment opportunities through
Seattle's Central Business District. The DEIS does not characterize these limitations or evaluate the impact of loss of housing and jobs in the core market to be
served by ST3.

•	Above-grade construction associated with the ST3 tunnel will necessarily involve identified station locations as well as presently unidentified other construction
staging areas. The DEIS does not evaluate the impact of these significant surface activities on the Center City urban environment and the businesses, residents,
and economy of the area. The DEIS does not attempt to characterize these impacts or to identify mitigation for them.

•	All or portions of the ST3 project may be proposed as design-build construction projects. As such, most decisions regarding construction means and methods
are intended to be deferred to the general contractor, long after the completion of SEPA review. Although the design-build process may offer financial advantages
to Sound Transit, it cannot be used to dodge the obligation for full review of environmental impacts under SEPA. Many impacts, including important noise and
vibration impacts, will vary based on method of construction. The DEIS should include performance standards, minimum guidelines, and specific requirements on
design-build contractors to ensure that the environmental impacts of the project are fully mitigated.

•	The timing, duration and location of street closures associated with the project is speculative. Further, this information is not even included in the DEIS, which is
a major shortcoming. While a street closure at a regional scale may not be a significant issue, at a parcel and neighborhood level, a street closure of long
duration may have significant adverse impacts. Loss of access to parking garages and loading facilities could significantly impede or force the shutdown of
building infrastructures for a period of time. And closures will have the effect of re-routing traffic to other rights-of-way, further congesting those locations. The
DEIS does not attempt to evaluate these impacts, nor can they be evaluated until a more definitive street closure plan can be developed in the future.

•	The very preliminary plans for future station entrance location included in Appendix J to the DEIS show that Sound Transit intends to commandeer large chunks
of city blocks throughout Downtown Seattle for oversized station entrance structures. Some of these sites occupy a full quarter block or more. The DEIS fails to
evaluate several issues associated with this overdevelopment of station entrances, including:

a. The loss of existing businesses, jobs and housing resulting from such station entrances;

b. The impact to the urban environment resulting from the substitution of sterile station entrances for thriving urban businesses and retail uses.
c. The loss of hundreds of jobs and housing units that would otherwise have been developed on the sites of the station entrances.

•	There are significant urban design issues associated with proposed station entrance locations. The DEIS assumes that fare-box pay will occur at the street
level, where it will have the greatest impact on displacement of existing and future urban uses. The DEIS should explore more opportunities and options for fare-
box pay to occur at locations below the street level, so that those street level spaces may be preserved for uses that contribute to the urban environment.
•	The same concern applies to the above-grade portions of the railway. In locations where the guideway is above-grade and not located in the right-of-way, it will
wipe out future development opportunities, including attractive opportunities for TOD development. For example, the preferred route alignment in South lnterbay
would take out several future development sites on Elliott Avenue, all of which could one day include jobs and housing to support the nearby ST3 station. The
non-preferred alternative in this location would preserve these future TOD sites. The DEIS should evaluate the impacts of displacement of new TOD development
alternatives that result from the alignment and station location alternatives.

•	We understand that Sound Transit has developed, and is continuing to develop, more specific construction plans and guidelines. This work would help to
characterize SEPA impacts, but this information has not been included in the DEIS.

•	As a relevant case study, the DEIS should evaluate the development and impacts associated with the construction of the 3rd Avenue bus tunnel in the 1980s.



Details Communication

Although that project was a cut-and-cover operation, the large-scale above-grade impacts of the ST3 project (due to street closures, multiple station entrance
locations and other construction staging operations) are not likely to be less than the 3rd Avenue experience. The 1980s construction project for the 3rd Avenue
tunnel created undeniable blight conditions on that corridor, many of which persist decades later. The DEIS should include a strong set of mitigation measures to
ensure that the effort to enhance transit service to Downtown Seattle does not initiate a new generation of urban blight.

•	The ST3 EIS should be conducted as part of a phased review process under SEPA. Due to the infancy of the project plans, the desire to defer actual
construction decisions to some future contractor and the lack of information about most impacts, it is appropriate to phase this SEPA review so that review of
actual on-the-ground impacts can occur in the future at a time when there is adequate information to support that review. The current DEIS is not a project action
EIS, since the actual project is hardly defined at all; it is more in the nature of an early programmatic EIS, which anticipates the need for additional future SEPA
review. While it may be appropriate to make large-scale decisions about corridor alignment through this EIS process, future decisions about construction
methodology, street closures, final station entrance locations and their design, should require future SEPA review when facts and information are available to
allow that review to occur adequately.

Information critical to evaluation of environmental impacts is not available; therefore, a phased review is appropriate, as noted above. Pending future phased
review, however, SEPA requires the agency to conduct a worst-case analysis. The DEIS does not attempt to characterize actual impacts from street closures,
surface construction and staging areas or other construction impacts.

