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April 28,2022

WSBLE Draft Environmental Impact Statement Comments
c/o Lauren Swift

Sound Transit

401S. Jackson St.

Seattle, WA 98104

To Whom It May Concern:

On behalf of 4Culture, we are submitting comments on the Draft
Environmental Impact Statement for the West Seattle and Ballard Link
Extensions Project.

4Culture, or the Cultural Development Authority of King County, is a public

authority organized pursuant to RCW 35.21.730 through 35.21.759 and King
County Ordinance 14482. The importance of culture in this region is codified
in our charter which states:

Arts, heritage, historic preservation and public art enhance the quality
of life for the region'’s citizens, foster creativity and an ethic of
stewardship and citizenship, stimulate economic development, and
attract visitors. A vibrant cultural community is an essential part of
building a regional sense of place and reputation as a national and
international cultural center. Therefore, the Cultural Development
Authority of King County is established to support, advocate for, and
preserve the cultural resources of the region in a manner that fosters
excellence, vitality, and diversity.

To fulfill the obligations of our charter, 4Culture has honed our mission, vision,
and values to focus on racial equity. We recognize that historic and current
barriers to cultural funding and support have resulted in racially disparate
outcomesin access to culture. We are actively working toward racial equity in
our funding, commissioning, and other work.

4Culture’s core values include a belief that “Culture is a right for all: The right
to express and experience culture lies at the core of who we are individually
and as a community. We protect and advance this right for everyone.”
4Culture’s program areas of Public Art, Preservation, Heritage, and Arts
support the intersecting and evolving disciplines, forms, and places where
culture is expressed and experienced.



4Culture Comments on the DEIS

We thank Sound Transit for the opportunity to comment on the alternatives
for the WSBLE project. Our particular focus is on the alternatives presented
for Chinatown-International District. Our review of the DEIS is shaped by
4Culture’s focus on racial equity and our core value that “Culture is a right.”

From our analysis and from input from our constituents, we believe that the
Fifth Avenue Alternatives would pose a dire threat to the preservation and
cultural continuity of Chinatown-International District. While the DEIS says
the Seattle Chinatown Historic District is “historically and culturally important
to the Asian community and the city of Seattle” (Page 4.3.4-8), we assert that
the district is broadly historically and culturally important at the county level at
which 4Culture operates, as well as at the state level as confirmed in its
National Register designation. Moreover, the district has borne
disproportionate impacts from major transportation and sports facility
projects, as acknowledged by Sound Transit and the City of Seattle in their
racial equity analysis of the WSBLE project. In consideration of these factors,
we ask Sound Transit to put greater emphasis and weight on both the
physical, historic fabric of the CID as well as its intangible cultural heritage and
neighborhood cohesion.

Historic preservation regulations and processes tend to emphasize
architectural significance and integrity in determining what is an adverse
effect, and in deciding what is important to save. The 5™ Avenue alignment
alternatives for the CID have a greater detrimental impact by these measures,
including the demolition of one contributing building to the National Register
listed Chinatown Historic District (418 5th Avenue South), and one National
Register-eligible building, the Seattle First National Bank-International
District Branch. In comparison, the 4" Avenue alternative primarily impacts
Union Station, through construction disruption and partial property
acquisition.

However, beyond the straightforward physical impacts, in the CID the built
environment is inextricably linked to a cultural community that has survived
and thrived despite cycles of disinvestment and gentrification, as well as
multiple major, disruptive public projects. The DEIS states, “Because the
number of acquisitions would be relatively small and would not include major
social resources, community facilities, and the project would be underground
except for station entrances and on the edge of the neighborhood along
existing transportation and transit facilities, the project would not directly
impact neighborhood cohesion.” (Page 4.3.4-16) The DEIS discounts the
impacts of demolition and displacement, being at the “edge of the
neighborhood.” But this edge is critical as both a border and gateway; it
defines the geography and identity of the neighborhood.



We urge Sound Transit to dig deeper in its understanding of the impacts of
the 5 Avenue alternatives that will result in multiple building demolitions
(including one “non-contributing” building), and other disruptions that will
resultin 19-27 business displacements and 170-230 employee displacements
according to an analysis by Historic South Downtown. In the CID, small
businesses are more than economic drivers; they are social resources,
community facilities, and cultural anchors. Their temporary or permanent
displacement will fray the social and cultural fabric of a fragile neighborhood.

While harder to measure, the anticipated impacts on cultural heritage and
neighborhood cohesion are critical for Sound Transit to explore before
identifying a preferred alternative. These impacts also must be more
holistically understood, and community voices heard, to fairly mitigate
impacts to the neighborhood. Again, we emphasize that displacement of
businesses and employees will not just be feltin an economic sense, butina
cultural sense, as well. We urge Sound Transit to fully acknowledge the clear,
negative impacts of the 5™ Avenue alternatives on cultural heritage and
neighborhood cohesion. In addition, we advocate for a more complete
analysis of the impacts of displacement and disruption for both alternatives,
so that mitigation measures can be developed that comprehensively consider
the unique and highly significant cultural community of the CID.

Sincerely,

Brian Carter, Executive Director

Claire Miccio, Government and Community Relations Manager
Dana Phelan, Preservation Program Director

Chieko Phillips, Heritage Program Director



A/NT Gallery
305 Harrison St
Seattle WA 98109

Official Comment on the West Seattle and Ballard Link Extensions by the Seattle Center Resident
Organization A/NT Gallery located at 305 Harrison St. The building is referred to as the International
Fountain Pavilion or the Sweden Pavilion.

The following comments pertain to the “Preferred Alternative” for the Seattle Center Station in the
Downtown Segment of the Ballard Extension, as referenced in Chapter Two, pages 2-61 and 2-62 and
throughout the DEIS as “Seattle Center Station” in the “DT-1 and DT-2 Segments”

About A/NT Gallery

A/NT Gallery is a federal non-profit, all volunteer, co-op arts organization, that has been in continuous
operation since 1988. We are one of the longest running non-profit co-ops in the Seattle Metro area.
We serve, roughly, one hundred local artists each year who are our “members”. The majority of our
members have no formal education in the arts and have had little, to no, access to formal galleries.

As members come and go, the proportion of local artists without formal education is maintained
through our commitment to the “non-juried format”. Jurying is the process of determining a piece of
artwork or an artist’s collection is worthy of public display based on a set of criteria that are usually
extremely biased in favor of; racial, cultural, and economic privilege. In addition to our members, every
year the gallery is host to 10 to 12 local arts organizations displaying art produced by specific
populations of local underserved artists, including those who are unsheltered, disabled, blind, or those
currently incarcerated in our justice system and many more. A/NT Gallery is always free admission and
open to the public, including all of our events, providing access to art for over ten thousand patrons
each year.

Positive Impacts of the Seattle Center Station

In general, A/NT Gallery is in support of a Link Light Rail station that can serve Seattle Center. This will
increase accessibility to the arts organization on campus which is in line with A/NT Gallery’s mission of
accessibility.

However, we have some serious concerns regarding the current “Preferred Alternative” location of the
station being proposed in this DEIS. Please note: these comments are confined to the Seattle Center,
and no other portion of the project.

Construction Concerns:

Construction impacts to A/NT Gallery. Major construction happening adjacent to our building has had
significant negative effects. While work was going on for the new Climate Pledge Arena, our walk-in

patronage dropped by nearly 50%. This had a direct negative effect on the gallery’s ability to execute
our non-profit mission of giving underserved artists public exposure, as well as being able to sell their



artwork. The ongoing noise and disruption made retaining volunteer staff more difficult. The direct
negative impacts of construction, drawn out over a longer period, could drastically decrease artists
participation in our gallery.

We learned from our experience, during the construction of Climate Pledge Arena, that the EIS
evaluation of anticipated impacts to A/NT Gallery’s building were understated and incorrect. Unplanned
impacts had a negative effect on our gallery and its mission as listed below:

e Ground water came up through the floor of our gallery and damaged 232 square feet of our
flooring and had to be replaced.

e Three unplanned closures of our gallery, with little time to notify our artists and the public of
the closures.

e Window damage.

e During one particularly bad day of vibration our hanging system came off the wall.

e Construction vehicles blocked our entry and exit for weeks at a time.

e Fences and construction staging blocked two of our south windows for several years.

This has been educational; we wish to go forward better informed.

Chapter 4 page 4.3.16-30 references the “Sweden Pavilion” and states it will not be adversely affected.
Our facilities and operations management were not involved in the process Sound Transit used to make
this determination. As listed above, the process used to determine this may not have been adequate in
the past. In addition, we are the only all volunteer visual art gallery that continually serves vulnerable
populations on campus (such as the elderly and the disabled) we believe that past efforts did not
sufficiently account for the sensitivity of the activity going on in our building. We need to see more
information regarding potential construction impacts and more direct communication from Sound
Transit specific to our building and the continuation of our mission on campus during the construction.

Financial Mitigation of Construction impacts on business activities

Though there is reference to the potential financial impact on business in the Appendix L, there is no
specific reference to financial mitigation for the impacted businesses. What we saw with the
construction of the Climate Pledge Arena, is that preemptive investing of marketing dollars into the
Seattle Center campus in order to get the word out that we are all still open and conducting events
during the construction on campus is helpful to mitigating the negative impacts of construction on
business activity.

Campus Impacts

We wish to convey our support of the REP, KEXP, Vera Project, and SIFF. Together we make a rich
tapestry of accessible arts on the Northwest corner of campus. If the construction or lasting impacts of
the station could jeopardize the ability for any one of them to thrive and/or continue to provide their
programing on campus, then the price of the station in this location is too high.

Putting a public transit station on campus will have lasting, potentially negative, effect on the campus,
including the loss of the heritage trees. The gallery is concerned about practical questions of safety and
hygiene. There is no mention of Sound Transit providing public bathrooms in this DEIS.



Transportation consequences DEIS Chapter 3

Emergency services access: Chapter 3 (page 3-74) refers to providing updates to local emergency
services. This does not adequately address concerns of Fire and Ambulance access to our corner of the
campus during construction.

There is no reference to maintaining safe bicycle routes through the construction.
Cultural Impacts

Last, but not least, is the ongoing impact to the culture and feel of the campus. The above ground
station will be in a space restricted area, and we are concerned about crowd control, particularly when
large events let out.

This campus has always been a quiet refuge, a kind of park land. Putting this station on the Seattle
Center campus is the cultural equivalent of putting a transit station right inside Central Park in New
York.

In general, A/NT Gallery supports the station, however, not located within the boundaries of the Seattle
Center campus. In Sound Transit Workshop #3, April 8, 2022, Potential Refinements, two alternate
station locations were presented. (Reference- images (screenshots) attached on page 4, below.) A/NT
Gallery would like to request more research be done on these two options.

Conclusion

We need more direct communication from Sound Transit. Better understanding of construction
impacts.

The decision we make now will affect the generations to come after us, and it is imperative that as our
wonderful city grows, we preserve the Seattle Center as a place where all of Settle’s diverse population
can enjoy the arts, music, cultural activities, sports and time spent relaxing away from the din of traffic
and noise of train stations.

Thank you for your time and consideration. This document was created by dedicated volunteers, not by
professional legal counsel or a consulting firm.

We thank the volunteers who directly contributed to this document:
Michelle Ishimitsu (A/NT Gallery Board President)

Michael Piper (A/NT Gallery Board Vice President)

David Sokal (A/NT Gallery Board Treasurer)

Comments Submitted by

A/NT Gallery

Board Of Directors

April 27t 2022



Alternative One: Station Box Moved West

Alternative Two: Mercer Mix & Match









WSBLE Draft Environmental Impact Statement Comments
c/o Lauren Swift

Sound Transit

401 South Jackson Street

Seattle, WA 98104

Re: Comments of Alliance for Pioneer Square on the Draft WSBLE EIS

Dear Ms. Swift:

Thank you for considering these comments of the Alliance for Pioneer Square on the
Draft EIS for the West Seattle/Ballard Line Extension (“WSBLE”) of Sound Transit’s light rail
system. This 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 Pioneer Square.! All alternatives for the CID 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. The choice of the preferred
alternative may positively or negatively impact Pioneer Square for the next hundred years.

! Alliance for Pioneer Square advocates for a community process to name the future station within this segment that
includes all stakeholders and integrates both neighborhoods. The boundaries of Pioneer Square encompass all of
Union Station, so the Fourth Avenue station alternatives are within Pioneer Square and the Fifth Avenue alternatives
immediately abut it. Passengers heading to Pioneer Square will disembark at what the EIS calls the CID station.
With Pioneer Square’s employment base, including the Weyerhaeuser headquarters, numerous high tech businesses,
and its active street level retail, the ridershed for the station is at least as great to Pioneer Square as to the
Chinatown-International District. How the segment is named translates into how the EIS analyzes the area.
Throughout the DEIS, the focus is on the Chinatown-International District and Pioneer Square is ignored, but never
more so than in the Social Resources, Community Facilities, and Neighborhoods discussion, p. 4.3.4-8. There the
DEIS discusses the Chinatown-International District as a hub of Asian-American community, finding that it has
high neighborhood cohesion. That is undoubtedly true. But the DEIS ignores that the Pioneer Square neighborhood,
which also contains

a variety of uses including, mixed-use, residential, commercial, office and parks. This area has many

restaurants... The district has historic cultural attractions.... a high percentage of the population... is low

income. Many social resources in this segment include senior and low-income housing...
as well as numerous social service organizations. (Paraphrasing DEIS discussion of the Chinatown-International
District at 4.3.4-8.) The success of Pioneer Square depends on the interaction of street level uses with employees
coming to offices from throughout the region, tourists arriving from across the world at the transportation hub
formed at King Street and Union Stations, and the increasing numbers of housing units within the District. By
ignoring Pioneer Square as a unique neighborhood with its own neighborhood cohesion and social resources, the
DEIS ignores significant adverse impacts of the construction process, as well as the potential benefits to Pioneer
Square from the selection of one versus another of the alternatives.

310 First Avenue South, Suite 201, Seattle, WA 98104
T. 206.667.0687 allianceforpioneersquare.org
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Who We Are

Alliance for Pioneer Square is a community and economic development organization that
exists to foster and preserve the qualities and characteristics that make the Pioneer Square
neighborhood historic, and that have made it one of the most unique, inviting, and exciting
neighborhoods in Seattle. Alliance for Pioneer Square has helped keep the Pioneer Square
neighborhood vibrant by promoting a mix of office and residential uses along with shopping,
dining, and cultural attractions, with pedestrian-oriented streetscapes, human-scaled buildings,
and friendly public spaces. Alliance for Pioneer Square has been the voice of the Pioneer Square
neighborhood in many City and regional planning processes, including the Jackson Hub
Planning process over the past several years. This planning effort was intended to address the
ongoing issues associated with imminent large-scale transportation and construction projects,
including Sound Transit’s WSBLE, impacting the intersection of S. Jackson Street between
Third and Fifth Avenues, where the Pioneer Square and Chinatown-International Districts meet.
It has sought to actively partner with Sound Transit in setting goals for Jackson Hub and the
ways that the WSBLE project can enhance the public realm of the area, and also avoid creating
major setbacks in the neighborhood’s efforts to continue its upward trajectory. It has been a
forceful advocate for preservation and enhancement of the public realm within and surrounding
Pioneer Square.

Over the last 30 years, the Pioneer Square neighborhood has succeeded in attracting
hundreds of millions of dollars in new investments, hundreds of new residential units, and has
become not just the home of the new headquarters of Saltchuck and the Weyerhaeuser Company,
both regional icons, but also of many technology startups — all while continuing to host the
highest concentration of social service providers in the region and a wide mix of socioeconomic
groups. The entirety of Pioneer Square is within the “walkshed” of all the proposed locations for
the new station, and employees at Saltchuck, Weyerhaeuser, and many high-tech companies
throughout Pioneer Square will use this new regional transportation hub.

Pioneer Square is not simply an area that happens to have several historic buildings, it is
a historic district, listed as such on the National Register of Historic Places. The District itself
functions as an entity which must be protected, and the health of the District as a whole is critical
to the survival of individual buildings. Historic buildings require regular and expensive
maintenance or they will, in due course, become derelict and disappear. To be able to conduct
that maintenance, buildings must be financially successful. If access is cut off to the District,
buildings that are not physically touched by the project may be put at risk because without the
customers and suppliers that keep the occupants of the buildings healthy, the buildings will lose
the resources to keep it viable.

Pioneer Square’s remarkable balance of old and new, small businesses and large
employers, and all types of people, is a fragile thing, however. Pioneer Square has been forced to
survive multiple decades of major public projects disrupting access to and life within the
neighborhood including early projects such as the implosion of the Kingdome and construction
of Lumen Field to more recent megaprojects like the Alaskan Way Viaduct Replacement Project,
the Elliott Bay Seawall Replacement Project, the First Avenue water main replacement project,
and the Center City Connector project. The Covid-19 pandemic, combined with the current crisis
of homelessness in Seattle, has been brutal to much of downtown Seattle, including Pioneer
Square. While Alliance for Pioneer Square is confident that Pioneer Square will spring back, at

310 First Avenue South, Suite 201, Seattle, WA 98104
T. 206.667.0687 allianceforpioneersquare.org
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this time it needs all the help that public bodies can give it. In the case of Sound Transit, that
includes particular care that it minimize and mitigate the impacts of the construction of WSBLE
on the neighborhood, while also selecting the alternative which will provide the greatest long-
term benefit to the transportation hub at King Street and Union Stations and to the public realm
where Pioneer Square and the Chinatown-International District meet.

How We Approach the WSBLE Project

Alliance for Pioneer Square expects and intends to continue to partner constructively with
Sound Transit throughout the WSBLE project. We understand the importance of the WSBLE
Project for the region as a whole, and for the City of Seattle. While it is a critical piece of our
regional transportation infrastructure, if done well, it can have very positive long-term effect on
Pioneer Square. If done badly, those impacts could have very negative long-term consequences.
Regardless of the alternative chosen, the construction process will have very high negative
impacts on all downtown Seattle, including Pioneer Square. The City’s experience with the
construction of the Third Avenue bus tunnel in the late 1980s showed that mega-transportation
construction projects can inflict long-term damage on the neighborhoods where they are built.
On the other hand, our experience with more than a decade of major infrastructure projects on
our doorstep or through our neighborhood has demonstrated that with thoughtful and adequate
mitigation, the construction disruptions can be survived with the neighborhood largely intact.
That experience tells us that cooperation between Alliance for Pioneer Square and Sound Transit
is essential if we are to avoid the greatest adverse consequences and achieve the greatest public
benefits from this major public investment. Cooperation is, obviously, a two-way street. Alliance
for Pioneer Square will expect that Sound Transit treat us as a partner in return.

Identifying a Preferred Alternative for the CID Segment

Selection of the preferred alternative for the CID segment depends on which benefits and
adverse impacts one weighs most heavily. All alternatives will have significant adverse
construction impacts, for which adequate mitigation is essential to prevent long-term damage to
the area. The two proposed alignments (4™ Avenue and 5" Avenue) would have different
outcomes for transportation mode connectivity. The cost of the alternatives differs. No single
alternative rises to the top as the obvious best overall choice without further design and study.
Therefore we offer you our priorities, what we prefer about the proposed alignments, and what
our concerns are about the project, for the Sound Transit Board to consider while selecting a
preferred alternative.

Alliance for Pioneer Square has long sought to improve connectivity, transit, and
transportation access to the Pioneer Square neighborhood, as well as improve public realm
connections between Pioneer Square, the Waterfront, the Stadium District, and Chinatown-
International District. Alliance for Pioneer Square, Historic South Downtown, and Seattle
Chinatown International District PDA collaborated to define a vision for intentionally
developing King Street and Union Street Stations as a cohesive transportation hub (see the
Jackson Hub Concept report). Our work together sought to improve the public realm around
these stations, which today serves as the largest west coast transportation hub north of San
Francisco. Our shared goals include improving connections between the neighborhoods, and
improving transit access to and through Pioneer Square and the CID. When we consider the
alternatives for the CID segment with this priority in mind, we believe the Fourth Avenue
Shallow Alternative (CID-1a) achieves these priorities. This is primarily because it offers the

310 First Avenue South, Suite 201, Seattle, WA 98104
T. 206.667.0687 allianceforpioneersquare.org
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most direct physical connections between light rail, Sounder, and Amtrak modes, it creates new
direct light rail connections to the Pioneer Square and Chinatown-International District
neighborhoods and to the Stadium District, it places light rail closer to the ferry system and the
waterfront, and it centers the transportation system inside the existing Jackson Hub footprint.
Sounder riders coming from Pierce, South King, and Snohomish Counties would have more
direct access to light rail at the new Weller Street entrance, allowing for greater transfer ease
from regional commuter rail to local light rail. Transfer ease, better connectivity than today, and
more intentional transit hub development are benefits that would be shared by all regional transit
users. The Fourth Avenue Shallow alternative appears to offer the prospect for the greatest long-
term benefit to the City and Pioneer Square, and the greatest return on the region’s enormous
investment in the WSBLE project.