WaFd Bank requests the DEIS be withdrawn until further study of business impacts and construction costs are quantified.

Sincerely,

WaFd Bank

Brent J. Beardall

President and CEO







Sellen Construction                                           Westlake Property Holdings, LLC
227 Westlake Ave. N.                                          227 Westlake Ave. N.
P.O. Box 9970                                                       Seattle, WA 98109
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April 26, 2022

WSBLE Draft Environmental Impact Statement Comments
c/o Lauren Swift
Sound Transit
401 S. Jackson St.
Seattle, WA 98104
Email: WSBLEDEIScomments@soundtransit.org

Re: Comments on WSBLE Draft EIS

Dear Ms. Swift:

We are writing on behalf of Westlake Holdings LLC, which is the owner of the property located at 227 Westlake Avenue 
N. (TPN 1986200070) (the “Property”) and Sellen Construction, the tenant in 227 Westlake, to provide comments on the 
Draft EIS for the WSBLE project.  The Property is presently developed with a 65-foot tall, 39,000 sf office building.  
However, the Property is zoned SM-SLU 175/85-280, which indicates that a 28-story apartment building is developable 
on the Property.  Buildings of this size or greater have been developed in the immediate vicinity in the last five years 
and, as owners of the property, we intend to redevelop it to its full potential.

From our review of the Draft EIS, it appears that the plans for the WSBLE project involve the construction of a tunnel 
beneath the Property.  The relatively shallow depth of the tunnel in this location will seriously compromise future 
development of the Property.  The Draft EIS should review and explain the impacts of such tunnel construction on future 
development of parcels like the Property that are located on the WSBLE alignment.  One purpose of WSBLE is to provide 
high-capacity transit service to transit-oriented developments in the Center City of Seattle. It would be 
counterproductive for the WSBLE line to prevent the development of such a TOD project on the Property.

Overall, the Draft EIS does not provide adequate information to reach a conclusion on the impact on future 
development of the Property – and many other sites in the area – of the shallow depth tunnel in South Lake Union.  
Ultimately, Sound Transit will establish a maximum pressure that development above may place on the tunnel, and this 
pressure limit will restrict development above.  Yet there is nothing in the Draft EIS to analyze this impact.  The Draft 
EIS should evaluate all these impacts.

We also note the potential to close several streets, some for extended durations, in the vicinity of the Property.  These 
street closures will lead to unsustainable levels of congestion unless mitigation is provided.  The Draft EIS does not 
explore these issues, and it should.  Sound Transit should thoroughly evaluate the impacts associated with these street 
closures and develop a mitigation plan to ensure that these impacts are fully addressed.

We support the WSBLE project, but Sound Transit should ensure that the Draft EIS fully describes the potential impacts 
of the WSBLE project on the Property and Downtown Seattle. This additional analysis should be provided for public 
review and comment in the next phase of the project.

We appreciate the opportunity to provide these comments.

Sincerely,

Scott B. Redman
CEO
Sellen Construction

Wilf Wainhouse
Managing Member
Westlake Property Holdings, LLC

mailto:WSBLEDEIScomments@soundtransit.org
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April 28, 2022 

WSBLE Draft Environmental Impact Statement Comments 
c/o Lauren Swift 
Sound Transit 
401 S. Jackson St. 
Seattle, WA 98104 
Email: WSBLEDEIScomments@soundtransit.org 

Re: Comments on WSBLE Draft EIS 

Dear Ms. Swift: 

I am writing to provide comments on the Draft EIS for the WSBLE project on behalf of Windsor 
Cirrus LLC and Windsor Advisers 2030 Eighth Avenue LLC, the co-owners of the 355-
apartment unit mixed use property located at 2030 8th Avenue (TPN 0660000575) known as 
Cirrus. 

We offer the following comments on the Draft EIS: 

• The Draft EIS should include station entrance alternatives that do not require the 
levelling of city blocks.  Alternatives that knit such entrances into the existing and future 
built environment exist around the world.  There is no reason they cannot be employed in 
WSBLE. 
 

• The proposed several-year closure of Westlake Avenue will impose extraordinary 
hardships on nearby businesses, residents and projects, including Cirrus.  The Draft EIS 
should explore alternatives to such a closure.  Further, the planned closure of 9th Avenue 
north of Cirrus, together with the Westlake Avenue closure, will isolate Cirrus from the 
heart of Downtown. Alternatives to the 9th Avenue closure should also be explored. 
  

• The isolation of Cirrus will negatively impact our residents and the operations of Cirrus.  
Furthermore, this isolation may lead to a deterioration in the quality of behavior at the 
street level and create new security issues for residents in the area.  These impacts should 
be reviewed in the Draft EIS and mitigation proposed to address them. 
 

• It seems that public use of the newly-constructed City park across the street from Cirrus 
(to which affiliates of the owners of Cirrus greatly contributed) will be lost for a decade. 
This loss will negatively impact the public, our residents and the attractiveness and 
usability of Cirrus.  Of course, the noise and vibration from the nearby construction will 
also negatively impact Cirrus and its residents.  The Draft EIS must evaluate these 

mailto:WSBLEDEIScomments@soundtransit.org
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SUITE 2700, 1201 THIRD AVENUE, SEATTLE, WASHINGTON 98101-3274 
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April 25, 2022 

 

WSBLE Draft Environmental Impact Statement Comments 

c/o Lauren Swift 

Sound Transit 

401 S. Jackson St. 

Seattle, WA 98104 

 

Via email to WSBLEDEIScomments@soundtransit.org  

 

Re:  Rainier Square Tower and 400 University Comments on the West Seattle and Ballard 

Link Extension Draft Environmental Impact Statement 

 

Dear Ms. Swift,  

 

Thank you for the opportunity to comment on the West Seattle and Ballard Link Extension 

(“WSBLE”) Draft Environmental Impact Statement (“DEIS”). This comment letter is submitted 

on behalf of RSQ Tower, LLC, and WRC 400 University, LLC, affiliates of Wright Runstad & 

Company (“WRC”), which ground lease Units A and B of the Rainier Master Condominium 

(recorded under King County Record No. 20170906001029) that is within the Metropolitan 

Tract owned by the University of Washington in Downtown Seattle. Units A and B are generally 

located on the block bounded by Union Street, 5th Avenue, University Street, and 4th Avenue. 

WRC has recently redeveloped the Units as two mixed-use buildings. The first building, “Rainier 

Square Tower” is an 850-foot-tall, 58-story tower containing nearly 200 residential units, 

730,000 square feet of office, 90,000 square feet of retail uses including a recently opened 

grocery store, and seven levels of below-grade parking. The second building, “400 University” is 

a 10-story, 110,000 square foot office and retail building.  

 

The WSBLE represents a once-in-a-century transit investment to connect the southwest and 

northwest neighborhoods of our City to the central core. It will provide reliable, sustainable, and 

equitable transit service that thousands will rely on daily. It is no small feat, and we thank Sound 

Transit for its diligent work to make this project a reality.  

 

The DEIS addresses preferred alternatives and anticipated impacts for the WSBLE’s alignment 

through Downtown. However, WRC has concerns about the DEIS’s level of discussion and 

analysis of construction, traffic, and cumulative impacts.  Additional study must be completed as 

suggested below so the Final EIS (“FEIS”) can meet the mark for adequate environmental 

review.   

PRINCIPALS: 
H. JON RUNSTAD 
WALTER R. INGRAM 
GREGORY K. JOHNSON 

mailto:WSBLEDEIScomments@soundtransit.org
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I. Direct Construction Impacts 

 

The FEIS must provide more information on construction means and methods, and construction 

monitoring and mitigation plans to protect existing buildings. The Downtown Segment Preferred 

Alternative DT-1 proposes a tunnel line in 5th Avenue adjacent to Rainier Square Tower, 

through property owned by the University. No specific tunnel construction method is specified. 

Rainier Square Tower’s parking garage extends seven levels beneath the 5th Avenue sidewalk, 

and tiebacks and soldier piles from the Tower’s construction extend below and east of the 

structure. From the diagrams provided by Sound Transit, it does not appear that the tunnel 

structure would directly interfere with the existing Tower parking garage or shoring elements 

(see attached plans and section by MKA structural engineers), but this specific below-grade 

condition should be acknowledged, studied, and validated further in the FEIS. These necessary 

additional details should also be based on the specific construction method(s) selected.   

 

In addition, the DEIS provides insufficient information with respect to anticipated construction 

mitigation plans. The DEIS soils analysis notes that “Downtown Segment alternatives would be 

tunneling through more stable glacial soils,” DEIS page 4.3.11-6. However, MKA reports there 

is always some subsidence of adjacent soils with tunnel construction. The amount of subsidence 

depends on the soil type, groundwater conditions, construction methods, and contractor skill. The 

FEIS should identify anticipated subsidence ranges on a block-by-block basis based on these 

variables, and it should detail proposed measures to fully mitigate any associated impacts. 

Among other measures, mitigation should include robust monitoring of buildings and surfaces to 

detect any earth movement, with alarms at different movements and robust contingency plans. 