The Fifth Avenue Shallow alternatives (CID-2a and 2a diagonal) would add one new
light rail connection inside the CID neighborhood, at a similar location as the existing light rail
station today. The new station entrance would be outside the existing transportation hub, and
would create a more sprawling effect between modes. While a Fifth Avenue alignment would
essentially result in “no change” to Pioneer Square’s existing light rail access, it would represent
a lost opportunity for the region to center regional transportation improvements closer to job
centers and regional attractions. Fifth Avenue Shallow alternatives may provide a more direct
opportunity for transit-oriented development and for public realm improvements inside the CID,
but as of writing this letter, it remains unclear in the public discourse if those opportunities are
considered a benefit relative to the cost incurred by the CID neighborhood resulting from the
myriad significant construction impacts and the destruction of historic buildings and
displacement of businesses.

WSBLE is a hundred-year investment in mobility of the region. In its advocacy, one of
Alliance for Pioneer Square’s consistent themes is that public investment should enhance the
public realm. The Fourth Avenue Shallow alternative would create a station mezzanine level
beneath 4™ Avenue, allowing transfers between modes to occur beneath the street, and separating
pedestrians from traffic. Grade-separated crossings create improved safety by giving pedestrians
an option to crossing an active street. Separating vehicles and high volumes of transit users can
improve traffic safety and improve the flow of people to and from the transit system, especially
during surge events from the nearby stadiums and event centers.>

Another consistent advocacy theme from Alliance for Pioneer Square, and from some
CID neighborhood stakeholders, is that Union Station should be activated for transportation
purposes and economic development opportunities, the plaza in front of Union Station should be
enhanced, and the intermodal connection of the King Street Station should be tied more closely
to Union Station. That is possible if a Fourth Avenue alternative is chosen. Either of the Fifth
Avenue alternatives will simply increase the extent to which King Street Station and Union

2 This same principle of separating people from vehicles and other modes, while creating important connections to
transit is most recently illustrated at the Montlake Triangle Project. Sound Transit, Washington State Department of
Transportation, and the University of Washington collaborated to deliver the Montlake Triangle Project as a solution
to alleviate concerns about the volume of transit patrons crossing the Burke-Gilman trail, and provide improvements
at existing crosswalks at Montlake Boulevard as part of the Montlake area improvements being made in the SR 520
Bridge Replacement and HOV project. A key distinction between the Montlake Triangle Project and the Fourth
Avenue Shallow alignment is that the public realm benefits are built in to the WSBLE project, and do not require a
separate project effort like the Montlake Triangle Project.

310 First Avenue South, Suite 201, Seattle, WA 98104
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Station are divorced from each other, will fail to improve existing intermodal connectivity, will
provide no direct basis to enhance the plaza in front of Union Station, and will not increase the
extent to which the use of Union Station returns to transportation.

One of the disadvantages of the Fourth Avenue alternatives, viewed alone, is that they
require rebuilding of the Fourth Avenue South Viaduct and other surrounding bridges. At the
moment, it is tempting to put off that expense, and to defer solving the transportation challenges
that come along with bridge replacement. The reality is, however, that several bridge structures
abutting the Fourth Avenue South Viaduct, including the 2™ Avenue Extension and Jackson
Street bridges, are currently undergoing study for replacement by the City of Seattle as part of
the current Move Seattle levy Bridge Rehabilitation and Replacement subprogram. Bridges
surrounding Fourth Avenue are in need of repair and replacement, and the construction impacts
widely feared around a Fourth Avenue alternative, will come to pass sooner than later. The
worst-case construction scenario for Pioneer Square is to have survived the last ten years of
infrastructure mega-projects, survive WSBLE, and then shortly thereafter, have to face the
reconstruction of 2™ Avenue Extension and Jackson Street—impacts many have touted as a
negative scenario as part of the Fourth Avenue Shallow station alignment alternative. It is far
better to get that infrastructure upgrade dealt with at the same time as WSBLE, so that when
WSBLE is completed, the sole focus can be on moving forward.

Sound Transit disclosed in the Draft EIS that the Fourth Avenue Shallow alternative
would not permanently close King County Metro Ryerson Base but would impact the bus
entrance to the base during construction of the tunnel portal and reconstruction of the Stadium
Station. Sound Transit also disclosed that staged construction could likely occur in a manner that
would prevent closing Fourth Avenue South completely during a majority of construction, but
that full closures would occur at several intersections, and along streets north of the proposed
station. Sound Transit further disclosed the length of time to construct the Fourth Avenue
Shallow station alternative could be years longer than the other alternatives considered in the
CID segment but would not know that with certainty until final design. Without better
information about the ability for Sound Transit to minimize the issues described, it is difficult to
understand if the challenges presented can be reasonably solved and mitigated. Alliance for
Pioneer Square requests Sound Transit advance the Fourth Avenue Shallow station alternative
for more design and study, meaningfully seek to reduce the estimated time for construction,
further study the extent and need for roadway and bridge rebuild along Fourth Avenue, and
evaluate minimizing the impacts to traffic, King County Metro bus bases, and parking resources
identified as important to meeting the Stadium District Master Use Permit conditions.

Fifth Avenue alternatives appear to have fewer traffic and transportation impacts during
construction, however, construction of those alternatives would still affect important parking
resources necessary to meet the Stadium District Master Use Permit, and would present
challenges for King County Metro Central Base. Should Sound Transit choose to further evaluate
Fifth Avenue alternatives, additional study and engineering would need to be done to minimize
access impacts to parking resources required by the Stadium District, and operational impacts to
King County Metro bases within the construction area.

On balance, we believe the Fourth Avenue Shallow alternative will provide the most
connectivity and receive the most use by people coming to and from Pioneer Square, as well as
the Chinatown-International District, and from people arriving in Seattle at King Street Station

310 First Avenue South, Suite 201, Seattle, WA 98104
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via Sounder or Amtrak.? Having made the enormous investment in the WSBLE project, it is
important that the alternative chosen is one that will receive the most use.

The Fourth Avenue alternatives also offer far more opportunity to reactivate Union
Station for transportation use — its original purpose, far more opportunity to strengthen the multi-
modal hub created by the Sounder and Amtrak lines at King Street Station, the Seattle Streetcar,
the Washington State Ferry terminal, and the numerous bus routes that use Second, Third, and
Fourth Avenues, and to enhance the pedestrian environment at the Union Station Plaza, which is
the hub joining Pioneer Square and Chinatown-International District. If the Fifth Avenue
alternatives are chosen, the currently awkward and confusing links between Sounder and Amtrak
in King Street Station and the light rail station on Union Station will only become more
confusing. The ferry terminal will be further away and less convenient. There will be no reason
to reimagine the Union Station plaza to make it more welcoming and useful—an outstanding
promise made to the CID community when the existing light rail station was installed. Those will
be missed opportunities to enhance the public realm.*

Why We Believe Other Alternatives Can Now Be Rejected

After evaluating the information presented in the Draft EIS, and considering our priorities
for increasing transit access to Pioneer Square and increasing connectivity between
neighborhoods, we are ready to urge Sound Transit to reject the two deep station alternatives
(CID-1b and CID-2b). With deep station access depending on elevators, we do not believe they
will be used as much as they should be and may even result in diversion from the station. While
Sound Transit’s Beacon Hill station relies entirely on elevators for access, it does not experience
the sort of surge use that we would expect at the CID station. (It is also difficult to measure
whether use of light rail to and from the Beacon Hill station is deterred by the fact that it is
served only by elevators). Surge events would be particularly common when there are events at
the stadiums and event centers or in Chinatown-International District. One of the many important
functions of light rail is to move people to and from major events without their automobiles, so it
is critical that individuals not be dissuaded from taking light rail by the fear they will be stuck on
the platform in a crowd, waiting to get onto an elevator. Some number of people will be
claustrophobic and will avoid a station that depends on an elevator. Sound Transit also has
recently experienced equipment failures of its escalators and elevators at some stations. An
equipment failure at a station that depends on elevators could leave many riders unwilling to use
the station thereafter. We assume the deep alternatives would have emergency stair access for
people to exit the station, however, many people would find needing to climb 180 to 190 vertical
feet of stairs extraordinarily difficult and in some cases dangerous. So, while it is tempting to

3 Table 3-20 predicts that the Fifth Avenue alternatives will experience more PM peak hour transit transfers than the
Fourth Avenue alternatives. We have found no explanation for that assumption, and do not expect it to be true. But
regardless of transit transfers, we believe the Fourth Avenue alternatives will be more attractive to transit riders
coming to jobs within Pioneer Square, and that transfer from Amtrak and Sounder trains in King Street Station to the
Fourth Avenue station will be more convenient than to a station on Fifth Avenue.

4 Instead, the project will remove several contributing historic structures the Chinatown-International District, which
is a loss that cannot be mitigated. The DEIS’s characterization of that demolition of historic structures as an
“opportunity for transit-oriented development” seems like an effort to make a silk purse from a sow’s ear. Razing
historic buildings will indeed place the burden on Sound Transit to make sure that the land is put back to the best
possible use. But it does not mitigate an irremediable impact.

310 First Avenue South, Suite 201, Seattle, WA 98104
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prefer the shorter construction disruption and the lower cost of the deep alternatives, we believe
the end result would not justify the construction and cost benefits.”

We also express real concern for the construction effects and potential gentrification risk
posed by the Fifth Avenue shallow alternative. We will leave it to the Chinatown-International
District residents and stakeholders to explain their concerns about the demolition of historic
structures, the loss of small business, the loss of on-street parking, the massive increase in heavy
construction traffic through the neighborhood, and the impact on Hing Hay Park. But quite apart
from the adverse impacts on the Chinatown-International District, the Fifth Avenue alternatives
will do nothing to enhance the connection between Union and King Street Stations, it will do
nothing to enhance the public open space in front of Union Station, and it will do nothing to
enhance the multi-modal transportation network that comes together in Pioneer Square. In
general, it will be a missed opportunity to develop regional transportation resources within an
existing transportation hub, and it will damage the Chinatown-International District with little or
no redeeming feature other than seemingly minimizing impacts to transportation during
construction. If Sound Transit intends to advance Fifth Avenue Shallow alternatives to the Final
EIS, it must perform additional design and study to address design questions and concerns raised
by the community, to further minimize impacts, and provide the information necessary to define
any mitigation needed, if mitigation for such impacts are determined possible.

Additional Analysis that Needs to Be Addressed in the Next NEPA document

39 CFR §775.11(c)(5)(iv) requires an EIS to “describe appropriate mitigation measures
not considered to be an integral part of the proposed action or alternatives. The EIS is to be used,
with other analyses and materials, to decide which alternative should be pursued or whether a
proposed action should be abandoned or other courses of action pursued. 39 CFR § 778.9(4).
Mitigation measures identified in an environmental impact statement and accepted in a decision
must be implemented. 39 CFR § 778.9(7),

The Draft EIS is notable in the extent to which it reserves analysis of mitigation for later.
There is very little, if any, analysis of what measures can be taken to minimize and mitigate the
adverse transportation impacts of the construction process. Because under any alternative, the
construction impacts will be of such a duration that they will do severe, long-term damage to
both Pioneer Square and the Chinatown-International District if not minimized and mitigated,
additional analysis of what mitigation is possible is required before the Sound Transit Board can
make a final decision on the alternative for the CID segment. As discussed above, we believe the
deep station alternatives can now be abandoned, but Sound Transit needs to use the next few
months to focus on potential minimization and mitigation of the impacts of the shallow
alternatives, so that a more informed decision, with further community input, can be made before
the final preferred alternative is selected.

5 Although our objection to the deep alternatives is primarily based on their likely lack of use at critical times due to
their dependence on elevators, we would also note that the fact that alternative CID-1b would eliminate the Ryerson
Bus Base is a significant adverse impact that cannot easily be mitigated. Metro has to have a bus base. It requires a
large area, and it needs to be close to the destination of many of Metro’s buses. There is not another six-to-seven-
acre site that is likely to be available without significant displacement of other businesses. The cost and impacts of
relocating the Ryerson Bus Base needs to be viewed as part of the cost and impacts of alternative CID-1b.

310 First Avenue South, Suite 201, Seattle, WA 98104
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Mitigation That Will Be Needed Regardless of the Alternative Chosen

Identifying the mitigation that will be implemented to reduce the adverse impacts of a
proposal is one of the most important components of an EIS under the National Environmental
Policy Act (“NEPA”). The WSBLE DEIS is arguably deficient in its failure to identify
mitigation that will be implemented. Instead, it repeatedly says in effect that mitigation will be
worked out as the project progresses. While we appreciate the difficulty in getting to the fine
details of mitigation at the stage of a project where its basic outlines are not yet fixed, it is not
acceptable to leave the issue of mitigation to “just trust us.” The State Environmental Policy Act
(“SEPA”) rules make provision for phased review, WAC 197-11-060(5), which allows the
agency to focus on issues ripe for decision and exclude from consideration issues not yet ready.
Phased review would be appropriate here, so that the details of mitigation could be reviewed
when the project is more developed. The NEPA rules do not have a similar provision for phased
review. However, if Sound Transit relies on NEPA rules for the adequacy of its EIS, it must
continue to involve stakeholders, including Alliance for Pioneer Square, in the development of
mitigation. Alliance for Pioneer Square is willing to work with Sound Transit to permit the
process of identifying mitigation to not impede the project schedule, but it is not willing to have
the scope of mitigation reduced because it was left out of the EIS.

The single largest adverse impacts from the WSBLE project are likely to be construction
impacts. While it is sometimes thought that the adverse environmental impacts of constructing
transportation projects are simply to be tolerated, history has shown that major urban
transportation infrastructure projects can fundamentally and profoundly damage the
neighborhoods through which they pass. The impacts of the construction of the Third Avenue
bus tunnel in Seattle is a classic example of that truth. Before the bus tunnel construction, Third
Avenue was a busy, active street lined with small shops and frequented by pedestrians. The
construction put the street level businesses out of business; when the bus tunnel opened, the
street itself was largely deserted and sterile. Street level crime moved in, and that further
dissuaded new business. Today, thirty years after the bus tunnel opened and despite years of
effort at correcting the situation, Third Avenue remains blighted.

On the other hand, with adequate mitigation, a neighborhood can emerge from a
transportation mega-project relatively intact. The survival of Pioneer Square and the Waterfront
from the seawall construction, the First Avenue water line replacement, the Viaduct replacement
and the streetcar construction is evidence of that fact.

In planning mitigation, Alliance for Pioneer Square believes that Sound Transit must
learn from the experience of the last fourteen years of regional mega-projects. We believe the
following are some of the critical things we have learned about construction mitigation over the
last decade:

1) Protection of street level small businesses is the most critical requirement for
allowing a neighborhood to emerge intact from a transportation mega-project. If street level small
businesses have survived, people will return when the project is over. If they have not survived,
street crime will become a problem, businesses will be hesitant to return, and residents will flee.
Some transportation projects have seemed to assume that because small businesses are inherently
fragile, their loss is simply part of what must be accepted in the name of progress. But Third
Avenue is proof that when that approach is taken, it may be decades before the neighborhood can
recover.

310 First Avenue South, Suite 201, Seattle, WA 98104
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2) Pioneer Square’s experience with the last fourteen years suggests that the
following mitigation is needed to have a reasonable likelihood of the neighborhood remaining
intact:

a. Pedestrian access must be maintained to not only the businesses abutting
the construction site, but also to Pioneer Square from the current International
District/Chinatown light rail station while it is open, Amtrak, and the Sounder. That
access must be safe, functional, and attractive. It is not enough that it is technically
possible to reach Pioneer Square; access needs to be well-marked, comfortable to
traverse, well-lit, enhanced as if it were a permanent pedestrian thoroughfare, and it has
to be accessible to people with different abilities. People will not utilize temporary access
routes if they are hard to navigate, feel unsafe, or do not meet the needs of all abilities.
Temporary and unattractive pedestrian routes will kill small business in Pioneer Square
as surely as if there were no access at all. There needs to be significant resources to make
way-finding easy and to create amenity value although people are crossing a construction
zone.

b. There may be times when even if access could technically be maintained
to businesses abutting the construction site, it will be cheaper for the project and more
successful in the long run to pay businesses to close temporarily. That happened on the
Waterfront for several months during the seawall replacement. The cost and delay to the
project of maintaining access to the businesses made it better for everyone to pay for a
closure. The payments must allow the businesses to pay fixed costs and be able to keep
core staff paid, so that the businesses can reopen at the end of the closure period.

c. Communication of changes on a current basis, and on a property-specific
basis, is critical, so that businesses know as much as possible on as timely a basis as
possible. The communication needs to be two-way — the contractor needs to know when
things are going on that are unnecessarily harmful, just as businesses need to know what
will be happening with construction. Alliance for Pioneer Square has served a critical role
in being that communication conduit for the last decade and will be happy to continue in
that role for Pioneer Square. It will need resources to continue that function.

d. The neighborhoods will also need resources to communicate to the public
that they are open, how to get to them, and why people should want to come. Without
extra promotion, people will stay away and that will starve small businesses.

e. The construction may need to modify its schedule to protect key events,
such as the First Thursday Art Walk and fleet week for Pioneer Square.

f. Delay from the announced schedule can be deadly. That happened when
the First Avenue water main was delayed for several months. Small businesses will be
figuratively “holding their breath” throughout the process, and if they are told they can
expect the project to be completed by a date, they will plan accordingly. If that date then
slips several months, they may lose the investments they made in being able to return to

310 First Avenue South, Suite 201, Seattle, WA 98104
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“normal” earlier. Although the communication discussed under item ¢ above can
mitigate some construction impacts, unexpected delay is not an impact that can be
mitigated by communication alone.

g. The City and County must put a moratorium on other public projects in
the rights-of-way in and adjacent to the Pioneer Square neighborhood for the duration of
significant WSBLE construction. This will ensure that while the WSBLE construction
disrupts a large portion of the neighborhood and access to Pioneer Square from the east,
access 1s maintained from other directions so that Pioneer Square is not effectively cut off
from Downtown or SODO.

Construction mitigation is not the only mitigation that must be considered, however.
Urban design of the finished streetscape and of elements of the project must be sensitive to the
character of the neighborhood. Major transportation infrastructure can end with a long swath of
new concrete that has the look and feel of a gash across the city. It can be sterile and harsh. And
if that is the outcome, it may take decades to repair. On the other hand, if the end result is
sensitive to the neighborhood, it can quickly settle into the neighborhood as if it has always been
there. Sound Transit has generally done a very good job of this in its existing stations, but it must
redouble those efforts to design its facilities and the restoration of the areas it has disturbed, so
that they seem to belong in the Pioneer Square Historic District, and do not become a continuing
intrusion into the neighborhood.

The classic example of where sensitive design will be critical is the exhaust structures
that will be needed. If the Fourth Avenue Shallow alternative (CID-1a) is chosen, we understand
that an exhaust structure is needed, and is currently proposed on Union Station Plaza. Its size is
likely not changeable, however, we are unsure if its location may be changed. If it is designed to
be attractive and fit into the neighborhood, or to be a visual amenity to the area, it can be quickly
accepted as simply part of the streetscape. If it is garish and insensitive, it will be a permanent
scar.

Section 106 Considerations

Alliance for Pioneer Square is one of the principal advocates for preservation of the
Pioneer Square Historic District. Pioneer Square as a home to thousands of residents, as the
home of multiple job-creating companies, and as a major tourist attraction for the region,
depends not on the vitality of any one building, but on the vitality and cohesiveness of the
District as a whole. As the Historic and Archaeological Resources Technical Report states, p. 2-
1, “historic properties” are defined for Section 106 purposes to include not just an individual site,
building, structure, or object, but also any historic district that is listed on the National Register.
Here the relevant “property” is the Pioneer Square Historic District as a whole. The delineation
of the “area of potential effects,” Figure 3-2, is therefore too narrow. It should be expanded to
include the entirety of the Pioneer Square Historic District.

That expansion is not simply a matter of definition, but is necessary to understand and
address the actual adverse impacts of the WSBLE project. As discussed above, Pioneer Square
achieves its success not because of any one individual building, but because of the fact that it is a
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neighborhood of historic buildings, imbued with the earliest history of Seattle, dating to before
European settlement, and continuing through the recovery from the Great Seattle Fire and the
Alaska/Yukon gold rush and into the 20" Century. Each of the buildings survives in part because
of the vitality of the district as a whole. Although WSBLE will be built on the eastern boundary
of the District, if the construction cuts off the remainder of the District from the visitors essential
to the survival of its street level businesses, the effect of the construction will be extremely
negative on the district as a whole. Thus the analysis for purposes of Section 106 must look at
the impacts on the District as a whole, not just at the impacts of specific properties directly
abutting the construction site.

Construction will necessarily be disruptive to many people attempting to come to
downtown Seattle, and that may be more so for Pioneer Square. Regardless of the alternative
chosen for the CID segment, the construction duration will be longer than any small business can
survive if its customers cannot reach it or choose not to attempt to reach it. The neighborhood
will need to have resources to communicate to the broader public that the businesses are still
open, and how to access the district if it is to survive without major long-term damage.

Conclusion

WSBLE is an exciting and a challenging project, and a critical piece to the overall
regional transit network. The opportunities before us to intentionally create a more connected,
planned, and welcoming transportation hub for all transportation users is a once-in-a-lifetime
opportunity that will eventually benefit everyone. The importance of the transportation hub at
King Street and Union Street Stations to the region cannot be overstated. We look forward to
partnering with Sound Transit to help the WSBLE project bring its benefits to the entire region,
while at the same time protecting the historic neighborhoods through which it passes.
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Ballard Food Bank ° A Hub for Hope

Date: April 18, 2022

To: Sound Transit Board

From: Ballard Food Bank Executive Director and Board President

Subject: WSBLE Draft Environmental Impact Statement Comments: RE Ballard Link Extension Con-
cerns for Options for IBB-1a, IBB-1hb, and IBB-2a

We are writing today to give important community feedback on the Ballard Link Extension Options.
Based on the Draft EIS from Sound Transit, we respectfully share that both the Preferred Elevated
14th Avenue Alternative (IBB-1a) and Elevated 14th Avenue Alignment Option (from Prospect Street
Station/15th Avenue) (IBB-1b) would be devastating to Ballard Food Bank’s ability to provide critical
food and services to more than 7,000 individuals and families in NW Seattle and beyond. Both the
IBB-1a and IBB-1b would call for a full closure of 14th Avenue Northwest for up to 3 years during
construction. In addition, the Preferred Tunnel 14th Avenue Alternative (IBB-2a) closes 14th Ave-
nue NW between 52nd and 58th for 3 years. This also puts our services at risk by reducing access to
our facility and potential jeopardizing the ability for trucks to deliver food. These routes would risk
closing down our brand-new home at 14th and Leary, and prevent thousands of individuals and
families from accessing health food and critical services.

Ballard Food Bank is an important resource to our community. We are a Community Resource Hub
and Food Bank. Our mission is to provide food and hope to our neighbors because there can be
enough for everyone. On October 18, 2021, we opened the doors to our new home at the corner of
14th and Leary. This state-of-the-art facility includes a grocery-store style food bank where Seattle
residents from across the city shop and access food. Our Kindness Café offers a welcoming space for
anyone to grab a hot sandwich, cup of soup and salad. In addition, our Community Resource Hub
provides vital access to resources that promote self-sufficiency and help prevent homelessness.
This includes our rent and utility assistance to neighbors in 8 Seattle zip codes. Our mail program
offers an address for more than 500 clients to receive mail from DSHS, Social Security, and more.
We also offer DOL vouchers for identification as well as access to partner agencies where clients can
connect with a variety of services from physical and mental health to tenants’ rights to housing. Our
new home is truly a one-stop shop for NW Seattle and the greater community. We serve more over
7,000 individuals and families.

A closure of 14th Avenue Northwest from the IBB-1a and -1b options would essentially close Ballard
Food Bank for three years, which would be devastating to our community. The IBB-2a option would
also impact our ability to serve our community by closing 14th Avenue NW between 52nd and 58th
for 3 years. The attached diagram shows the access points for Ballard Food Bank. Specifically, the
closure of 14th would impact the following aspects of our services:

1) Due to turning radius limitations, delivery trucks must drive North on 15th and then turn right
and head East on 49th. They then access the Food Bank by backing into our driveway and depart by
going East on 49th and then turning North on 14th Ave NW. Trucks must go North upon exiting as
the turning radius is too tight to head South on 14th. (SEE ITEM A on Diagram and Auto Turn Study)
2) Clients parking to shop or individuals dropping off donations must access our parking lot. Most
often, they approach from 14th St and then enter our parking lot from 49th. When our neighbors
depart, they must exit our parking lot and head South on 14th. (SEE ITEM B on Diagram)

Ballard Food Bank — 1400 NW Leary Way Seattle, WA 98107 — tel. (206) 789 7800 — ballardfoodbank.org



Ballard Food Bank o A Hub for Hope

3) The guest entrance to Ballard Food Bank is on 14th Ave NW will be negatively impacted. For
guests to enter safely, they must be able to access our front door either coming from our parking lot
or any of the local street parking that can be found along 14th and elsewhere. (SEE ITEM B on Dia-
gram)

4) The closure of 14th would also limit access to the food bank. Many guests and volunteers utilize
street parking in addition to our lot. Parking is often found along 14th, side streets that are accessed
from 14th, or in the median on 14th. In addition, any closures around Leary and 14th could impact
clients accessing the food bank from Leary.

5) IBB-2a closes 14th Avenue NW between 52nd and 58th for 3 years. This may also jeopardize
trucks being able to deliver to the Food Bank. Currently food delivery trucks leave our facility head-
ing North on 14th all the way to Market. A closure of 52nd would impact these routes, especially
with the narrow roads in and around this area.

We ask that the Sound Transit Board consider options that would not put our services at risk and
would better meet the needs of our neighbors. Options along 15th including the Preferred Tunnel
15th Avenue Station Option (IBB-2b) and Elevated 15th Avenue Alternative (IBB-3) are alternatives
we support.

Our City, State and over 1,300 community supporters invested in building a Hub for Hope that offers
a welcoming space for all our neighbors to access healthy food and critical services. They joined us
in building this critical facility at this time when it is vitally needed. Thank you for considering our
community and ensuring that they can access our resources when they need it the most. Please pri-
oritize options that do minimal damage to social service agencies such as Ballard Food Bank.

If you have any questions, please contact Jen Muzia at jenm@ballardfoodbank.org or 253-372-8657.

Sincerely,

(jy\, Wauou
Jen Muzia Carrie Schneider
Executive Director Board President
Ballard Food Bank Ballard Food Bank
Cc:

Councilmember Dan Straus, City of Seattle
Mike Stewart, Executive Director, Ballard Alliance
Ballard Food Bank Board Members

Ballard Food Bank — 1400 NW Leary Way Seattle, WA 98107 — tel. (206) 789 7800 — ballardfoodbank.org
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Ballard Food Bank Auto Turn Study
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WSBLE Draft Environmental Impact Statement Comments ¢/o Lauren Swift
Sound Transit

401 South Jackson Street

Seattle, WA 98104

Re: Comments of Chief Seattle Club 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 CID 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.

Chief Seattle Club’s work is based on the foundation of defending and advocating for
livable, existing spaces in Pioneer Square and the CID that urban indigenous populations utilize
on a daily basis.

Our members, local partners and staff will feel the disproportionate impact of this
proposed project construction for years to come, thus stunting the ability for us to properly serve
our community as one of the largest housing and human services institutions in King County.

We reiterate what many have already said to date: we believe Sound Transit should study
the Fourth Avenue shallow station (CID-1a) 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,

Derrick Belgarde, Executive Director
Chief Seattle Club



Dear Sound Transit Board Members and Seattle City Council Members:

We, Chinese American Civic Association (CACA), is based in Washington State, and have
been focusing on improving the general welfare and happiness of the Chinese American
communities. After extensive study and discussion with Chinese communities regarding
the WSBLE project, we would like to offer our opinions and suggestions, especially
regarding the impact to Seattle Chinatown International District (CID).

The location of a transit station serving the CID neighborhoods is beneficial to the
neighborhood. We appreciate the effort Sound Transit and everyone has put into this
and we look forward to seeing this new affordable, environmentally friendly public transit
system being used daily to accommodate fast growth of the area.

Inevitably, this size of project will permanently change the aesthetics of the National
Register Chinatown Historic District, namely the many historic buildings, Chinatown Gate
and Hing Hay Park. Unfortunately, due to the language barrier, there has been very little
involvement from the CID community, 65% of whom are People of Color, 1200 of whom
are elderly non-English speakers. We would like your help to extend the feedback time
window and achieve racially equitable outcomes.

Historically, the Chinese community has suffered from several governmental acts from
the 1880s (locally, the Seattle Chinese Expulsion on February 7, 1886) to your project
today. Like many Seattle neighborhoods, the CID has been devastated by the Pandemic
shutdowns, the recent civic blight and the hate crimes targeting Asians. We believe the
proposed Sound Transit 5th Avenue Shallow 2a and 2b will impose severe impacts on
Chinatown businesses, residents and social organizations.

We, therefore, recommend the 4th Avenue options (Options 1A or 1B). These options
have the least impact on Chinatown, in terms of construction activities, noise, air
pollution, blocked streets, disruption of business operations, minority property
ownership transfers and displacement of immigrant businesses, tenants, and residents.

Please support Chinatown and help keep it vibrant with a safe environment for our
businesses, community members and residents by staying with the 4th Avenue options.

We appreciate your consideration and will be happy to continue a dialogue if needed.

Sincerely,

Board Members of Chinese American Civic Association
April 22,2022



April 26, 2022
VIA E-MAIL: WSBLEDEIScomments@soundtransit.org
RE: Comments on the DEIS for West Seattle and Ballard Link Extensions Project

Chinese Information and Service Center (CISC) is submitting our comments on the Draft Environmental
Impact Statement for West Seattle and Ballard Link Extensions project.

CISC helps immigrants throughout King County achieve success by providing information, referral,
advocacy, social, and support services. Fifty years ago, we were founded by community volunteers to
serve older adults in Seattle’s Chinatown International District (CID). Today, our main office in the CID
continues to support the well-being of older adults and our programs have expanded to serve the entire
family. Each day at our CID office, dozens of staff provide social services to clients who live a few blocks
away and on Beacon Hill and other Seattle neighborhoods. Many of our clients have disability and
mobility challenges.

The majority of our clients we serve at our CID location are low-income and speak little or no English.
Hundreds of older adults in the neighborhood come to our office for services and support. Throughout
the pandemic, we provided vital public health information, access to vaccines, and connection to
essential needs. During the school year, 60 grade school students come to CISC for our after-school
program that we have operated since 1996. We also operate a Seattle Preschool Program classroom at
Yesler Community Center where we support the academic, social, and emotional growth of 20 children
whose families live in the CID and surrounding area.

We are submitting this comment from the perspective of a social service agency that has cared for this
community for 50 years. We are concerned about the multitude of impacts to residents, workers,
business owners, organizations, and visitors to the CID. We are particularly concerned about how this
project will impact the quality of life for youth, families, and older adults who live, work, and socialize in
this unique cultural neighborhood.

While we believe there is not a current option that is highly desirable, we urge the Sound Transit Board
to select one of the options on 4" Avenue since the anticipated impacts to the CID would be less than
the 5 Avenue options.

Sincerely,

Michael Itti
Executive Director

Mary Hsu
Board President
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April 26, 2022

RE: Move Forward on 4th Avenue

Dear Sound Transit Board Members and Seattle City Council:

The Chong Wa Benevolent Association and Chong Wa Education
Society is a non-profit organization with over 100 years of history. It is a
community-based umbrella organization for more than 20 traditional
Chinese family, geographical, and fraternal organizations. The Chong
Wa Education Society also operates the oldest Chinese language
school in Washington State. Our pro bono board members strive to
protect, improve, and maintain the vitality of Seattle's Chinatown.

The location of a new transit station serving the three neighborhoods of
Chinatown International District (CID) is much-welcomed. However, the
impacts from construction and subsequent re-development may have
unwanted impacts to our neighborhoods. Therefore, we urge the
Sound Transit Board to consider the least impactful option for the new
transit station. The 4th Avenue options are our preferred options for
the new station location. These options have the least impacts to our
neighborhoods and will provide transit access to the CID communities
of Chinatown, Japantown and Little Saigon. Other location options
may create unwarranted displacement and disruptions to local
businesses and especially to the more than 1,200 non-English
speaking elderly residents. Many of the local businesses cannot
survive years of construction disruption, exacerbated by the pandemic
and recent hate crimes against Asian-Americans.

1 of 2
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Sound Transit Board Members
Page 2
April 26, 2022

Additionally, we request that the public comment deadline be extended
to May 28, 2022, to provide adequate time for the limited English
proficient community members, both residents and immigrant
businesses, to comment on the ever-changing, new found information
regarding the options and their potential impact on the CID, particularly
since DEIS Ch. 1 through the final Appendix and Appendix
Attachments have not been translated into the languages of the CID.

We appreciate your consideration. We would be happy to provide
additional community-based input in your station selection processes
and look forward to hearing from you. | can be reached at (206) 679-
5507 or mjl.roc@gmail.com. Thank you.

Sincerely,

Mei-Jui Lin
President

Cc:

Mayor Bruce Harrell

Nicole Kistler, ST3 Advisor

King County Executive Dow Constantine
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F.2 Agency Coordination

Date Recieved: Appendix G, Environmental Justice, provides more information on specific targeted outreach that Sound Transit has done to date to reach people with limited

4/18/2022 English proficiency, communities of color, and people with low incomes.

Created by: Keep in mind the DEIS is way too difficult and technical to send limited English speakers to Google Translate. And depending on Google Translate can be
frustrating in its inaccuracy. While outreach in English is pretty impressive, a way has not been found by ST to engage the limited English speakers regarding the
DEIS so they cannot meaningfully participate in making comments. Meetings with simultaneous interpretation is one way with scribes to record their feedback. Or

have participants write comments immediately in the target language to turn in. Such a meeting would be similar to CAGs but focus on presenting CID info from
Audience: the DEIS.

General Public

Christopher
Johnstone

The lack of transparency in CAG and other meetings only hurts ST’s attempts to get its message across. When people are not informed, they tend to magnify

Reach:

L rumors and wrong information, much like a horror movie holds the audience in suspense about info they don’t know yet. For example, the flip answer that the
Participation: ventilation shafts building is not new info; that it's in the DEIS and all one need do is read it. Well, I've read it and found there are not one but TWO ventilation
Engagement: | shaft buildings proposed for CID 2a, plus what looks like a very large bike storage structure and a maintenance structure.

Source:

Email Withholding information like that is not conducive to trust building, especially if the community is supposed to be a “partner. “ And what about those who don’t
read English? How are they supposed to find that ventilation building info in a 2,000 page document?

Assigned

division: Betty

Outreach Chong Wa Benevolent Assn.

Category:

Project Phase:

Planning

Project

Segment:

Environmental
phase:
Draft EIS
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#499669
Hello. Thank you again for having this. I'm part of the Chong Wa Benevolent Association that is located in Chinatown, and we have very large concerns about the

Fifth Avenue choice. If you decide to use the Fifth Avenue, you'll have the full closure of King Street and Weller and Fifth Avenue, which creates a lot of issues.
And your staging area, I'm assuming that the staging area is going to be on the empty lots that the Sound Transit purchases, which cause Sixth Avenue really

Date Recieved:

41712022 bad, bad traffic and bad health and bad noise and bad everything that comes with large construction projects. And if you were to, that would basically kill that
area, which will kill all of Chinatown because nobody wants to come down into a construction area. Now, if you go Fourth Avenue, all that area does not touch our

Created by: neighborhood, and if you don't touch our neighborhood, then we're all good. We can exist happily together. But Fifth Avenue, we're not going to be existing

Nasra happily forever. And as far as -- | found out that your ventilation tubes to let the air out and into the tunnel is going to be located right there on Weller and Sixth

Mohamed Avenue. And there has not been mention about that ventilation to the community, and that's a big, big, big disruption. Thank you.

Audience:

General Public
Reach:
Participation:
Engagement:

1

Source:

Open
house/public
meeting
Assigned
division:
Outreach
Category:
Project Phase:
Planning
Project
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Environmental
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Draft EIS



April 22, 2022

Submitted via Comment Portal and email

WSBLE Draft Environmental Impact Statement Comments
c/o Lauren Swift

Sound Transit

401 S. Jackson St.

Seattle, WA 98104

RE: Request for 90-day Extension to the NEPA/SEPA Public Comment Period for the West Seattle
and Ballard Link Extensions Draft Environmental Impact Statement

Dear Ms. Swift and the Sound Transit Board of Directors:

On behalf of the CID Coalition and other community members, we are requesting a 90-day extension of
the comment period for the West Seattle and Ballard Link Extensions (WSBLE) Draft Environmental
Impact Statement (DEIS). The CID Coalition is a multigenerational group of people who live, work,
worship, and have cultural ties in the Chinatown-International District neighborhood. Together with the
organizations, collectives and businesses listed below, we work to center the needs of community in
decisions that impact our neighborhood, to fight displacement, to keep our history and culture alive, and
to ensure that the CID remains a place where immigrant and BIPOC communities can thrive for
generations to come. We are deeply concerned about Sound Transit’s proposed alternatives for
Chinatown-International District, as each proposed alternative will have dramatic impacts on traffic and
safety in the neighborhood and will result in the displacement of small businesses and, in at least one
scenario, residents.

As Sound Transit is aware, Chinatown-International District is markedly different from other
neighborhoods along the WSBLE line. See Appendix G, Environmental Justice, Page 4-3 (“The
Chinatown-International District is the only station area densely populated by communities of color in
the WSBLE Project corridor.”). As such, a different level of outreach and feedback-gathering is necessary
to ensure that our community’s voice is heard in this process. Our neighborhood is 63% minority and
54% low-income, with a median household income that is roughly half the amount of every other project
segment (and the city of Seattle as a whole). /d., Page 3-11, Table 3-4. Additionally, our neighborhood is
home to many people with limited to no English proficiency, and limited access to online
resources—organizing a community response to a complex project and a partially-translated, technical
document that spans thousands of pages takes more time than the current comment period allows.

Sound Transit also knows that Chinatown-International District has suffered from a century of public
projects that have caused displacement and negative environmental impacts. Most recently, after
enduring years of construction related to Sound Transit Link light rail, prolonged construction for the First
Hill Streetcar disrupted the walkability and livability of the neighborhood with little benefit to those who
live and work here. As with past projects imposed on Chinatown-International District, many residents,
small business owners, and non-profits in the neighborhood have heard nothing about how this project

Chinatown-International District Coalition / #HumbowsNotHotels + cidnohotel@gmail.com - cidcoalition.com



Re: Request for 90-day extension to WSBLE public comment period

and each of the proposed alternatives may impact their lives and livelihoods and what, if any, mitigation
will be provided.

In the past, the CID Coalition has held community forums on issues that impact our neighborhood (with
displacement being a regular focus) and we intend to do similar outreach regarding this project. We
would use this additional time to conduct outreach with members of our community who have not had
opportunities to meaningfully engage with this project, including immigrant elders for whom language
and digital access is a barrier; youth who will live with the impact of the new station far longer than the
rest of us; and CID residents, both housed and unhoused, and business owners who will bear the brunt
of displacement. The COVID-19 pandemic and the rise in anti-Asian violence has made outreach efforts
more difficult—we imagine that Sound Transit has encountered this in its own outreach—but we are
adamant that all voices and perspectives be heard on a project that proposes to cut through the heart of
our neighborhood. We are asking Sound Transit to continue its outreach efforts in the
Chinatown-International District and to grant this 90-day extension request to ensure a more informed
and equitable process.

Sincerely,

CID Coalition

Puget Sound Sage

API Coalition Advocating Together for Health (APICAT)
Japanese American Citizens League, Seattle Chapter
Pinoy Words Expressed Kultura Arts

Friends of Inscape

UNITE HERE Local 8

Filipino American Political Action Group of Washington
KOBO at Higo

Sairen

Pioneer Barber Company

Da Da Da Gallery

Trichome

OCA Asian Pacific Advocates of Greater Seattle

Egg Rolls/ChuMinh Mutual Aid

350 Seattle

Séng2Sea

Cc: Debora Juarez, Seattle City Council President
Lisa Herbold, Seattle City Councilmember
Tammy J. Morales, Seattle City Councilmember
Alexis Turla, Chief of Staff to Councilmember Morales
Kshama Sawant, Seattle City Councilmember

April 2022 Page 2 of 3



Re: Request for 90-day extension to WSBLE public comment period

Alex Pedersen, Seattle City Councilmember, Transportation & Seattle Public Utilities Committee
Chair

Dan Strauss, Seattle City Councilmember

Andrew J. Lewis, Seattle City Councilmember

Teresa Mosqueda, Seattle City Councilmember

Sara Nelson, Seattle City Councilmember

Monisha Harrell, Deputy Mayor

Kendee Yamaguchi, Deputy Mayor of External Affairs

Pedro Gémez, Director of External Affairs, Seattle Mayor’s Office
Adiam Emery, Chief Equity Officer, Seattle Mayor’s Office

Greg Wong, Director, Seattle Department of Neighborhoods
Kristen Simpson, Interim Director, Seattle Department of Transportation
Dow Constantine, King County Executive

Joe McDermott, King County Councilmember

Girmay Zahilay, King County Councilmember

Rod Dembowski, King County Councilmember

Sarah Perry, King County Councilmember

Jeanne Kohl-Welles, King County Councilmember

Dave Upthegrove, King County Councilmember

Claudia Balducci, King County Councilmember

Pete von Reichbauer, King County Councilmember

Reagan Dunn, King County Councilmember

Rep. Sharon Tomiko Santos

Rep. Pramila Jayapal

Washington State Commission on Asian Pacific American Affairs
The International Examiner

Northwest Asian Weekly

South Seattle Emerald

Real Change News

The Seattle Times

Crosscut

KUOW

The Stranger

April 2022 Page 3 of 3



SOUND TRANSIT DEIS MIDTOWN STATION: 5™ & MADISON HOA COMMENTARY

The 5™ and Madison Condominiums (5M), located at 909 5™ Avenue, contains 125
condominium units with approximately 200 residents, plus one commercial unit on the first
floor (Schuchart). The Ballard Link Extension will have a substantial impact on our community,
especially with the 5™ Avenue Alignment, which will partially or fully close both streets we have
frontages along and proposes placing the midtown station north entrance immediately
adjacent to us at the current Bartell’s at 4" Avenue and Madison Street.

We greatly appreciate Sound Transit’s (ST) two virtual meetings and walk-through with 5M and
numerous public engagement events during the dEIS process. Many of our questions were
addressed, but we still have some concerns that we are submitting here. We hope ST continues
its excellent engagement and feedback process during the remaining EIS, design, construction,
and operational phases of the Ballard Link Extension.