Proper alarms will depend on the installation methods, and the tolerance of the buildings and 

surface components to deflection. The monitoring systems should, at minimum, (a) be 

operational on a full-time basis from the commencement of tunnel construction, (b) provide for 

third-party monitoring and review, (c) establish site-specific standards for any acceptable soil 

movement as well as an action plan if movement exceeds acceptable standards, and (d) provide 

weekly reporting to property owners and users. The robust subsidence monitoring completed 

during construction of the State Route 99 bored tunnel in Downtown provides a good model for 

the type of monitoring that must occur. Finally, if there is a significant subsidence event, 

contingency plans should fully mitigate impacts, including economic impacts to building owners, 

to ensure safe conditions for existing buildings.  

 

II. Transportation Impacts from Construction 

 

The DEIS discloses significant street closures in the vicinity of the Rainier Square Tower and 

400 University buildings. Under Alternative DT-1, segments of 4th and 5th Avenues to the north 

and to the south would be fully or partially closed for several years during construction. See 

DEIS Table 3-30. Nearby portions of Pike, Pine, and Madison Streets would similarly be fully or 

partially closed. Id.  In comparison, street closures under Alternative DT-2 appear to be notably 

fewer and primarily limited to partial closure of 6th Avenue and the James Street I-5 off-ramp. 

Id. The DEIS does not discuss whether all of the anticipated street closures under Alternative 

DT-1 would occur simultaneously or sequentially, and it does not measure how cumulative street 



WSBLE Draft Environmental Impact Statement Comments 

April 25, 2022 

Page  3 

 

 

 

 

220425 WSBLE LTR.DOCX 

 

closures from WSBLE construction will impact traffic congestion and transit access throughout 

Downtown. This is a data gap that must be filled in the FEIS. Further, the DEIS acknowledges 

that sidewalk closures would be coordinated with street closures, but it does not provide a 

specific plan for sidewalk closures and retained walking routes for the duration of WSBLE 

construction. Lastly, transit access will be constrained, including access to the dedicated bus lane 

on 4th Avenue that would be impacted by street closures. 

 

The Rainier Square Tower and 400 University buildings heavily rely on 4th and 5th Avenues for 

pedestrian, transit, and vehicle access, and street and sidewalk closures will have significant 

impacts on access for building tenants, employees, and patrons. Maintaining reliable, safe, and 

efficient circulation through Downtown is imperative, and more detailed study needs to be 

included in the FEIS to fully disclose the anticipated cumulative transportation impacts across 

Downtown from WSBLE construction. The FEIS should also provide a plan for maintaining 

walking, driving, and transit routes across and through Downtown for the duration of WSBLE 

construction and to fully mitigate impacts, including economic impacts to building owners from 

business and tenant displacement where convenient access is impaired.  

 

III. Vibration Impacts 

 

The DEIS acknowledges residential uses Downtown as a Category 2 sensitive use, but it does not 

identify any vibration impacts on the residential units in Rainier Square Tower. See DEIS page. 

4.3-7-11. Given the close proximity between the tunnel and the Rainier Square Tower 

foundations, the FEIS should provide additional site-specific information on the expected 

vibration levels anticipated from tunnel construction and operation to validate this conclusion, or 

it should identify appropriate mitigation measures.  

 

IV. Cumulative Impacts with Reasonably Foreseeable Development 

 

The FEIS must provide further analysis of the cumulative impacts from WSBLE construction 

and reasonably foreseeable public and private pipeline development projects. The DEIS includes 

a list of completed and proposed projects in Appendix K, but this information is from May 2021, 

so it is nearly a year out of date. The FEIS should update this list with all new permits submitted 

since then, and in order to account for projects that will be proposed later but still constructed 

simultaneously with the anticipated decade-plus construction duration for WSBLE, it should 

assume a baseline of ongoing development in Downtown based on historic trends. Development 

in Downtown will not just freeze because of WSBLE construction, and without a future-looking 

analysis, it is not possible to adequately access potential cumulative impacts or appropriate 

mitigation measures. There could be significant impacts from simultaneous construction of 

projects with WSBLE on traffic, noise, air quality, public services, and other elements of the 

environment. The FEIS must fully analyze these reasonably foreseeable impacts and assign 

appropriate mitigation measures.  
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V. Conclusion 

 

Thank you for this opportunity to comment. We strongly support the end goal of providing an 

interconnected transit system represented by the WSBLE but respectfully request that its 

construction and operation fully mitigate the significant anticipated impacts on Downtown. More 

work is needed in the FEIS to hit the mark. Please don’t hesitate to reach out to me should you 

have any questions.  

 

Thank you,  

 

 

 

Gregory K. Johnson 

Chief Executive Officer 

Wright Runstad & Company  

for RSQ Tower, LLC and WRC 400 University, LLC 

 
GKJ/jkh 

 

Attachments: Plans and Sections along 5th Avenue between University and Union Streets 
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