Since much of the comments relate to particular impacts in our area, we include previously
provided station location and street closure maps on the next page for reference. Additional
comparison graphics and tables from the dEIS are included at the end.

Background. 5M is a 24-story high-rise that sits atop a large underground parking structure
owned by the adjacent 901 5™ Avenue Building. The 901 Building granted 5M the following
easements:

e Resident parking and storage areas on garage levels B, C, and D (assigned spaces).
Parking for the 5M units is accessible via:
O Madison Street garage combined entrance/exit
O Marion Street separate entrance and exit
e Various utility spaces throughout the garage and lower levels of the 901 building
e Use of the service tunnel (trash/recycling removal)
e Part of the outdoor plaza outside of the commercial unit (above the Bartell’s)

Permanent or temporary loss of access to some of these spaces will adversely impact 5M and
its occupants.

1|Page



SOUND TRANSIT DEIS MIDTOWN STATION: 5™ & MADISON HOA COMMENTARY

5th Avenue Alternative, Deep Tunnel

5th Avenue Alternative, Shallow Tunnel
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SOUND TRANSIT DEIS MIDTOWN STATION: 5™ & MADISON HOA COMMENTARY

5M access. Partial and full street closures during construction potentially impact access to 5M
pedestrians, vehicles, utilities, and services if the preferred 5™ Avenue Alternative is selected.
Details of the street closures around the midtown station in the draft EIS provide insufficient
information to understand the magnitude of the impact on 5M and other nearby buildings.
Except where indicated, the below issues relate to both the “shallow” and “deeper” options for
the midtown station in the preferred alignment and the street closures immediately around 5M
[Section N.1 4.3; Table N.1 4-55; Table N.1E-28].

e The deeper option will lead to full closures of 5t Avenue (1.5 years), Madison Street (1-3
years), and the 5" & Madison intersection (9 months), which encompasses the entire
street frontage of 5M and well beyond. Concurrent closures of both streets could
present significant accessibility challenges to 5M and are especially relevant to some of
the below points.

e Emergency services access to 5M during partial or full street closures has not been
addressed. Of particular concern is concurrent closure of both streets and whether
ladder/aerial vehicles can reach our high rise in the event of a fire or other emergency.

e 5M has several utilities (gas, water, electricity, emergency generator, fire standpipes)
that have the infrastructure (meters, fuel fill ports, etc.) along the Madison side of the
building; whether these will remain accessible during partial or full street closures has
not been fully clarified.

e 5SMrelies almost entirely on a street loading zone adjacent to our building on Madison
Avenue for all deliveries and moving vehicles. The parking garage cannot fit large
vehicles, and the garage elevator cannot fit large carts or furniture, so the main
entrance near 5" and Madison is the primary entryway for these uses. If that loading
zone is lost during street closures, a nearby alternative would be essential for the
livability of our building.

e The commercial unit (Schuchart) has a secondary emergency egress to the plaza above
Bartell’s, a proposed station entrance location; maintaining or providing a new egress
path will be necessary.

e The service tunnel is one way, entering Marion and exiting Madison. If the Madison exit
is closed, alternative loading bay arrangements may be necessary, and/or flaggers on
the Marion side to aid in backing out vehicles.

Many of the above issues, if not addressed, will reduce the habitability of 5M and, in the case of
emergency and utility access, can make 5M uninhabitable during area construction. During
discussions, ST suggested that efforts will be made to provide emergency and utility access, but
at this point, no access guarantees have been made; we wish to see a clearer ST commitment
that properties near construction sites such as ours remain safely occupiable. We note that 5M
displacement numbers and costs have not been included in the alignment alternative
comparisons (e.g., Table ES-6), should safety or utility issues render our building not occupiable.
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SOUND TRANSIT DEIS MIDTOWN STATION: 5™ & MADISON HOA COMMENTARY

Traffic. Both 5" Ave Alternatives involve closures of major streets that will affect traffic through
downtown, including access to the downtown core and access to I-5. The dEIS identified many
construction-phase impacts and how vehicle traffic is likely to reroute around street closures
[Section 3.19; Appendix N.1]. Appendix N.1 4.3.3.2 states the intent to develop a “Construction
Access and Traffic Management Plan” and provides potential mitigation measures, but not even
preliminary/conceptual traffic plans in the downtown area have been included in the dEIS. To
understand the construction impact on the downtown environment, we would like to see at
least some preliminary traffic management concepts and feasibility studies added to the EIS. ST
has notified us that additional studies are expected to be included in the final EIS, so these
comments focus on two points of concern in the 5M area, plus one area to look at for traffic
rerouting:

e During a 5th Avenue closure, the nearest southbound alternatives are three blocks to
either side: 2" Avenue to the west and 8™ Avenue to the east (on the other side of the
freeway). This leaves a six-block gap for southbound traffic through the already
congested downtown core. We expect some traffic rerouting will be necessary to bridge
this gap and would like to see more studies on this condition as the potential for
gridlock in the area is significant.

e While the shared 901/5M garage has entrances on both Madison and Marion, the one-
way and non-public streets in the area conspire to make it difficult to get to the Marion
entrance from the north or the east (including the I-5 freeway). A closure of Madison
requires a 5-block detour, while a concurrent closure of Madison and 5" Avenue
requires a 10-block detour; in both cases, through what we expect will be a congested
downtown street grid. We would strongly prefer local access to the Madison entrance
be maintained during partial or full street closures or those street directions of travel be
adjusted to mitigate these rather large detours. Appendix N.1 4.3.3.2 calls these out as
potential construction mitigation measures; given the large detours, we ask ST to
implement one of these or another mitigation measure here.

e Reversing traffic on 6™ Avenue between Madison and Marion would open up additional
downtown routes to Madison traffic coming from I-5, First Hill, and beyond, as 6 is
already southbound south of Marion; the northbound lane of Madison over I-5 would
no longer be necessary and the traffic lights on Madison on both sides of the freeway
could be reduced or eliminated during this temporary reroute. Traffic coming from
downtown areas further north than Madison would not be able to access this portion of
6™ Avenue without additional street flow changes. At least one bus line (12) would be
impacted, but that one-block portion of 6™ Avenue currently has low usage relative to
other nearby streets (line 12 may no longer exist once the Madison BRT line opens).

We encourage ST and the Seattle Department of Transportation (SDOT) to provide regular
updates and community engagement on the traffic issues in the coming years to keep the
community informed and alleviate concerns.
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SOUND TRANSIT DEIS MIDTOWN STATION: 5™ & MADISON HOA COMMENTARY

Environmental quality. The 5M community has concerns with cleanliness, noise, air quality,
and other environmental issues for the construction and operation of the adjacent Midtown
station. While ST addressed many concerns, a few remain and/or that we wish to emphasize.

e City of Seattle construction noise limits that ST will follow [Appendix N.3 3.1.3] reduce
permissible noise only after 10pm. For construction immediately adjacent to a
residential building, we would like to see noise reductions begin earlier (e.g., 8pm) with
limited exceptions only as needed.

e The same section [Appendix N.3 3.1.3] notes permissible sound levels as measured
within adjacent commercial buildings. As many residents work from home, we feel
these permissible noise limits should apply to residential buildings and commercial
buildings.

e Appendix L4.6 lays out various air quality laws, regulations, and policies that ST must
follow. We note that the 5M tower is immediately downwind of ventilation stacks for a
proposed midtown station entrance under prevailing wind conditions, with operable
windows within 100 feet or so of potential station exhaust. We wish ST to keep that in
mind during station design.

e For the 4" & Madison midtown station entrance, the 5M tower is the only adjacent
property fully occupied during the evenings and nights. We ask that ST take measures to
limit any operating station noises (e.g., ventilation fans) in our direction during these
times, such as by orienting ventilation louvers away from us. While the boisterous
downtown can have high ambient noise levels during the day, we note that it is very
quiet at night, and 5M residents can sleep with windows open. For the same reason, we
would also request any loud emergency systems testing be done during reasonable
(daytime) hours.

e ST has informed us that buildings at risk of movement or damage will be monitored. As
excavation and tunneling will potentially occur on three sides of 5M, we would like to
have monitoring for unexpected soil and/or structural foundation movements in the
area. While cases like the Surfside condo tower in Florida and Millennium Tower in San
Francisco may be rare, they do occur, and 5M would not like to join the club; a
monitoring plan would help alleviate some residents’ fears.

Timeline and communication. We request that ST continue with the public engagement
through future project phases and request regular updates on the Ballard Link Extension
continue to be provided. We also request regular construction updates for adjacent
construction updates and can work with ST and site construction coordinators to develop
efficient means of communication.
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SOUND TRANSIT DEIS MIDTOWN STATION: 5™ & MADISON HOA COMMENTARY

Additional dEIS graphics (for reference).

The Sound Transit draft EIS proposes two Downtown Segment routes: The Preferred 5th Avenue Alternative (Figure ES-36) and
the 6th Avenue Alternative (Figure ES-37).
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SOUND TRANSIT DEIS MIDTOWN STATION: 5™ & MADISON HOA COMMENTARY

dEIS Table ES-6: Key Environmental Impacts of the Downtown Segment Alternatives
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Communication

Dear Sound Transit and Link Extension Project Partners:

The development of the Chinatown-International District light rail station will have long term and substantial economic and cultural impacts on the stability of the
neighborhood. We are deeply concerned that these impacts have not been considered or studied fully in any of the proposed options for the West Seattle and
Ballard Link Extensions. As a result, we cannot, in good faith, endorse any of the options presented.

Impacts from the lengthy construction, land speculation, and the resulting increase in property values will drive instability, higher rents, and increased
displacement in the neighborhood, especially in the areas directly adjacent to the station. This will fundamentally change the community-makeup of the CID,
forcing out people, businesses, and organizations who have defined the neighborhood, but cannot weather the substantial construction impacts nor adjust to the
new economic pressures that this development will undoubtedly bring. This displacement will disproportionately impact those who already experience the most
intense marginalization in our city: people of color, immigrants and refugees, people living with economic hardships, those experiencing housing instability, and
our elders. By failing to address these impacts in the DEIS, Sound Transit seems to tacitly accept that these are acceptable casualties in support of building the
light rail extension, but we vehemently disagree.

The INScape Arts Building is the single densest concentration of working artists located within the region. Over one-hundred artists from various disciplines and
backgrounds call INScape home. It is unique among spaces that foster this kind of extensive and rich creative community. In recent years, there has been an
enormous burden placed on creative communities located within Seattle, as multiple studio spaces have been displaced and lost due to unmitigated development
and economic pressures. Our ability to maintain this vital creative community depends on the stability of our space within the Former INS Building. Many of our
artists depend on having access to affordable rents and space located within the city core. If land speculation and rising property values related to the light rail
station development move forward unmitigated, the feasibility of securing a stable future for this community will evaporate.

The Former INS Building is currently for sale, and even as our creative community works quickly and diligently to secure the future of this historic building as a
community neighborhood space (rather than a private office or condo development), land speculation related to the potential station development is already
creating hurdles to finding that path forward. Not acknowledging this potential loss as a community impact is tantamount to Sound Transit turning a blind eye to
the very real determinants this project can and will have on the cultural and creative communities in Seattle. These impacts should be understood and
acknowledged.

Finally, the effects of systemic racial discrimination, deeply imbedded in the planning processes within Seattle and King County, have often placed an unfair
economic and social burden on the CID and South Downtown neighborhoods. It is highly inappropriate to not consider this history with due sensitivity in all future
developments within these neighborhoods. By neglecting to offer thoughtful efforts to repair these harms and refrain from causing further damage, Sound Transit
and King County are demonstrating an inability to learn from past mistakes and an alarming willingness to repeat them.

The DEIS document, along with the proposed station options, fails in their entirety to address these glaring discriminatory impacts and are negligent in their
narrow and biased focus. The CID is a regional neighborhood, home to a large elder population, and carries deep importance to diverse communities throughout
the metro area and beyond. It is a nexus for cultural connection, expression, and celebration - reaching beyond the physical boundaries of the street grid to
represent something philosophically greater and more iconic. The health of this neighborhood - its livability, affordability, and cultural integrity - is essential to the
health of the region’s diverse Asian communities.

The DEIS does not take this perspective into consideration in looking at either construction impacts (which will be numerous, extremely disruptive, and lengthy)
or the potential long term effects of the development (land speculation, pricing out of current businesses/residents, loss of cultural cohesion) and thus reveals
deep bias in the way this study was approached and constructed. More conversations and careful analysis - gained in partnership with the neighborhoods and
the impacted communities - is needed before this process can truly claim to be fair, equitable, and in service of the greater public good. We implore Sound
Transit to redefine their approach to this process with a commitment to truly listen to the communities this development will impact. Use those conversations to
gain insight and understanding that can be put into action. Stand firmly in service of the public, not in service of the project.

https://el2.envirolytical.com/Communication/PrinterFriendly?Communicationld=503856
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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

RE: COMMENTS ON THE DEIS FOR WEST SEATTLE AND BALLARD LINK EXTENSIONS
PROJECT

DEAR MS. SWIFT:

The Friends of Little Saigon is a community development organization established in 2011 at
the start of massive redevelopment in Little Saigon. Our mission is to preserve and enhance
Little Saigon'’s cultural, economic, and historic vitality.

Our organization was created to serve the Little Saigon community, as well as be a partner and
advocate for key investments in the broader Chinatown-International District (CID). It is from
that perspective and knowledge that we submit the following comments on the Draft
Environmental Impact Statement (“DEIS”) for the West Seattle and Ballard Link Extensions

Project (“the Project”), notice of which was issued on January 28, 2022.

About Chinatown-ID/Little Saigon

The neighborhoods that comprise the CID are at an exceptionally vulnerable point in our 100+
year histories. The COVID-19 pandemic, epidemic of anti-Asian incidents, and 2020 protests
against racial injustice and police violence disproportionately affected our neighborhood.
Ongoing public safety and issues related to homelessness in Seattle and the surrounding

region have historically challenged our neighborhood and continue to do so.



Little Saigon in particular has been vulnerable to these challenges because of high
displacement pressures due to redevelopment and limited organizing capacity compared to the
rest of the CID. Until recent years, Little Saigon has been primarily a commercial district with
very few residents or social services. Small businesses are the economic, social, and cultural

lifeline to the Vietnamese community.

Throughout its history, the CID has experienced hugely disruptive public infrastructure projects
that have imposed localized and persistent impacts to our community while providing regional
benefits. These include:

* The construction of Interstate 5 (which bisected the neighborhood, separating Little Saigon
to the East)

¢ Construction of the Kingdome

* The SR99 Deep Bore Tunnel

¢ First Hill and Center City Connector Streetcars

* Seawall, Seattle Waterfront and, demolition of the Alaskan Way Viaduct

¢ Utility construction disruptions

The CID has had a long history of cycling through disruption caused by public infrastructure
construction. Each time this happens the CID works through disruptions, recovers, only for the
cycle to begin again with the next infrastructure investment. As stewards of the neighborhood,
FLS has advocated directly to the City, Sound Transit, and King County (along with partners) to
review past outreach outcomes to understand what community members have identified in the
past 20 years about our interests, needs, concerns, and priorities. The City, Sound Transit, and
King County have agreed to incorporate many of these interests, needs, concerns, and priorities
into future projects and plans that affect our neighborhoods—including this Project. These
priorities include:

* Retain or increase community ownership of properties

* Acknowledge and address historic racism that has and continues to impact the CID

* Increasing connectivity to surrounding neighborhoods.

* Minimize cumulative harm to and displacement of existing businesses, residents, and
nonprofits

* Support a thriving, placed-based small business economy during the WSBLE construction
and beyond

* Enhance the public realm (streets, alleys, public spaces, etc.) in and around the station area

* Enhance public health and well-being



We appreciate the effort that Sound Transit and the City of Seattle have put into listening to
what we value and need. Our comments outlined in this letter are delivered in the spirit of
continuing to expand Sound Transit's understanding, so its leaders may make decisions that
will benefit not just the region, but the generations of people who have built and sustained
these neighborhoods in the face of monumental challenges.

A. Impacts of Fifth Avenue Alternatives are existential for the Chinatown-International
District

The DEIS describes and compares the impacts of the Fourth and Fifth Avenue alternatives. After
carefully considering the DEIS analyses, we conclude that the impacts of the Fifth Avenue
Alternatives are so great, they put many of the community priorities outlined in this letter at
risk. Unless Sound Transit can identify another option that moves the construction impacts
away from the cultural spine of the CID and/or identifies substantial mitigation to avoid or
greatly minimize these impacts, we do not believe the Fifth Avenue Alternative and options are
acceptable.

Construction of the Fifth Avenue Alternatives would be the most disruptive in the very heart of
the CID. They would close key streets for commercial and cultural activity, including King Street
and Weller, impacting access to retail businesses for customers and suppliers. They would
create noise, dust, truck traffic, and visual impacts that would hamper or prevent community
gatherings and activity in Hing Hay Park and other outdoor spaces, and affect quality of life for
residents of Uwajimaya Village, Fujisada Condominium, Publix Building, and Bush Hotel—many
of whom are seniors or living with disabilities. They would permanently displace the most on-
street parking, which is of particular importance to the retail and small business environment in
the CID.

While the potential opportunity for Transit Oriented Development (TOD) associated with the
massive disruptions created by the Fifth Avenue alternative and options may be enticing, the
amount of impact imposed on the CID is difficult if not impossible to put a mitigation price tag
on. Sound Transit would have to find ways to further minimize the impacts described or
identify other options that move construction away from the cultural spine of the Chinatown-
International District. Further minimization is required before we could even begin to value the
substantial mitigation required to construct these alternatives. The community would need
assurance that community ownership of properties would be prioritized in any TOD
opportunity associated with this project. Ensuring community ownership will be critical if the
project is to reduce—not exacerbate— the CID community’s risk of gentrification and
displacement. These measures must be in the form of explicit legal commitments; the promise
of a TOD opportunity alone is not sufficient mitigation or incentive to support a Fifth Avenue

alignment.



B. Impacts and benefits from Fourth Avenue alternatives are not equally addressed

The Fourth Avenue alternatives would have direct connections to both Pioneer Square and CID
neighborhoods and would facilitate more direct connections between transit modes such as
Sounder, Light Rail, Amtrak and private buses. The Jackson Hub concept plans, as well as the
community priorities listed in the beginning of this letter state both neighborhoods’ advocacy
for improving connections between the neighborhoods, improving the public realm, and
activating the Jackson Hub area more intentionally. From our review of the information
presented in the DEIS, there appear to be opportunities to realize long-held community goals
and regional benefits from a Fourth Avenue alignment, but the analysis lacks the information
we need to further understand these opportunities.

For example, no formal visual quality analysis was performed for alternatives in the CID
segment. An actual visual quality analysis, complete with images and discussion, would allow us
to see how station entrances and improvements along 4th Avenue South between S. Jackson
Street and Seattle Boulevard would contribute to public realm goals. More visual
representation of the scope and scale of proposed tunnel ventilation facilities would aid in our
understanding about impacts to the public realm. It would also create an opportunity for Sound
Transit to discuss opportunities to enhance connections and cohesiveness between the two
neighborhoods in the Social Resources, Community Facilities, and Neighborhood conclusions.
Without the more formal analysis, beneficial impacts of the proposed project and alternatives
are not explicitly disclosed and are hard for the reader to conclude.

The construction of either of the Fourth Avenue alternatives would also result in major traffic
pattern changes that would have a damaging impact on the CID community. DEIS Section
3.19.3.1 (Arterial and Local Street Operations) states that throughout the six-year closure of 4th
Avenue South, a high volume of north-south traffic would be diverted through CID
neighborhood streets—resulting in increased levels of traffic congestion. Understanding the
disruptive impact of more than nine years of construction on local traffic is critical, but it is not
the only important impact that the community needs to consider.

The DEIS assessment fails to account for the environmental health impacts that this increased
traffic congestion would have on the neighborhood. These impacts include (but are not limited
to): increased noise levels, increased exposure to automobile exhaust, and increased risk of
pedestrian injuries and property damage caused by automobile crashes. The DEIS also fails to
account for the disruptive impact that such an increase in pass-through traffic would have on
the neighborhood’s economic vitality, including making street parking more difficult and

disrupting economically important community events that require street closures.



A more thorough study of both the environmental and economic impacts of the extended
closure of Fourth Avenue South is required for the community to accurately compare it with
other alternatives.

The DEIS also falls short of identifying any meaningful mitigation strategies to address project
impacts. Without understanding how Sound Transit intends to minimize and mitigate impacts,
it is difficult to provide meaningful feedback abgut preferences. In addition to providing more
information about the impacts we reference in this letter, Sound Transit must propose
appropriate mitigation measures to address impacts associated with the Fourth Avenue
alternatives so that the community can weigh the alternatives and their benefits, impacts and

mitigation strategies, against our own community priorities.

C. The Deep Options do not support a 100-year vision for our neighborhoods

We do not believe the deep options are viable. The elevator-only access and longer transfer
times will not be able to keep up with crowds during major events (e.g., football, soccer, or
baseball games or Lunar New Year), or when there are mechanical problems. Nor will they be
viable if there is another global pandemic that makes it unsafe to ride in an elevator with a non-
household member. We fear that most people coming to the area from other parts of Seattle or
the region will choose to disembark or transfer at a different station with less onerous
transfers, which would serve only as a deterrent, and not an attractant to our neighborhoods.
The deep options would also make light rail transportation inconvenient for residents of the
CID, greatly diminishing the Project’s purpose and need.

D. Characterization of adverse effects in the DEIS do not reflect the true impact to our
communities

While Sound Transit and the City of Seattle have publicly committed to equity in the project
process and applying the Racial Equity Toolkit throughout, the Draft EIS has some glaring holes
in the analysis that must be addressed.

Sound Transit performed neither an operational noise analysis nor a visual quality analysis for
the CID neighborhood. While the methodology sections give plausible technical reasons for this
approach, those rationales are inadequate. Considering the project context and the focus on
race and social justice for this project, the omitted analyses are vital to inform other analysis
within the EIS. Without a noise and visual quality analyses, the Environmental Justice analysts
concluded “no impact” when in all reality, there was “no analysis.” This lack of information
served to underestimate the impacts for all the CID segment alternatives and paint a picture of
impact minimization that simply is not true.



The Environmental Justice analysis acknowledges cumulative harm caused by decades of public
infrastructure projects sited and constructed without centering the voices of people of color—
but then fails to account for that cumulative effect and harm in the actual analysis. The
Environmental Justice conclusion of no disproportionately high and adverse impact (Appendix
G, Table 5-4, pages 5-31 through 5-66) further minimizes the true effect on our community. This
is representative of the findings provided in many of the Draft EIS analyses—no analysis in a
few key disciplines led to “no impact” conclusions, which we believe lends to the overall
inadequacy of the Draft EIS.

Finally, there is growing concern that losing buildings within the Seattle Chinatown Historic
District boundary that are considered “contributing” to the historic character of the
neighborhood, will erode the very historic and cultural fabric we have struggled to maintain.
Losing a contributing historic building within the historic district protected under Section 106 of
the National Historic Preservation Act appears to be a serious impact—one that is potentially
unmitigable. Sound Transit did not propose any mitigation for the loss of historic structures in
the district, and did not suggest any strategies for minimizing impacts to the historic district
resulting from construction. Mitigation strategies need to be discussed with the community and
consulting parties as soon as possible, and those conversations must not be delayed until

publication of the next environmental document.

E. Conclusion

For the reasons outlined above, we cannot support the Fifth Avenue alternative and options
without substantial mitigation to avoid or minimize the impacts described in the DEIS, nor can
we support the deep options.

Based on review of the current information, we believe that the CID-1a option offers the
greatest potential to achieve the community priorities, create direct connections between
Pioneer Square and Chinatown-International District neighborhoods, and improve transit
connections between modes. Furthermore, there appears to be more opportunity to minimize
and mitigate traffic impacts through design, construction phasing and staging, and other
engineering technologies than have been studied for Fourth Avenue to date. We believe CID-1a
is the least impactful option for the CID neighborhood.

We recommend that Sound Transit track the DEIS comment period with advance design and
study of the Fourth and Fifth Avenue shallow alternatives with the goal of further minimizing
the cost, the time, and area needed for construction and the impacts. Once complete, we
recommend Sound Transit engage the community in discussion well before the Final EIS about
the findings from this study.



By focusing time and resources only on the shallow alternatives, Sound Transit can develop the
information needed by the community to support future selection of a preferred alternative.
We cannot overstate the importance of Sound Transit providing the additional information
requested in this comment letter prior to formal publication of the FEIS. This information will be
necessary for FLS and the CID community to support a project that facilitates much needed
high-capacity regional transit, transit connectivity, and serves to enhance our neighborhood.
The information can help frame up subsequent mitigation conversations, a topic that many in

government appear anxious to advance.

Thank you for the opportunity to provide comments on the Sound Transit WSBLE DEIS. We
strongly urge Sound Transit to work closely with the City of Seattle and King County to more
fully explore strategies for reducing the costs and impacts associated with the three shallow

alternatives before coming back to the CID community for further discussion.

SINCERELY,

W%N

QUYNH PHAM
Executive Director

1227 S WELLER ST. SUITE A, SEATTLE, WA 98144
WWW.FLSSEATTLE.ORG | INFO@FLSSEATTLE.ORG | (253) 245-9341
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Historic Chinatown Gate Foundation

4716 South Morgan Street

Seattle, WA 98118

March 9, 2022

Dear Sound Transit Board Members and Seattle City Council Members:

| am Tuck Eng, a 37-year retired Special Processes Integration Manager for Boeing. | have been working with CIDBIA and SCIDPDA for the past decade in an
effort to revitalize the Chinatown International District (CID), comprising of Chinatown, Japantown, and Little Saigon. Our Community provided a grand entry to
Chinatown with the Historic Chinatown Gate and recently expanded Hing Hay Park to welcome visitors. Based on our marketing efforts, every space on the
ground floor in the entire Chinatown is occupied by a business. We worked hard to provide a clean and a safe as po??sible environment in Chinatown. CID
depends heavily on tourists, neighbors and friends traveling into Chinatown to support our businesses, and to enjoy the flavors of Chinatown. Currently, on busy
days visitors have a hard time finding a parking space.

The current proposed Sound Transit CID Segment 5th Avenue Shallow and Deep Station (CID-2a & CID-2b) will impose severe impacts to Chinatown
businesses, residents and organizations.

We, the Chinese Community, therefore, recommend the 4th Avenue options (Options 1A and 1 B). These options have the least impact on Chinatown, in terms of
construction activities, noise, air pollution, blocked streets, disruption of business operations, minority property ownership transfers and displacement of
immigrant businesses, tenants, and residents. Please support Chinatown like other cities and help keep Chinatown vibrant with a continued safe environment for
our businesses, community members and residents by staying with the Fourth Avenue Options.

Furthermore, a point of concern is the make-up of the soil between 5th and 6th Avenue South and South of Jackson Streets which is backfill from soil washed
down from Beacon Hill many years ago. During the construction of the Historic Chinatown Gate, we had to utilize 80-foot-deep drilled piers for the foundation of
the Chinatown Gate. We found that there was unstable fill dirt and had to drill an additional 20 feet in-order to secure the required foundation. These unstable
subsurface conditions may cause construction problems and danger in securing the fill dirt during excavation and could substantially increase the costs for the
5th Avenue options.

In another issue, could Sound Transit collaborate with Seattle on the 4th Avenue viaduct rebuild project for the most savings in cost and time.

Sincerely,

Tuck Eng
President
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HISTORIC SOUTH DOWNTOWN

VIA ELECTRONIC MAIL

WSBLE Draft Environmental Impact Statement Comments
c/o Lauren Swift

Sound Transit

401 S. Jackson St.

Seattle, WA 98104

RE: Comments on the DEIS for West Seattle and Ballard Link Extensions Project

Dear Ms. Swift:

The Board of Directors and staff of the Pioneer Square International District Community
Preservation & Development Authority (dba Historic South Downtown, hereinafter HSD) are
pleased to provide these comments on the Draft Environmental Impact Statement (“DEIS”) for
the West Seattle and Ballard Link Extensions Project (“the Project”), notice of which was issued
on January 28, 2022.

On April 26, 2022, the HSD Board of Directors voted to approve the content of the following
letter and appendixes, with a vote of 10 yeas with 2 abstentions.

HSD supports the extension of light rail to West Seattle and Ballard, fulfilling a key part of the
Sound Transit 3 program approved by voters in 2016. The WSBLE project will transform the
region’s light rail system and the Chinatown-International District (CID) and Pioneer Square
(PSQ). The project carries the potential to create a more connected, accessible regional
transportation hub in South Downtown, improving access for commuters using light rail, the
Sounder, Amtrak, Seattle Streetcar, Metro, Greyhound, Community Transit and Pierce County
busses, and WSDOT Ferries. HSD supports this vision.

In the following, we outline our concerns over the serious, permanent damage posed to the CID
by the 5" Ave. S. (CID-2a and 2a Diagonal) options, and the potential for the development of a
vibrant, connected regional transit hub with 41" Ave. S. shallow (CID-1a) alignment. We ask the
Sound Transit Board of Directors to center the priorities and needs of the equity-seeking
communities of color in South Downtown. Our comment letter consists of this cover letter and
three appendices.

HISTORIC SOUTH DOWNTOWN 1 WSBLE DEIS COMMENTS
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HSD AND SOUTH DOWNTOWN HISTORIC DESIGNATIONS

HSD was created by the Washington State Legislature in 2007 to preserve, restore, and
promote Seattle’s historic PSQ and CID neighborhoods. HSD exists to help the neighborhoods
of PSQ and the CID mitigate and recover from the effects of large public projects. We are
governed by a board of directors drawn from the community, elected to represent local
businesses, residents, government, arts organizations, non-profits, and historic and cultural
organizations from both neighborhoods.

Each neighborhoods contains a core area listed in the National Register of Historic Places, and
an overlapping, slightly larger area protected by local historic district designations and related
preservation regulations. The National Register (NR) boundaries show that Union Station, the
existing ID/C light rail station, and the ID/C plaza are within the Pioneer Square NR district.
Maps of the local historic districts show that these areas are contained within both the Pioneer
Square Preservation District and the International Special Review District. Additionally, Union
Station is individually listed in the National Register of Historic Places.

SOUTH DOWNTOWN - DIVERSE, HISTORIC COMMUNITIES

PSQ and CID are home to Indigenous people, non-English speaking households, immigrants
and minorities at higher rates than other Seattle neighborhoods, and higher than any other
communities along the proposed Ballard or West Seattle alignments. Both neighborhoods
support a high percentage of small, locally-owned businesses, which contribute to the vibrancy
of the communities and attract visitors from around the world. The core of the Chinatown historic
district is strongly connected to the immigrant Chinese, Japanese, and Filipino communities. A
late 2020 survey of businesses in the historic district found that more than 67% meet multiple
definitions of “small business” and 88% are Black, Indigenous, or People Of Color (BIPOC)-
owned.

Both neighborhoods are at an exceptionally vulnerable point in their 100+ year histories. The
COVID-19 pandemic, 2020 protests against racial injustice and police violence, and an
epidemic of anti-Asian incidents disproportionately impacted our neighborhoods. The crisis of
houselessness that affects all of Seattle and the region is particularly acute in our
neighborhoods, particularly in PSQ with its disproportionate concentration of service providers.

Both communities have experienced decades of highly disruptive public infrastructure projects.
A consistent theme of these projects is that they generate benefits regionally while the burden of
negative impacts is felt primarily locally. In recent years, the projects include construction and
operation of two stadiums, the SR99 Deep Bore Tunnel, First Hill and Center City Connector
Streetcars, Seawall, Seattle Waterfront and demolition of the Alaskan Way Viaduct, and utility
upgrades. All of this has taxed our resources and exposed us more than ever to the corrosive
effects of displacement and gentrification.

Despite the challenges PSQ and CID communities face, our neighborhoods are resilient.
Although the COVID-19 pandemic and racialized violence have stymied small businesses and
sent residents indoors for more than two years, currently we are witnessing the glimmers of an
enduring community. The restaurants and cafes are seeing customers return. Neighbors are
once again gathering in Hing Hay Park to practice tai chi or play a round of ping pong. Work
continues to implement the Jackson Hub Concept Plan, a community-led effort to create a
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welcoming, safe area at S. Jackson St. between 2nd Ave. S. and 5" Ave. S., where the two
neighborhoods meet.

Although the Omicron surge in January delayed the traditional Lunar New Year celebration,
community members and people from across the region will gather on April 30 to celebrate
together. Long-closed upper floor businesses are returning to PSQ, and Occidental Park is
filling its once empty tables with people grabbing lunch or coffee amongst the mature London
Plane trees and historic buildings. The interplay between local businesses, residents, visitors,
employees, and the celebrations, traditions, festivals, seasonal rhythms and stories has built
two unique neighborhoods rich with intangible cultural heritage.

In the early planning of the Project, the City of Seattle and Sound Transit identified the CID as
the only neighborhood within a half-mile of the representative alignment with a concentration of
communities of color greater than the citywide average, and therefore subject to specific focus
and support through the Racial Equity Toolkit (RET). Our neighborhoods—historic, iconic, and
home to multigenerational, multilingual, socio-economically diverse Seattleites—deserve this
protection and support.

RACIAL EQUITY AND ENVIRONMENTAL JUSTICE

Like communities of color across the country, the CID and PSQ have been harmed by more
than a century of public projects and policies that have, at best, failed to center communities of
color and low-income residents, and at worse, baked racist policies into the infrastructure of
South Downtown.

Sound Transit and the City of Seattle have partnered to use the RET in the planning and
construction of the Project. In relation to the CID, the RET states the joint intent of these public
entities is to 1) limit harmful impacts of the project and work with impacted communities to
identify opportunities to repair past harm; 2) maximize connection for all users; and 3) [ensure]
community shapes decisions that impact them, through self-determination and with a 100-year
vision for future generations.

The National Environmental Policy Act (NEPA) does not require an effort as detailed as the
RET, but it does require an evaluation of whether the Project would result in disproportionately
high and adverse effects on minority and low-income populations, and require Sound Transit’s
engagement with these populations to encourage their active participation in the planning
process. The RET is also consistent with Executive Order 12898, and therefore with the
purpose of the Environmental Justice analysis.

To ensure the RET/Environmental Justice analysis appropriately acknowledges the cumulative
harm caused by more than a century and a half of public policies and infrastructure projects
based in systemic racism, HSD has compiled a list of examples, attached here as Appendix A.
Please note that as with many instances of systemic racism, some of these events were
initiated to have positive and protective impacts but unintended consequences arose that
created new barriers or disproportionate problems for the BIPOC community.

Also please note that while the Environmental Justice analysis references these impacts in the
narrative, it does not include them in the documentation of the analysis that led to an
Environmental Justice conclusion of no disproportionately high and adverse impact (Appendix
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G, Table 5-4, pages 5-31 through 5-66). This conclusion is clearly wrong, as is made obvious by
the analysis included in this submission. See infra and attached Appendix A.

UNDERSTANDING PAST HARMS AND BROKEN PROMISES

The RET and the Environmental Justice appendix of the DEIS both seek to address past harms
and help to involve community in planning to avoid disproportionate impacts on communities of
color. We believe it is important to spell out what some of those past harms have been, and to
recognize how more modern projects have allowed systemic racism to overcome stated positive
goals, to ignore community priorities, and to break promises made to communities of color. For
that reason, we have listed examples of racist practices, attacks, incidents, redlining, and even
well-intentioned policies that have increased barriers, going back more than a century. See
Appendix A.

Union Station was built in 1911 and brought the Oregon and Washington Railroad regional rail
into south downtown. It served until 1971, when Amtrak consolidated into King Street Station.
Early planning in 1973 began to explore using a facility designed to handle thousands of
passengers for multimodal transit. It was studied again in 1985, 1989, 1992, and finally 1998
when it became the headquarters for newly-formed Sound Transit. The building is still
underutilized, even after almost 50 years of studies. While return of passenger rail access to the
building is listed in the DEIS as an adverse impact due to construction disruption and partial
property acquisition, we believe that a thoughtfully-designed adaptation could return integrity of
use, feeling, and association to this iconic building that stands as an entrance to downtown
Seattle and the intersection of two historic districts.

In numerous outreach activities over the course of the WSBLE project, Sound Transit staff have
engaged the community in visioning exercises to surface community priorities and goals. These
outreach efforts were required and necessary in the context of this ambitious transit project.
However, for many people in South Downtown, the overwhelming feeling is that we have been
here before.

In 2019, the City of Seattle, Sound Transit, and King County agreed—at the request of a
coalition of South Downtown stakeholders—to partner with us to review past outreach outcomes
and consolidate what community members have been saying for the past 20 years about our
interests, needs, concerns, and priorities. This review revealed remarkable consistency over the
course of decades. The City, Sound Transit, and King County also agreed to incorporate many
of these neighborhood self-defined priorities into future projects plans that affect our
communities—including this Project. These priorities are:

Retain or increase community ownership of properties

Improve public safety

Enhance community vitality and sustainability

Encourage economic development

Enhance public health and well-being

Acknowledge and address historic racism that has and continues to impact

neighborhoods

7. Minimize cumulative harm to and/or displacement of existing businesses, residents,
and nonprofits

8.  Activate common areas

Ok wN-=
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9. Increase economic diversity in businesses and residents

10. Improve mobility and connectivity

11. Retain historic and cultural character

12.  Support a small business environment

13. Ensure that people across Seattle and the region continue to visit the neighborhoods,
even during construction

In recent years, Seattle, King County and Sound Transit staff have worked with PSQ and CID
stakeholders on implementing the Jackson Hub Concept Plan, published in 2019. This is an
example of ways that governmental units are working to center community priorities and
accomplishing shared goals. However, there is still no actionable result from the Concept Plan
work. The RET is another opportunity for our governmental partners to illustrate support of
equity-seeking communities and demonstrate that promises will be kept.

To ensure that Sound Transit and the City of Seattle meet their stated outcomes of: 1) limit[ing]
harmful impacts of the project and work with impacted communities to identify opportunities to
repair past harm; 2) maximiz[ing] connection for all users; and 3) [ensuring] community shapes
decisions that impact them, through self-determination and with a 100-year vision for future
generations, the DEIS must center the values and priorities of the people of the CID.

FIFTH AVE. S. IMPACTS

The proposed 5" Ave. S. alignments (CID-2a, CID-2b, and CID-2a Diagonal), would break the
promises and stated goals of the RET. The direct, permanent impacts on four to six National
Register-eligible/-listed buildings, with additional indirect and construction impacts on another
four+ buildings and would constitute a significant adverse effect on two National Register-listed
historic districts. With the addition of parks, it also results in a significant increase in use impacts
under 4(f) (1 resource versus 3-4 resources).

There is an open question as to whether the long-term, direct, and indirect impacts of the 5™
Ave. S. options could be mitigated at all. Is the loss of intangible cultural heritage something that
could be addressed monetarily? Would mitigation programs accomplish their goals within a
predictable timeline? HSD does not think so. Instead, this Project requires design that avoids
the catastrophic impacts of carving up two blocks of the CID.

A 4" Ave. S. alignment shifts the impacts and trade-offs for a regional transportation system
outside of a fragile, historic, ethnic neighborhood that was red-lined into existence. The entities
who would be impacted with the siting of the station on 4" Ave. S., in general, have stronger
financial infrastructure to bear the burdens. A 4" Ave. S. choice would distribute the impacts
equitably across the region, be primarily economic, and suited to the current mitigation
guidelines.

Additionally, a station constructed between existing transit options bears the potential to smooth
the rider's experience when moving between modes of transit. The 4" Ave. S. alignment would
support implementation of significant parts of the Jackson Hub Concept Plan, particularly in
regard to connections between neighborhoods and transit. It would increase pedestrian
infrastructure and align signals to prioritize pedestrian and transit-rider experiences in this
important corridor, which would have lasting benefits to both PSQ and the CID.
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DEEP STATION OPTIONS SHOULD NOT MOVE FORWARD

After careful review of the WSBLE DEIS, the HSD Board does not believe that either of the
deep tunnel options, CID-1b or CID-2b, meet the stated goals of creating a user-friendly mass
transit system and interconnected transit hub around Union Station and King Street Station.
They also do not meet the community goals of connectivity between transit and the CID and
PSQ neighborhoods.

We do not believe the deep options—with their elevator-only access and longer transfer times—
serve to support the neighborhood or the region. Even a bank of eight elevators will be unable
to keep up with crowds during major events (e.g., football, soccer, or baseball games, or Lunar
New Year), or when there are mechanical problems. Nor will elevator-only access be viable if
there is another global pandemic, making it unsafe to ride in an elevator with a non-household
member. We fear that elevator-only access will lead people to disembark or transfer at a
different station with less onerous transfers, undermining multiple goals for the performance of
the new station. The deep options would also make light rail transportation inconvenient for
residents of PSQ and the CID. With all these challenges, we believe that CID-1b or CID-2b
diminish the project’s purpose and need and should therefore be removed from further
consideration.

DIRECT, INDIRECT, SHORT- AND LONG-TERM IMPACTS OF 5™ AVE. S. ALTERNATIVES
In 2022, if you were to stand on the plaza of the International District/Chinatown (ID/C) light rail
station at S. King St., you would physically be in both the CID and the PSQ historic districts.

Around you, the ID/C station plaza is bordered by the early 20™ century brick architecture of
Union Station, and steel and glass architecture of early 2000s development. The 1990s ID/C
plaza has brick paving and steel trellis superstructures, with art and poetry elements worked into
the plaza so subtly that they have been forgotten. The steel and glass architecture of the
buildings to the south and west of the station house some of the only chain food businesses
within the two historic districts. The glass reflects the historic buildings across 5" Ave. S.

To the east, you see the heart of Chinatown, framed by the Historic Chinatown Gate. It is an
active commercial area, but one still recovering from the coronavirus pandemic and the
attendant rise in anti-Asian violence.

Storefronts along 5" Ave. S., particularly north of S. King St., have suffered from the lack of
commuter and daytime business traffic, but the small storefronts along S. King St. are still
active. The corner building houses Joe's Bar, a small local dive that has been a tavern or bar
dating back to at least 1938 — five years after the end of prohibition - when it was Mrs. Ko
Nishiyama's Beer Parlor. A few storefronts down S. King St., Seattle's Best Tea, a Taiwanese
tea and boba shop that has been open since 1996 in a space that used to house a billiards
parlor and a Thai market, but that now serves boba devotees. These anchors support traffic to
new businesses like Chung Chun Rice Dogs, which opened in one of these smaller, affordable
spaces, and which is something of an Instagram sensation

South of the Gate, the Publix is a 215t century success story, rehabilitated from its early single-
room occupancy hotel configuration to a market-rate apartment rental, with a new apartment
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building on the south, complementing the historically contributing architecture. Both Publix
buildings, along with the commercial buildings to the north, have ground floor retail, small local
businesses contributing to the vibrant entrepreneurial community of the CID.

Behind the Publix is a parking lot and a low, one-story brown stucco building with a striking blue
tile roof - the old Uwajimaya grocery store - now known as the Nagomi Plaza. Behind the
Nagomi Plaza is the new Uwajimaya, a multi-story building with apartments rising above the
grocery store, food court, and a few other small businesses that activate the street fronts.

Most of this area is either owned or occupied by local, minority families, who have built up
businesses, educated children, and passed on a commitment to the CID community.

What will this neighborhood look like in 20422

Per the DEIS, if either CID-2a or CID-2a diagonal are built, the locally-owned parcels will have
been purchased by Sound Transit. A ventilation tower and emergency exit structure will sit in
the middle of what had been the Nagomi Plaza parking lot. The rest of the block between the
back of the Publix, 6" Ave. S. and S. Weller St. will be vacant. The station entrance will sit
across the street, on another almost completely vacant lot, with bike storage and another empty
lot at the opposite corner of that block. The community will be working to define what happens
next. At that point, how will the potential TOD plan incorporate the communities’ long-stated
priorities? Once the Historic Chinatown Gate is surrounded by empty lots, how will Sound
Transit engage to restore the intangible cultural heritage that was lost along with the buildings
and businesses?

Economics and Cultural Practices are Intertwined in Chinatowns

The DEIS acknowledges that the CID has strong social cohesion, as well as high risks for
displacement, defining neighborhood cohesion as "the extent to which residents have a sense
of belonging to their neighborhood ... consider[ing] the interactions between the residents and
the resources in the neighborhood" (DEIS 4.3.4.1.1; 4.3.4.3.3).

Chinatowns have always been a combination of economic participation in white culture while
being refuge from that dominant culture. The space that mediates this relationship for a group
that has been deemed a perpetual "other" is imbued with intangible cultural heritage: traditions,
manifestations, and living expressions of living culture, knowledge, and skills, including
languages and festivals.

Seattle's CID is unique in bringing together Chinese, Japanese, Filipino, Vietnamese, and
Cambodian immigrants together in a space that defined by their "otherness" but which has built
that identity into a strength of community identity. Unlike any other neighborhood along the
WSBLE corridor, the CID provides a space for belonging through culturally-competent social
services, recreational and cultural spaces, and culturally-relevant small businesses.

The CID houses a tradition of immigrant entrepreneurship, often transferred down generations,
creating family wealth and stability that was otherwise impossible for Asian immigrants to
access. Economic and cultural impact cannot be considered separately from one another in this
neighborhood.
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CID-1A, 4™ AVE. S. SHALLOW, ALIGNS WITH COMMUNITY PRIORITIES AND AVOIDS
HARMFUL IMPACTS TO COMMUNITIES OF COLOR

The 4" Ave. S. shallow option, CID-1a, is the alternative that avoids, rather than attempts to
mitigate, unmitigable cultural impacts. And more importantly, the 4" Ave. S. shallow option
allows Sound Transit and the City of Seattle to partner in a project that will create a thriving
regional transit hub and move forward important and long-delayed priorities of the surrounding
communities, including ideas proposed in the Jackson Hub Concept Plan.

The benefits of a 4™ Ave. S. shallow option will benefit the community and the region by truly
fulfilling a 100-year vision. It will:

1.

Improve mobility and connectivity: shallow options mean easier and more convenient
transfers between light rail lines and easier access to other transportation modes. A 4"
Ave. S. alignment provides direct transit connections to both the CID and PSQ
neighborhoods, as well as the most direct connections to Sounder, Amtrak, and the
stadiums. With the pedestrian underpass, it improves the pedestrian experience for
people using light rail or just trying to get across 4" Ave. S.

Activate common areas: CID-1a would activate Union Station by reviving its original
purpose as a train station. By serving as the location for the new light rail station
entrance, and a connection between the existing and proposed stations, the revived
Union Station would be readied for further successful activation. However, any
programming activation must be fully funded.

Improve public safety: Additional activation of Union Station, the S. Weller St.
Pedestrian Bridge, and the 4" Ave. S. and S. Jackson St. intersection with pedestrians
will improve public safety. This serves to enhance public health and well-being by
increasing pedestrian safety and connectivity between the CID and PSQ neighborhoods.
The City's Station Planning Progress Report also identifies pedestrian improvements to
be made around the station, which would further increase these benefits.

Minimize cumulative harm to and/or displacement of existing businesses,
residents, and nonprofits: This community priority meets the RET outcome goal, as
well, and a 4" Ave. S. alignment will avoid the displacement of 19-27 small businesses
in the CID along 5" Ave. S., S King St., 6" Ave. S., and S. Weller St. Additionally, by
moving the core construction outside of this fragile ethnic neighborhood, the impacts of
the project are shared regionally rather than locally by small, minority-owned, under-
capitalized businesses.

Increasing economic diversity in businesses and residents, encouraging
economic development, and retaining/increasing community ownership of
properties are additional goals that are best viewed under cumulative harm, as the
economic and cultural life of the CID and PSQ are intertwined. These priorities will
require Sound Transit to work with the communities and the City to identify needs,
barriers, and opportunities to improve the long-term sustainability and viability of these
important historic neighborhoods in Seattle.
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HSD aims to support a small business environment and asks Sound Transit and the City
to join us in this goal, which will enhance community vitality and sustainability and retain
historic and cultural character. In different ways, both PSQ and CID are neighborhoods
developed by small, local entrepreneurial businesses, with their mixed-use buildings and
housing residents behind and above the businesses that provide employees and
patrons.

Ensure that people across Seattle and the region continue to visit the
neighborhoods, even during construction: By avoiding construction impacts on 5
Ave. S., S. King St., and S. Weller St., the CID is protected from massive construction
disruption, allowing the businesses, non-profits, and cultural cohesion to continue on
their current path, attracting locals and visitors from around the world to visit. Similarly,
PSQ would not suffer the same level of construction impacts they have faced in recent
projects. The design of the construction mitigation plans will be key in achieving this
goal, and communities should be involved.

Acknowledge and address historic racism that has and continues to impact
neighborhoods: Appendix A has a starting list for acknowledging past impacts of
government actions on these neighborhoods. Addressing them should be incorporated
into the FEIS in the cumulative effects section, along with designed mitigation and
project mitigation that attempts to leave the communities with increased equity post-
Project construction.

ADDITIONAL STUDY IS NEEDED TO ADDRESS 4™ AVE. S. IMPACTS

Every effort to improve our regional transit network will involve trade-offs. As discussed above,
HSD does not believe the trade-offs called for in the 5" Ave. S. options provide sufficient benefit
or can be effectively mitigated.

This does not mean that the CID-1a 4™ Ave. S. alignment is without substantial impacts. There
are many outstanding questions that remain unanswered in the DEIS. HSD is requesting that
the Sound Transit board commit to a period of additional study and transparency of 4" Ave. S.,
to answer these many remaining questions and allow for a thorough mitigation plan to be
developed. Some specific points to highlight:

The additional study requested is not intended to delay to the WSBLE timeline. Rather,
HSD requests that Sound Transit staff continue to engage with the community as it
answers the questions listed below (and others that arise) so that community can be
involved in the direction forward, instead of passively receiving the Final EIS next year.
Chief among the concerns is the projected cost overrun. Sound Transit has engaged in
voluntary cost refinements on other segments of the proposed alignment. It must do an
aggressive refinement for the 4 Ave. S. Shallow option as well. HSD is asking Sound
Transit to right size the 4th Ave. S. alignment and station within the budget and apply
design strategies to shrink the cost. Apply the same kind of innovative thinking and
creativity and effort used to generate the 5th Ave. S. diagonal alternative (a station
proposed by Sound Transit to address the challenges they have identified for CID-2a), to
explore improvements and refinements to CID-1a.
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What construction practices or design refinements can Sound Transit and City of Seattle
utilize to manage detours, traffic diversions, and minimize road closures?

Bus routes DO need to be maintained during construction. Can buses and transit be
given priority on what remains of 4th Avenue during construction?

What will the impact be on the S. Weller St. Pedestrian Bridge?

Can the impact on Ryerson Bus Base be further reduced?

How can haul routes be reoriented outside of the CID and PSQ neighborhoods, with
their small-scale pedestrian environments, areaways, historic buildings, and
concentration of human services?

Sound Transit should address how surge events during construction can be managed.
Additionally, the FEIS should address how the new CID station design will accommodate
surge events in operations.

ADDITIONAL STUDY NEEDED IF 5™ AVE. S. ALTERNATIVES PROGRESS

If the Sound Transit Board decides to proceed with study of the 5" Ave. S. alignments,
additional study and cost estimates for substantive, transformational mitigation must be
included. These include:

A community ownership commitment for any parcels of land designated for equitable
transit-oriented development. For example, investigate the feasibility of a community
land trust or other non-traditional models and creative approaches to community
ownership.

Additional study of the economic feasibility of TOD within the context of the International
Special Review District regulations, considering community capacity and financing. As
TOD is intended to increase density around transit hubs, but the CID and PSQ are
already high-density neighborhoods, can additional density be achieved within the
historic district regulations?

An understanding of the cultural importance of small business ownership and small
unofficial incubator spaces must be developed to facilitate proper mitigation and
relocation packages for affected small businesses. In a small business district like the
CID, businesses exist within a network of other small businesses. Relocations have
ripple effects. Sound Transit needs to assess these effects or provide support for
community organizations to study this, prior to settling on a mitigation package.
Funding to support small local businesses with non-English speaking proprietors to
prepare to engage in the Uniform Relocation Act, including bookkeeping and legal
support, based on lessons learned engaging with Rainier Valley businesses dealing
with mitigation in ST1.

Funding for community organizations in the CID and PSQ to hire additional staffing
and/or contractors and develop programs to assist their constituents and visitors to
prepare for construction impacts, navigate the construction period, and advocate for
community vision until the promised TOD is complete.

Any effort to activate Union Station while siting the new station on 5™ Ave. S. should
include mitigation funding to operate and manage the property as long as and until the
operation becomes self-supporting.

The loss of the cultural fabric is problematic and will require creative efforts to mitigate.
It is possible that community-defined metrics could be created to measure ongoing
diversity and vitality of life in the CID and PSQ. Attention should be paid to forces that
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promote gentrification or displacement, including median rents of residential and
commercial real estate, percent of local ownership, and other indicators. Funding would
be needed to define an appropriate study, to reassess periodically (every year at first,
then perhaps every five years for a total of 20 years after the TOD is complete) and to
provide remedies for the long-term, indirect impacts that are identified at Project outset
and in the future.

Additionally, given the unique historic neighborhoods present in the CID segment of the Project,
we suggest that additional analysis on cumulative effects be presented to demonstrate the
impact of the largest public infrastructure project in the city of Seattle's history on the two oldest
neighborhoods in the city. The past infrastructure projects in the neighborhood have benefitted a
regional transportation network to the detriment of these equity-seeking communities. We
applaud Sound Transit’s state goal to repair past harms, and support every effort to ensure
these promises are fulfilled.

CONCLUSION

Based on review of the current information, we believe that the CID-1a 4™ Ave. S. shallow
option offers the greatest potential to achieve community priorities, create direct connections
between PSQ and CID neighborhoods, and improve transit connections between modes.
However, there is a need to clarify cost, traffic and transit impacts, construction phasing and
staging, and construction management plans for the 4" Ave. S. option and reengage community
prior to the completion of the FEIS. We believe CID-1a comes the closest to delivering both
local and regional benefit while protecting the irreplaceable cultural core of the CID
neighborhoods.

HSD is grateful for this opportunity to comment on the DEIS, and the efforts of Sound Transit
staff to reach out to our diverse communities. We look forward to continuing to work with Sound
Transit board and staff to ensure the successful completion of the most ambitious and costly
public project undertaken in Seattle’s history.

Sincerely,

DocuSigned by: DocuSigned by:

katlleon Baivy Jolunsan Nene Plretan

AE3B74C15527491... 75F2FD89A7C8490...

Kathleen Barry Johnson Dana Phelan

Executive Director President, Board of Directors
4/27/2022 4/27/2022

Attachments:

Appendix A: Listing of past racist or racially impactful policies, projects and incidents
Appendix B: Detailed list of DEIS comments and questions
Appendix C: Matrix of community priorities and impacts of pending options
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CC: Sound Transit Board of Directors, Seattle City Council, King County Council, The
Honorable Mayor Bruce Harrell and The Honorable County Executive Dow Constantine, The
Honorable Representative Sharon Tomiko Santos, The Honorable Representative Kristen
Harris-Talley, The Honorable Senator Rebecca Saldafia, The Honorable Senator Maria
Cantwell, Senator Patty Murray, The Honorable US Representative Pramila Jayapal, The
Honorable US Representative Adam Smith
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HISTORIC SOUTH DOWNTOWN
APPENDIX A Harmful Government Actions

Government Policies, Actions, Inactions resulting in inequitable and/or racially-motivated
negative impacts

This list was compiled in conversation with community members in South Downtown and is not
intended to be a comprehensive list of impacts on these two historic neighborhoods. We have
attempted to group these examples by time and type of activity, and to give some context where
possible as to the impact of the actions.

We intend this list to provide examples for guidance when the City and Sound Transit state their
intent to "identify opportunities to repair past harm." To repair, one must first acknowledge and
name the harm. Then one must seek to understand these communities to cease causing
inadvertent harm (see “Neglect & Erasure” section below)

Overtly white supremacist measures

After the Civil War, the United States began to formalize its claims on the West Coast.
Governments began making laws that preferred the rights of white, European immigrants,
stigmatizing the status of being non-white, and setting the stage for 1-1/2 centuries of
discrimination and marginalization. Examples of these laws include:

o 1864 Alien Land Laws (state-level)

o Initially, taking of native property by European settlers, then prohibited or took
land ownership from Native Americans and, eventually, immigrants of color, who
were also denied citizenship.

¢ 1865 Exclusion of Native Americans from living within Seattle City limits
e 1882 Chinese Exclusion Act

o0 prohibited naturalization and created first immigration exclusion based on race

and place of origin. Repeatedly renewed and reinforced for 8 decades.
o 1942 Executive Order 9066

o0 In addition to incarcerating Japanese immigrants and Japanese-American
citizens, this rule also forced many to sell land, businesses, and personal
property at a loss. Exceedingly few people were able to reclaim their property
after the end of WWII, leading to a drastic reduction in the size of Nihonmachi.

Health and safety regulations with overt white supremacist intent, racist impacts, or
unintended and inequitable consequences

Public health measures have a history of being promoted as a strategy for “encouraging” non-
white laborers and entrepreneurs to return to their countries of origin. Other cases, like
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protective fire codes, were well-intended but imposed a sudden and unanticipated cost of
operating residential units. In Chinatown, many building owners simply stopped renting
residential space, leading to housing shortages that persist to this day. Examples include:

e 1885 Cubic Air Ordinance
0 Uneven enforcement in Seattle and other west coast cities specifically targeted
Chinatowns.
e 1970s Fire codes resulting from the Ozark Fire
0 Measures were necessary fire safety improvements, but implementation created
additional burdens on local building owners. Many owners simply stopped renting
residential spaces, leaving vacant upper floors and housing shortages that
continue to this day. Inequitable access to capital for code improvements
exacerbated the issues then and now.
o 2012-present City discussion of unreinforced masonry buildings seismic retrofit upgrade
codes, which would place an additional burden on the PSQ and CID neighborhoods with
their high proportion of URMs.

Civic improvement, infrastructure, renewal projects

Publicly funded projects, beginning well before WSBLE, have too-often been the excuse to tear
down parts of the CID, destroying thriving businesses and residential neighborhoods, and
creating a smaller and smaller CID. All were done in the service of “progress,” and many
inequitably benefitted the larger city or region but with impacts born primarily by these two small
historic neighborhoods in south downtown.

By centering on values such as modernization and other white-focused ideas, public projects in
the past have labeled parts of the CID as “blighted” or in need of renewal, refusing to value the
ethnic livelihoods and culture that had taken root in one of the very few places that were
accessible to Asian immigrants. Examples include:

e 1910 Jackson Street Regrade
o0 displaced thriving Chinese and Japanese communities
1928 2" Ave. Extension Construction
0 eliminated “Chinatown #2,” which had been in Pioneer Square.
e 1941 Yesler Terrace construction
o0 While creating innovative integrated public housing, took large tracts of land from
Nihonmachi (Japantown) and displaced immigrants who did not have the
citizenship necessary to qualify for this public housing
0 Currently being rebuilt — ongoing.
e 1949 Construction of Charles Street Yard by City of Seattle
o Displaced thriving Chinese neighborhood.
o Similar impacts were continued/expanded during the conversion to a
maintenance facility (1963) and the addition of the Seattle Streetcar spur line
(2012).
e 1970s Kingdome Construction, Operation and Demolition, Replacement by new
Stadiums
o Kingdome community impacts were intended to be mitigated by the 21 Stadium
Impact Resolutions passed by the City, but funding ran out in three years.
0 Baseball Stadium (1997).
0 Seahawks Stadium & Exhibition Center (2000-2002).
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o Operation of stadiums causes traffic congestion, transit congestion, sidewalk
congestion, public drunkenness, littering, and sometimes violence, with
inadequate public support to mitigate the public safety hazards. The Stadiums’
governing organizations participate in a community benefits process, which is
helpful, but which requires ongoing staffing and funding, even to this day.

e Transportation projects cause major construction impacts and ongoing increased
pollution, degraded pedestrian services, increased traffic and “surge” events. These
projects definitely delivered higher levels of service to the neighborhoods of PSQ and
CID, however they are also prime examples of projects that deliver the vast majority of
benefits to regional or even national interests but leave the burden squarely in the
impacted neighborhoods. In the past, the design of many of these projects has created
new public safety concerns.

0 1960s Interstate 5/Seattle Freeway construction

= Demolished about half of Yesler Terrace (20 years after it was built)
removing low-income housing from the neighborhood.

= Permanently, physically divided the CID.

= Created a dark, damp “no-man’s land” beneath the highway (at least a
block wide) where homelessness and drug dealing thrive.

= Effort to turn areas around the highway structure into greenbelts created
hidden (and not hidden) camping areas, led to the development of the
notorious “Jungle” encampment.

= Removed mixed housing and industrial properties throughout the 9™ Ave.
S. corridor.

0 1987-1990 Construction of Downtown Seattle Transit Tunnel (now ID/C station)

» the PSQ headhouse continues to be a public safety concern, based
largely on its design.

0 1990s construction of Interstate 90

= More dark “no-man’s lands.”
0 2009-2019 SR 99 Tunnel construction and Viaduct demolition (2019)
0 2012-2016 Streetcar construction, utility relocation work
= Jackson Street, 15t Ave. S., and the 8" Ave. S. spur line — which was
related to Charles St. potential redevelopment, yet to happen.
= 2017 1%t Ave. S. utility relocation in preparation of City Center Connector.
Both CID and PSQ neighborhoods were promised that major City Center
Connector construction-related disruptions would pay off when the entire
streetcar system was connected. As of the date of this letter, the City
Center Connector streetcar is stalled, and is likely never going to be built.
¢ Ongoing Waterfront Reconstruction

o While the eventual public amenity created by a vibrant waterfront will benefit the
neighborhoods as well as the city and region, the construction impacts and
detours have been onerous for small businesses and neighborhood residents. It
should be noted that while PSQ is part of a taxation Local Improvement District
(LID), the existing plans for redevelopment stop at Coleman Dock and start again
at Railroad Ave., skipping most of the PSQ waterfront. Planning for Pier 48
seems to be constantly out of reach, as other interests and their needs are
prioritized above the neighborhood’s.

Zoning and land use decisions

As with public health measures, zoning and land use decisions have often provided cover for
covertly white supremacist measures (e.g. redlining), but at other times have been instituted for
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all the right reasons, with insufficient thought given to unintended consequences. Examples
include:

¢ Repeated rezoning leading to instability in Little Saigon area and the neighborhood
surrounding the core historic CID

0 2012 Livable South Downtown rezoning of Little Saigon area, followed by 2017
Housing and Livability Agenda rezoning around the entire CID

= |ncreased building heights in and around Little Saigon twice in a decade
caused sale of properties at escalating values that priced out local
organizations and long-term property owners.

0 Raised concerns for owners of industrial and warehouse properties about how
long they could continue to do business with increased pressures on their
properties.

0 Necessary housing is being built without the cultural connection and community
ownership that will maintain the vitality and identity of Little Saigon.

o Overall, community organizations in both PSQ and CID support additional
housing affordability, but inequitably bear the burden of this increase when
compared to many primarily residential neighborhoods in Seattle, with the
unintended consequence of creating a concentration of low-income housing.

e Concentration of human services — city and county policies during 1960s-"70s public
policy shifts, consolidated major human services, courts, public safety activities in PSQ.
e 2018 Expansion of International Special Review District

o Expansion extended the district east from 10" Ave. S. to Rainier without sufficient
outreach to local businesses and property owners, resulting in feelings of
erasure, confusion, and concern within the community.

Neglect & Erasure

Many of the above examples could also be classified as attempts at erasure. As a red-lined,
marginalized community, the CID and PSQ are rarely afforded the attention regularly offered to
less diverse areas with fewer minorities and immigrants. Constantly needing to assert one’s
right to inhabit parts of the city causes generational trauma, suspicion of government intent and
disenfranchisement from civic process. Examples include:

¢ Lack of basic maintenance — areaways, alleys, utilities, curbs and streetscapes,
landscapes have not been consistently maintained by the City.

e The accidental elimination of Manilatown. In 2017, Seattle sought to define the CID by
ordinance, and neglected to include the history and extant vibrancy of the Filipino
community. While Manilatown was added to the bill in a subsequent measure, the need
for a people to combat erasure has left an emotional toll.

e No street under Canton Alley for 100 years — paid for by community.

Lack of culturally responsive public safety and related services — the International District
Emergency Center began in late 1970s to fulfill this need.

e Failure to include PSQ in many of the measures and evaluations in the WSBLE DEIS.
Even though Union Station, Union Station Plaza, and the existing ID/C station are under
the jurisdiction of the Pioneer Square Preservation Board, and most of PSQ is within a
10-minute walkshed, documents and presentations rarely include PSQ by name. As a
result, PSQ stakeholders find themselves — in 2022 — needing to assert their existence
and ask for consideration to avoid harm.
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APPENDIX B: DETAILED LIST OF HSD'S DEIS COMMENTS AND QUESTIONS

Question
Page or or
Document/Section Section| Comment

Question or Comment

Consideration of the impact of business displacements should be given with special attention to businesses owned by people of
color, immigrants and non-English speakers. Experience in the Rainier Valley during ST 1 has showed that these types of small
businesses are vulnerable to under-estimates of the business value, cost of relocation, and reimbursement for lost business. This

Acquisitions, may be due to informal accounting practices or other factors. Sound Transit's determination of Relocation Assistance or
displacements, and Mitigation should include a rigorous and low-barrier valuation process, with a focus on working with minority and non-English
relocations 4.3.14 C speaking business owners.

DEIS states cut-and-cover methods will be used to build CID-1a and 2a alternatives. Why does the extent of rebuilding the 4th
Alternatives Ave. S. bridges extend all the way to Main Street? Why not engage in mining the tunnel closer to S. Jackson St.? What is driving
Considered 2-88 Q the bridge rebuilding north of Jackson?

DEIS states that deeper stations will be mined. What is driving the surface bridge and roadway impacts for CID-1b (4th Ave. S.
Alternatives deep) if the station for that segment would be mined? Why will there be more substantial impacts to 4th Ave. S. bridges if that
Considered 2-88 Q station will be mined?

DEIS discloses approximate amount of area necessary for construction staging areas and easements, but the document does
not indicate any construction footprint outline. Where is Sound Transit assuming construction staging COULD occur for the
project within the CID segment? The property impact maps provided in Appendix L.4 do not indicate what the properties are used

Alternatives . L . . . :
5
Considered 2.91 Qc for, or the extent of the use (full or partial acquisitions). Where are the property impacts or assumptions for construction staging?
Alternatives What is the capital cost of CID-2a diagonal? Are there cost savings realized for not having to disturb all the utilities of CID-2a?
Considered Q What about all those properties?
. Maps What is the assumed disposition of the parcels along 4th Ave. S. that would be completely disturbed for CID-1a and 1b and the
Appendix L4.1 and . o S
o site of a proposed tunnel ventilation building?
Acquisitions tables Q
Maps
Appendix L4.1 and Would CID-2a, diagonal, or 2b result in the demolition of the Nagomi Plaza (old Uwajimaya) building? ST # BD 5021
Acquisitions tables Q
Maps
Appendix L4.1 and Would CID-2a, diagonal, or 2b result in the demolition Seattle First National Bank building itself? ST # BD 5027
Acquisitions tables Q
Evaluation of transit integration at the ID/C station should be part of the decision to site the station either on 4th or 5th. Evaluation
of transit integration needs to include all Link lines, all bus lines, Sounder, Amtrak and WS Ferris. The Jackson Hub Concept
6-1, 6-25 ) . . ’ . ) .
Appendix N.1 . 636 c Report and integrating work done since 2000 should continue to be referenced and consulted during station area planning.

Appendix N.2 Visual
Quality Technical
Report Q

Why wasn't Hing Hay Park and Union Station evaluated for operational impacts of having a tunnel ventilation system in the
viewshed?

Appendix N.5 Historic
and Archeaological

Resources Technical
report Q

Why wasn't the Nagomi Plaza building (eligible for listing on NHRP) evaluated under Section 1067 ST # BD 5021
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CE

Without more detail regarding the statement that "the project would remove some of the residential and commercial land uses
that created demand for this parking," it is unclear what this means for CID, which would experience a permanent loss of parking.
What are the land use changes in CID that would correspondingly reduce parking demand? Or is this based on looking at
parking loss vs. land use change for the entire project corridor? If its the latter, we have serious concerns, as this type of analysis
is neither accurate nor relevant to EJ impacts.

CE

The conclusion that the changes to the transit system would reduce the need for parking in the study area is inappropriate
without a parking study. In the C-ID, for example, anecdotal evidence suggests that short-term parking (on-street, <2 hour) is
used by people making trips to the C-ID to shop, visit residents, dine in a restaurant, drive a senior resident to/from appointments,
etc. Transit may not be an appropriate or reasonable alternative mode for many of these trips.

CE

What are the construction projects that would take place in the CID and PSQ during the ST construction period? Would SDOT
continue to issue street use permits for private construction that severely limit already constrained travel and parking for these
neighborhoods?

CE

In response to point that relocations may not necessarily be in the same neighborhood, it must be noted that place is critical to
CID; if people are relocated from CID, this could materially impact community cohesion. (on the other hand, we should examine
the ICON building resident makeup and determine the extent to which this building contributes to community cohesion)

CE

10

Per earlier comment, relocating in project vicinity is less important in CID than relocating within CID. What is the retail and office
vacancy rate in the CID?

CE

10

Given history and the lack of policies to control/manage gentrification/cost increases in Seattle neighborhoods, it is likely that
WSBLE would contribute a cumulative impact to already fragile businesses in CID and PSQ.

CE

11

In the CID and PSQ, it is as much about year after year of construction impacts--plus racialized violence and pandemic that
disproportionately impacted BIPOC, seniors and unhoused people--as it is about simultaneous construction projects. This should
also be addressed in Cumulative Effects.

CE

11

In response to the conclusion that neighborhoods becoming more expensive is an indicator of economic growth (and the
implication that this is a benefit), this may be true from a macro standpoint, but from an EJ standpoint, economic growth that
primarily benefits the most affluent does not offset disproportionate impacts to the least affluent.

CE

12

In response to this conclusion--"as neighborhoods revitalize, amenities and community resources also often improve, which can
increase the quality of life for both new and remaining members of the community,"--from an EJ and community standpoint, these
assumptions are highly problematic. A community value that was heard over and over again in the 20 years of plans and studies
in the CID and PSQ was the importance of retaining community ownership and not displacing people descended from families
who have lived in these neighborhoods for generations, and not displacing businesses that have existed for generations. From
an EJ standpoint, this whole paragraph represents a high and adverse disproportionate impact, not a benefit.

CE

13

The conclusion that changes as a result of the project would cumulatively benefit neighborhood is only an EJ benéefit if the local
businesses and residents can hang on during construction and don't find themselves priced out after (or evicted for
redevelopment).

CE

13

Regarding relocations, need to understand if the proposal is to relocate within the "project vicinity," i.e. the whole corridor, or the
neighborhood where these originated? Froom an EJ standpoint, these need to be relocated to the same neighborhood to
continue meeting the need.

CE

14

Need more detail on how ST's Equitable TOD and the City's Mandatory Affordable Housing requirements would play out in CID
and PSQ. Is this a commitment, or just hopes and wishes? What--if any--proof of concept to City of Seattle and ST have with
these complementary programs? How will historic district regulations impact this program?

CE

24

RE: "most cumulative impacts would occur during project construction,"” we disagree with this statement. The cumulative effects
of gentrification and displacement are related as much to operations as construction and has been grossly understated in this
document.
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CE

Global

What is the status of the viaduct structures on 2nd Ave. Ext. S. and S. Jackson St.? Sound Transit needs to include the potential
foreseeable need to renovate these neighboring structures in their Cumulative Impacts analysis, including an assessmment of
the impact on rebuilding these bridges on the 4th Ave. S. struture and any potential need to tie back those bridges to 4th.
Information from SDOT's bridge inventories should support this study.

Economics

4.3.3-14

Economics analysis indicates that Uwajimaya loading dock, entry plaza, and parking garage would be affected temporarily by
construction activities, but the transportation analysis doesn't disclose impacts along 5th or 6th Avenues extending south of S.
Weller Street. What construction activities would occur that would disrupt the loading dock and parking garage?

Economics

4.3.3-14

Is the DEIS analysis treating private parking lots (surface and sub-surface) as business displacments, or only accounting for
them in the "loss of parking" analysis in the transportation section? Is the economics analysis treating the Union Station parking
garage, 6th and King surface lot, and Bank of America lot as businesses? Considering it an impact? Temporary displacement?

EJ

97

No mention of PSQ in the economics section. Surely there are economic impacts on PSQ as a result of cumulative construction
impacts, parking removal, traffic diversion, etc.

EJ

Global

No mention of public safety anywhere in this document. This seems like an oversight; public safety (defined in multiple ways,
including safety from racialized violence, bike/ped safety) is of high importance to the CID and PSQ

EJ

102

Even temporary displacement of some residents could impact community cohesion. While this is a fragile neighborhood,
community cohesion is strong and potentially a key factor in the neighborhood's survival. This section does not adequately
address the impacts of relocations/displacements on community cohesion. That said, we are not yet convinced that displacement
of ICON is going to be impactful on community cohesion, given the makeup of building residents

EJ

102

Has ST met with resident from Eagle Village to understand how this relocation would impact them?

EJ

102

o 0|0

Why PSQ is not included in this discussion. What are the potential impacts of traffic diversions, 4th ave closure, streetcar
disruption to community cohesion for PSQ?

EJ

102

(@)

The social section should mention the risks of gentrification (see Central District as example) and how that would impact
community cohesion.

EJ

106

RE: "No additional impacts" (Visual Effects). This is incorrect. There would be a large tunnel vent facility placed directly in front of
Union Station under Options 1a and 1b.

EJ

109

RE: "No airborne noise impacts." This is not correct. According to the Noise and Vibration Technical Report, ST did not test for
noise impacts in the CID because it considers it to be a "commercial district," even though it acknowledges there are residential
properties nearby (e.g., Publix, Uwajimaya, Downtowner, Hirabayashi Place). We disagree with the conclusion that because City
of Seattle treats residential use properties within commercial districts the same as commercial properties, Sound Transit is not
obligated to test and mitigate for noise impacts to these residences. See page 127 of the Noise and Vibration Technical Report
for reference.

EJ

114

PSQ and CID are unique along the corridor in that they host a number of public services for cultural communities and unhoused
individuals. Those should be mentioned here and the potential impacts on them detailed

EJ

116

The conclusion that impacts to historic resources will affect minority people the same as everyone else is wrong. The CID is the
only neighborhood along the alignment with impacts to historic properties (according to this table), and these properties are of
particular importance to minority communities.

EJ

118

Construction impacts and visual impacts to the viewshed to Hing Hay Park should also be mentioned in Social section (impacts
to community cohesion).

EJ

Table 5-
4

No indirect or cumulative effects row? Why not? This is a major impact on EJ--even the RET says this.
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EJ

Table 5-

The economic analysis does not address the loss of cultural context for the businesses that will be relocated under CID-2, or
appropriateness of replacement buildings, particularly in terms of the community priorities of local ownership, loss of affordable
storefront spaces such as the existing ones that serve as an incubator for small, locally owned businesses. New ideas need old
spaces because they are affordable. The "mom and pop" business needs affordable spaces too. The economic analysis of the
impact on the CID, for all the CID-2 options (5th Ave S) must include the long-term impact on the type of businesses that are
currently located in the CID.

EJ

Table 5-
4 pg 5-
40

The land use analysis assumes that the replacement of current buildings with new TOD buildings will be a benefit to the
neighborhood and the BIPOC populations living there. This is not a reasonable conclusion when the buildings to be replaced are
already owned and occupied by many minorities. Local ownership is a key priority for the community and is seen as a way to
ensure the cohesiveness of the area. The land use analysis should not tout replacing minority and locally owned parcels with
other developments that are unlikely to return to commmunity and minority ownership.

EJ

125

Mis-characterization of “offsetting benefits” in Environmental Justice analysis: The U.S. Environmental Protection Agency and
Federal Transit Administration permit agencies to consider “offsetting benefits” when drawing a conclusion about whether a
project has a disproportionately high and adverse impact on environmental justice populations. To count as an offsetting benefit,
however, the positive effect needs to disproportionately benefit the affected populations. According to the Environmental Justice
analysis, Sound Transit considers better access to transit and job centers to be an offsetting benefit for the residents of the
Chinatown-International District. We disagree.

EJ

130

The new light rail station in the Chinatown-International District will enhance a regional transit hub, connecting people from all
four corners of the region with buses, commuter rail, and Amtrak. While residents of the Chinatown-International District will
partake of this benefit along with everyone else in the region, they will not gain substantially more benefit than anyone else in the
region. On the other hand, they will bear the brunt of the impacts of constructing and operating this facility. Consequently, we do
not believe it is appropriate to consider access to transit and job centers to be an offsetting benefit.

EJ

7-2

If, as the DEIS says "Sound Transit is partnering ... to evaluate strategies to maintain and enhance community cohesion" why
are we not reading about existing strategies that may be considered in this? Why are we not reading about the ways in which ST
and the city work together on planning in this? The lack of even rudimentary process discussions in these sections do not give
community confidence in the future work of these processes.

General Analysis

Global

Inconsistency in use of high-cost and low-cost project assumptions: The technical analyses in the DEIS do not use the
same high-cost and low-cost project assumptions. For example, the Economics analysis of the DEIS (pages 4.3.3-1 through
4.3.3-13) indicates that Sound Transit used CID-2a for both the high and low-cost project value to estimate the number of job
years (employment) and direct expenditures resulting from the Project. Elsewhere in the economics analysis, CID-1a is listed as
the high-cost project alternative in the CID segment. This results in an apples to oranges comparison of benefits generated from
employment and local revenue. Similarly, in the Air Quality analysis of the DEIS, "CID-1a" is used as the alternative evaluated for
Air Quality standards (page 4.3.6-3), but on page 4.3.6-7, the "low-cost scenario includes CID-2a..." and the "high-cost scenario
includes CID-1a.". These differences result in markedly different Greenhouse Gas emissions, again resulting in an apples to
oranges comparison. Sound Transit should update its analyses in the Final EIS to address these inconsistencies.

General Analysis

Global

Need for more clarity on construction footprint: The DEIS discloses approximate amount of area necessary for construction
staging areas and easements, but does not show a construction footprint outline. The property impact maps provided in
Appendix L.4 do not indicate how the properties would be used or the extent of the use (i.e., full or partial acquisitions). Without
more clarity on where construction staging would occur or the assumptions of property impacts for construction staging, we
cannot adequately assess or compare the impacts of construction to the Chinatown-International District.
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General Analysis

Global

The CID-2a diagonal station configuration appears to have markedly different impacts than the CID-2a configuration, and the
track path varies between the two options. There are no graphics at a reasonable scale in the draft EIS that illustrate the
distinctions between the two options. More explicit treatment of 2a-diagonal as a separate condition should occur so that people
can clearly see what amounts to real differences between roadway impacts, property impacts, business impacts, and so on. It is
not included in all appendices.

General analysis

Global

The over 70 sporting events, concerts, and other events at the stadium complexes was not considered in the DEIS, despite
community requests in the scoping phase of the Project. Additionally, PSQ and the CID have festivals and other events that bring
thousands to the neighborhoods. These "surge" events and the traffic they create (both vehicular and transit), must be included
and evaluated for their effect on the systems both during construction and long-term.

Historical/Archaeologi
cal

4.3.16

Area of potential effect needs to be expanded to include potential haul routes for preferred alternative in terms of mapping
areaways, as the maps will help determine where haul routes can be placed without additional street reinforcement, an additional
cost to the project if necessary.

Noise

127

"Commercial and industrial districts are in the Chinatown-International District Segment... Although there are no nearby
residential districts near the segment there are mixed use properties with residences in commercial districts, such as Uwajimaya
and the Publix Hotel. Residential use properties within commercial districts are treated the same as commercial properties within
the city of Seattle." While this may be an acceptable policy by noise analysis standards, it should be unacceptable from a RET
standpoint. ST should be expected to conduct a noise analysis of impacts to residential properties and commit to mitigation for
those impacts.

Noise

4.3.7-11

For Table 4.3.7-3, what is the distribution of impacts by property? The figure only shows two areas (along 5th near Weller and
Washington)-- what is the distribution of impacts, and by option? 2a vs. 2a-diagonal?

Noise (N.3)

Global

Q,C

No operational noise analysis was conducted for the CID segment, and therefore for the CID neighborhood, because tunneled
options were not considered in the analysis. However, tunnel ventilation systems are identified within the neighborhood, and will
be a new source of noise and visual blight. What are the potential noise impacts to surrounding residents and park users from
operating a tunnel system at the proposed location?

Noise (N.3)

6-37

For construction noise impact analysis, ST and analysts assumed CID neighborhood is a commercial/industrial neighborhood,
and treated "residential use properties the same as commercial properties" per City of Seattle codes. Does this mean that
residents were not considered explicitly in the analysis in the same way they would be if their home was located in a residential
neighborhood? Please explain.

Noise Figure 4.3.7-2

4.3.7-7

(@)

Visuals do not show the diagonal station configuration nor track alignment, which differs from CID-2a through the CID
neighbhorhood. Difficult to discern or understand impacts without understanding the layout and analysis.

RET

10

What is ST and the City's legal obligations to fulfill the commitments outlined in the RET? What mechanisms do communities
have to hold them accountable?

RET

Global

o0

It is unclear whether reference to the C-ID throughout this document includes PSQ or not. Please clarify.

RET

11

(@)

Change: Limit harmful impacts of project and work with impacted communities to identify [AND IMPLEMENT] opportunities to
repair past harm.

RET

16

The RET commits to an outcome of limiting harmful impacts of project and work with impacted communities to identify
opportunities to repair past harm, and yet the Cumulative Effects report barely acknowledges this and it does not appear
cumulative effects are even considered as part of the EJ conclusion. Not mentioned in land use, economics, or transportation
sub-sections. Some acknowledgment in the Social sub-section. Included in narrative of EJ section, but not included in
documentation of analysis that led to an EJ conclusion of no disproportionate high and adverse impact.

RET

39

Has ST met with Chief Seattle and/or Eagle Village residents to discuss the impacts of this potential reloction? If so, what were
the outcomes of those conversations? (i.e., if Eagle Village was already planning to relocate independent of this project, this is
not really a project impact. On the other hand, if the project is causing them to relocate, that is an entirely different issue. Same
questions apply to the newly-leased spaces along Seattle Boulevard where the Salvation Army will be expanding services for
houseless community members.
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Has ST gathered community feedback--particularly from commercial/retail businesses in the C-ID--about the impacts of parking

RET 42 Q losses, including differences in impacts of on-street vs. off-street parking losses? What was this feedback?

"ST is currently partnering with the community and other agencies on a community-based planning effort for the area to evaluate

strategies to maintain and enhance community cohesion" through station design. If station planning is to be considered mitigation

for loss of community cohesion, additional information on structuring this "community-based planning effort" will be needed to
Social Resources, etc | 4.3.4.3.3 C allow communities to comment on the benefits of the process.

If the 4th Avenue deep station is as deep as claimed, and statements in the DEIS indicated that mined stations would have less

ground disturbance-- why is the extent of disturbance at the surface so long for 4th Ave deep (CID-1b), especially at 2nd Ave

Table Extension? Why would that segment of roadway be closed for 6.5 years? There do not appear to be any bridges along 4th
Transportation N1.E-25 Q Avenue north of Main Street-- what is contributing to the extent of roadway disruption north of S. Jackson Street?
Table4- Key roadway impact #7 for CID-2b, Is the full extent of S. Jackson St. (2nd Ave. Ext. to 5th Ave. S.) partially closed, or just the

Transportation 53 Q intersection?
Ei::ﬁortat'on and q  |How will alternatives CID-1a and CID-1b affect the 4th Ave. S. bus island just north of S. Jackson St.2

According to the impacted parcel maps and alternative construction descriptions, CID-2a, 2a diagonal impact parcels north of the

Goodwill outlet that appear to be part of the KC Metro Central Base. According to the plan sheets, the tunnel portal and

ventilation system are located on King County parcels. Construction roadway impacts listed suggest that 6th Ave S adjacent to

the Central Base would sustain partial closures for 6-9 months. Based on the information presented in the DEIS, it is unclear
Transportation and what project activity affects each parcel. What are the explicit potential impacts to KC facilities? Is the Goodwill outlet facility
Transit Q impacted for all 5th Avenue Options and Alternative?

Why is the Ryerson Bus Based considered permanently closed for this alternative? The tunnel portal appears to be located
Transportation Table 4- further south near S. Massachusetts, and the mining appears to begin at the portal-- what is occcuring at the surface or on the
Technical Report 53 Q property that renders the base closed?

The analysis did not include stadium events in the traffic or ridership analysis, despite data and statements in the draft indicating

that stadium events for three sports teams occur more than 1/3 of the year, and acknowledging that concerts and other large
Transportation events occur between sports events. Historic South Downtown stakeholders requested Sound Transit explicitly include stadium
Technical Report general Q/C events in the analysis as a baseline condition. Please explain why this was not considered.

Construction impacts to the Donnie Chin International Children's Park (7th Ave. S.) and/or the ID/C Community Center and

Library (8th Ave. S.) need to be considered if construction diverts bus traffic to either street. 8th Ave. S. may have construction
Transportation/ 4.3.17.4. projects during the Project construction timeline, which should be considered, as well as the impacts to senior and family
Transit 3 C housing, ICHS clinic, and the Denise Louie daycare.

The Transportation Technical Report states that CID-2a would impact truck streets along 6th Ave. S. north and south of Royal

Brougham way. Plan sheets and other information in the draft EIS suggest that construction of CID-2a diagonal in this vicinity is

approximately the same as CID-2a, and could yield the same effects. Statements made in the transportation technical report
Transportation: state that the diagonal station configuration would not impact truck streets. Is this accurate, and if so, why is CID-2a diagonal
Freight Mobility N.19-3 Q different in the vicinity of Royal Brougham, than CID-2a?
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APPENDIX C: MATRIX OF SOUTH DOWNTOWN COMMUNITY PRIORITIES AND IMPACTS OF PENDING OPTIONS

Community Priorities

CID 1a (4th Ave. S. shallow)

CID 2a (5th Ave. S., shallow)

CID 2a Diagonal (5th Ave. S., shallow, diagonal

Environmental Justice and Racial

Minimize cumulative harm to and/or

and nonprofits

displacement of existing businesses, residents,

Longest construction durations of all the options, but
it would move the worst of the construction impacts
away from most businesses and residential
structures. Will disrupt bus service, which could
negatively impact businesesses, residents and
visitors.

Construction disruptions would be constant for the
years of station and tunnel construction for residents
at the Icon Apartments. All units of this complex (up
to 120 market rate residential units) would be
displaced for a year during 4th Ave. S. bridge
rebuilding activity. Building is a mix of long-term
rentals and hotel/Air BnB short-term housing.
Building will remain standing, so housing will be
available after construction.

Fewest direct disruptions and relocations to local
businesses in CID or Pioneer Square.

No loss of on-street parking or loading zones within
the CID or Pioneer Square during construction

Biggest loss of local retail/commercial businesses in
the CID neighborhood (compared to 1a and 1b).

Loss of commercial load zones and on-street parking
during station and cut-and-cover tunnel construction
(up to 9 years).

Would displace Chief Seattle-Eagle Village Pilot (if it
hasn't already relocated). Need to clarify how Chief
Seattle/Eagle Village residents feel about this (e.g., if
they are already planning to relocate independent of
the WSBLE project, this isn't much of an impact).

Construction disruptions would be constant for the
years of station construction for residents at
Uwajimaya Village, Fujisada Condominium, Publix
Building, and Bush Hotel.

configuration)

Shortest construction durations of all the options.

Same loss of local retail/commercial businesses as
2a, but with additional "temporary" displacements of
approximately 9 months.

Loss of commercial load zones and on-street parking
during station and cut-and-cover tunnel construction
(up to 6 years).

Would displace Chief Seattle-Eagle Village Pilot (if it
hasn't already relocated). Need to clarify how Chief
Seattle/Eagle Village residents feel about this (e.g., if
they are already planning to relocate independent of
the WSBLE project, this isn't much of an impact).

Construction disruptions would be constant for the
years of station construction for residents at
Uwajimaya Village, Fujisada Condominium, Publix
Building, and Bush Hotel.

Equity context for Decision-Making

Decisions regarding construction that
disrupts the heart of the CID should be
made only after familiarizing yourself
with past harms and priorities set by the
community. This project comes in the
wake of numerous other projects, events,
and policies that have centered the
needs of regional interests rather than
the needs of the equity-seeking
communities who live and work in the
PSQ and CID neighborhoods. While 4th
Ave does require collaborative work to
reduce negative impacts on buses and
other constituencies, it centers the
priorities of the people of the CID and
PSQ, and shares burdens regionally.

Retain or increase community ownership of
properties

Unknown until Sound Transit provides more
information about the disposition of the 2.5 acres of
urban center property displaced by this part of the
project.

No displacement of small business serving the local
neighborhoods.

Permanent displacement of up to 13 businesses and
temporary displacement of up to 8 businesses in 4
buildings. One of those buildings contributes to the
local National Register district, and two others would
be individually eligible for listing based on preliminary
assessments during 106 review.

Permanent displacement of up to 13 businesses and
temporary displacement of up to 8 businesses in 4
buildings. One of those buildings to the local National
Register district, and two others would be individually
eligible for listing based on preliminary assessments
during 106 review. Additional impacts to businesses
in the American Hotel and the Buty building.

The EIS must surface specific plans to
retain or increase community ownership
of parcel aquired by Sound Transit after
construction is completed. Funding
support for local organizations must
support staffing for appropriate
engagement with the planning
processes. Mitigation should continue
until the completion of any TOD projects.

Improve public safety

Assuming construction impacts adversely affect
public safety, construction duration may be the
longest of the five alternatives, but may have less
direct impact on C-ID.

Assuming that construction impacts adversely affect
public safety, shorter than 1a and 1b but longer than
deep alternatives. Because of proximity to heart of C-
ID, however, it will have more direct impact (noise,
dust, visual impacts, etc.)

Shortest construction duration; however most
construction would occur in the heart of CID. Noise,
dust, and visual impacts could result in avoidance.
Pedestrian detours will need to be provided between
CID and existing light rail station; station construction
could act like a "barrier" between existing light rail
station and CID.

Based on prior work in the CID, lighting
and accessible sidewalks are important
aspects of community public safety and
equitable access to transit.
Consideration should be given to the
large population of elders living in the
CID.

Enhance community vitality and sustainability

Offers the most opportunities for promoting
connectivity, mobility, and neighborhood connections
in the "Jackson Hub" area of high transit access.
Opportunities for activating Union Station first as a
passenger terminal and then building on that may
also offer additional activation of the surrounding
plazas, as well as promotion of cultural and economic
vitality of surrounding neighborhoods.

Property acquisition by ST for station construction
and staging theoretically creates more opportunity
for TOD and affordable housing post-construction
than CID-1a and 1b. ST's eTOD policy requires it to
"prioritize affordable housing," however, mechanisms
for accountability and proof of concept are unclear.
The businesses that would be displaced under this
option are primarily local small businesses, many
owned by POCs. Replacement is not the same as
enhancement.

Property acquisition by ST for station construction
and staging theoretically creates more opportunity
for TOD and affordable housing post-construction
than CID-1a and 1b. ST's eTOD policy requires it to
"prioritize affordable housing," however, mechanisms
for accountability and proof of concept are unclear.
The businesses that would be displaced under this
option are primarily local small businesses, many
owned by POCs. Replacement is not the same as
enhancement.

The benefits of eTOD to the CID and
PSQ are unclear here. An activated
Union Station has the potential to
invigorate the transit hub, provide a
welcoming entry point to the cultural and
business communities in PSQ and CID.

Encourage economic development and

residents

increase economic diversity in businesses and

4th Ave. alternatives put Union Station directly to use
as a transportation hub, by serving as the location for
the new light rail station entrance, and a connection
between the existing and proposed stations. Using
Union Station would be a first step toward activating
the building for more public-facing use.

There would be no apparent loss of on-street parking
or commercial loading zones in the CID district
resulting from construction staging activities.

Parcel impacts inside the CID neighborhood would
serve as opportunity to redevelop existing parcels
and buildings within the project footprint area. TOD
opportunities are possible.

During construction of the project, full closures of S.
Weller and S. King St. between 5th and 6th Avenues
would adversely impact small businesses on those
blocks. Businesses would have difficulty receiving
deliveries. Loss of on-street parking reduces access
to residents and small business in the area.
Depending on the level of impact to the pedestrian
environment, the retail and restaurant storefronts
would likely lose foot traffic and customers.

Parcel impacts inside the CID neighborhood would
serve as opportunity to redevelop existing parcels
and buildings within the project footprint area. TOD
opportunities are possible.

During construction of the project, full closures of S.
Weller and S. King St. between 5th and 6th Avenues
would adversely impact small businesses on those
blocks. Businesses would have difficulty receiving
deliveries. Loss of on-street parking reduces access
to residents and small business in the area.
Depending on the level of impact to the pedestrian
environment, the retail and restaurant storefronts
would likely lose foot traffic and customers.

Construction along 5th Ave. S. minimizes
traffic issues for the region while
expecting them to be born by blocks of
businesses in a pedestrian-friendly,
small ethnic neighborhood that already
bears disproportionate burdens for the
regional transportation system.
Construction along 4th Ave. S. moves
the burden of construction to the region
rather than centering it in the CID.
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Enhance public health and well-being

Station construction on 4th Ave. S. would introduce
opportunties to enhance and improve the pedestrian
environment in the 4th Ave./2nd Ave. Ext./S. Jackson
St. area, which benefits PSQ, CID, and transit riders
on all modes.

Because 1a is cut-and-cover tunnel construction, it
would be among the loudest options to construct
(88dBa at 50 feet from source--the equivalent of a
lawnmower or motorcycle), for durations of 4-6 years.

Depending on the extent of 4th Ave. S.
reconstruction, surface construction noise could still
reach 84-89 dBA for bridge construction activities
within 50 feet of a receiver. The Icon apartments
would be the closest residents to construction
activities.

Depending on the state of the viaduct structures
beneath 2nd Ave. Ext. S. and S. Jackson St.,
consolidating those rebuilding efforts could prevent
multiple local, major construction projects in the same
area.

A tunnel ventilation system located in front of Union
Station at the corner of 4th Ave. S. and S. Jackson
St. would face residents of the Icon Apartments, and

has and continues to impact neighborhoods

Acknowledge and address historic racism that

Because 2a is a cut-and-cover tunnel construction, it
would be among the loudest of the options (88dBa at
50 feet from source--the equivalent of a lawnmower
or motorcycle), for durations of 4-6 years.
Additionally, construction on 5th Ave. S. would move
noise, dust and other pollution closer to where more
people live and work.

Construction in the heart of the CID would result in
prolonged increase of heavy truck traffic to excavate
and build the new station. Large trucks would travel
through the small streets at a rate of 10-35 trucks per
hour, 5 to 6 days per week, increasing pedestrian
and resident exposure to heavy vehicle traffic, truck
exhaust, noise, dust, and increased pedestrian/truck
conflict at intersections.

The new station infrastructure would span across two
blocks, and a new tunnel ventilation system and stair
egress would be located on the Nagomi Tea House
property, which faces residents at the Uwajimaya
Village to the south, Fujisada Condominium to the
east, and Publix building to the west.

2a diagonal would be a mined station with reduced
traffic impacts from CID-2a. This configuration is
inconsistently addressed in the DEIS materials, and
its impacts are not fully understood.

Construction in the heart of the CID would result in
prolonged increase of heavy truck traffic to excavate
and build the new station. Large trucks would travel
through the small St.s at a rate of 10-35 trucks per
hour, 5 to 6 days per week, increasing pedestrian
and resident exposure to heavy vehicle traffic, truck
exhaust, noise, dust, and increased pedestrian/truck
conflict at intersections.

The new station infrastructure would span across two
blocks, and a new tunnel ventilation system and stair
egress would be located on the Nagomi Tea House
property, which faces residents at the Uwajimaya
Village to the south, Fujisada Condominium to the
east, and Publix building to the west.

It is unclear if the Downtowner and
Hirabayshi Place tenants, residential and
commerical, would be affected by 4th
Avenue construction. An assessment of
noise impacts is necessary for all the
options.

While this community priority is
acknowledged in passing in the
Environmental Justice section, Appendix
A of this letter contains a list of historic
racist and governmental actions that
have adversely mpacted the south
downtown neighborhoods.

Activate common areas

4th Ave. S. Alternatives (CID-1a and 1b) put Union
Station directly to use as a transportation hub, by
serving as the location for the new light rail station
entrance, and a connection between the existing and
proposed stations. Using Union Station would be a
first step toward activating the building for more
public-facing use.

All 5th Ave. S. options create new common areas in
the CID (replacing privately held properties) by
building a new station entrance, ancillary building
spaces, and bicycle storage along 5th and 6th
Avenues S.

All 5th Ave. S. options create new common areas in
the CID (replacing privately held properties) by
building a new station entrance, ancillary building
spaces, and bicycle storage along 5th and 6th
Avenues S.

Any activation to be done by community
organizations must be funded long-term.

Improve mobility and connectivity

Shallow options mean easier and more convenient
transfers between light rail lines, and easier access
to other transportation modes (bus routes, streetcar).
4th Ave station plans would provide station access on
both the east and west sides of 4th Ave.

4th Ave. presents the most difficulties for current bus
lines during construction; prioritization of transit
maintenance will be important in construction
management plans.

Provides direct transit connection to both CID and
PSQ neighborhoods.

More direct connections to bus routes serving
Georgetown, and existing access to Sounder and
Amtrak

Shallow options mean easier and more convenient
transfers between light rail lines, and easier access
to other transportation modes (bus routes, streetcar).

5th Ave options provide slightly more direct
connection to, streetcar, and bus routes serving
Beacon Hill, Little Saigon, and Central District, but
only one new entryway for the new station. Fifth Ave.
S. options also require the rerouting of all Metro
electric Trolley busses.

Efforts to minimize the footprint of 5th Ave. S. station
options is not compatible with the object of the Project
resulting in a 100 year vision for the station, its
connections, safety and activation.

Shallow options mean easier and more convenient
transfers between light rail lines, and easier access
to other transportation modes (bus routes, streetcar).

5th Ave.options provide slightly more direct
connection to, streetcar, and bus routes serving
Beacon Hill, Little Saigon, and Central District, but
only one new entryway for the new station. Fifth Ave.
S. options also require the rerouting of all Metro
electric Trolley busses.

Efforts to minimize the footprint of 5th Ave. S. station
options is not compatible with the object of the Project
resulting in a 100 year vision for the station, its
connections, safety and activation.

Maintenance of bus routes should be a
priority in construction management
plans regardless of the alignment
chosen.

Construction along 4th Ave.should come
with the opportunity to explore ways to
enhance pedestrian infrastructure.

Retain historic and cultural character

Approximately 20-foot tall tunnel vent placed in front
of Union Station, which will havevisual impacts and
conflicts with Pioneer Square Preservation Board
regulations.

Demolition of 418 5th Ave. S. (which houses multiple
small businesses), Nagomi Plaza (519 6th Ave.S),
and 525 S. Jackson Street (Seattle 1st National Bank-
-International District Branch), which are considered
historic buildings.

Demolition of 418 5th Ave. S. (which houses multiple
small businesses), Nagomi Plaza (519 6th Ave.S),
and 525 S. Jackson Street (Seattle 1st National Bank-
-International District Branch), which are considered
historic buildings. Additional impacts for this
alignment include temporary closures of both the
historic American Hotel and the history Buty Building
for

A review of historic district regulations
should be done to see how Union
Station reuse plans and ventilation
needs for the tunnel can be planned to
minimize adverse effects to the historic
building.

HISTORIC SOUTH DOWNTOWN
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DocuSign Envelope ID: EGC4F6AA-C7D4-4FB6-B1A2-079AD4082411

Support a small business environment

All options provide new underground connections
between light rail stations, which could potentially
reduce pedestrian traffic to small business in the
vicinity of the stations.

Reinvigoration of Union Station as a a passenger
terminal building creates feasible, sustainable options
for integration of promotion of neighborhood
businesses. For example, a local coffee shop could
staff a coffee cart, or the Wing Luke and Klondike
National Park could share a kiosk to promote their
museums, offer tours.

Al stations would result in a small conversion of
parking along 5th Ave. S, to passenger load for
transit.

4th Ave. S. Alternative and Option would not result in
any additional on-street parking loss during
construction or operations.

This option would impact approximately 200 parking
spaces of the 1,086 stall Union Station Parking
Garage.

AT OPUOTTS Provige TTew UriaeTgroura COTETToTTS
between light rail stations, which could reduce
pedestrian traffic to small business in the vicinity of
the stations.

Reuse of Union Station would be harder absent an
authentic need for people to walk in and out of the
building. The City of Seattle, the Community and
other stakeholders have - quite literally - been
studying ways to reuse Union Station as a community
ammenity for 50 YEARS without success. It is clear
that successful reuse of the building would require a
great deal of expense in terms of consulting and long
term operational support.

All stations would result in a small conversion of
parking along 5th Ave. S, to passenger load for
transit.

CID-2a would result in a temporary loss of on-street
parking within the CID neighborhood, which is known
to reduce traffic to small businesses. The complete
closure of S. King St. and S. Weller St. would have
direct impacts on small businesses that would not be
actually displaced by construction.

This option would impact all surface lot parking at the
6th and King parking lot, and the Bank of America
parking lot on 6th Avenue. Surface level and on-
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the stations.

Reuse of Union Station would be harder absent an
authentic need for people to walk in and out of the
building. The City of Seattle, the Community and
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studying ways to reuse Union Station as a community
ammenity for 50 YEARS without success. It is clear
that successful reuse of the building would require a
great deal of expense in terms of consulting and long
term operational support.

All stations would result in a small conversion of
parking along 5th Ave. S, to passenger load for
transit.

CID-2a would result in a temporary loss of on-street
parking within the CID neighborhood, which is known
to reduce traffic to small businesses. The complete
closure of S. King St. and S. Weller St. would have
direct impacts on small businesses that would not be
actually displaced by construction.

This option would impact all surface lot parking at the
6th and King parking lot, and the Bank of America
parking lot on 6th Avenue. Surface level and on-
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Construction will affect the business
environment, but much less so if aligned
to 4th Ave. S. than to 5th Ave. S. Indirect
impacts can be addressed through
support and information, while
construction cutting off pedestrian
access or "temporary" 9 month business
closures will adversely affect the local
business district.

Ensure that people across Seattle and the
region continue to visit the neighborhoods,
even during construction

Longer construction durations than 5th Avenue
alternatives.

No direct interruption of access from existing light rail
to CID neighborhood during construction. Increased
"barrier" of construction between CID and Pioneer
Square neighborhoods. Pedestrian detours to get
around construction may increase the walking
distance and result in avoidance. Transit users may
choose other stations to disembark to access Pioneer
Square or Waterfront during construction.

Temporary but high impact (noise, dust vibration)
construction effects on Hing Hay Park (construction
will be across the street); temporary impacts to
Uwajimaya Village, including loading dock, parking
garage, and entrance plaza.

Pedestrian detours needed from existing light rail
station to CID would be long, and could potentially
create a barrier to visiting CID during construction.

Temporary but high impact (noise, dust vibration)
construction effects on Hing Hay Park (construction
will be across the street) and neighborhood residents
directly adjacent to station construction.

Pedestrian detours needed from existing light rail
station to CID would be long, and could potentially
create a barrier to visiting CID during construction.

The CID and PSQ experienced
disproportionate impacts from the
COVID-19 pandemic, and extensive on-
going public projects that preceded the
pandemic. Temporary mitigation during
construction would need to include
signage, promotion, and other necessary
support for small businesses.

HISTORIC SOUTH DOWNTOWN
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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

RE: Comments on the DEIS for West Seattle and Ballard Link Extensions Project

We, the staff of Interlm Community Development Association (Interlm CDA) are pleased to
provide these comments on the Draft Environmental Impact Statement (“DEIS”) for the West
Seattle and Ballard Link Extensions Project (WSBLE), which was made public on January 28,
2022.

Interlm CDA is a community-based nonprofit 501(C3) community development organization.
We are rooted in the Chinatown-International District (CID) and provide community based real
estate development services, housing services, and programmatic services for our
communities. These communities include immigrant, refugee, API, and other low-income
communities. We also help organize and advocate on issues that affect our fellow community
members directly, both at the grassroots and grass tops levels. We do this through the lens of
Equitable Development, which means that everybody should be able to participate in and
benefit from the neighborhood’s growth. Our focus is on those most easily left behind from
neighborhood growth, namely low-income people, immigrants, refugee’s, and other
communities of color.

Interlm seeks development outcomes that:
e Advance economic mobility, security, and opportunity for the community
e Prevent residential, commercial, and cultural displacement
e Support and acknowledge local history and culture
e Promote transportation mobility and connectivity
e Enhance health and safety

We also recognize that Sound Transit and the city of Seattle worked together on a Racial Equity
Toolkit (RET) process. We are very supportive of the identified outcomes of limiting harmful
impacts, working with impacted communities to reduce past harms, maximize connections for
all, community self-determination, and to support community forming a 100-year vision.

Below you will read about our thoughts, questions, and concerns around the West Seattle-
Ballard Link Light Rail Extension. While we have questions, concerns, and some specific
demands around all alignments, our gravest concern is around the potential for indirect
displacement over time, caused by either a 4™ Avenue or the 5™ Avenue alignment. If a 5%
Avenue South Alignment is selected, and not executed with an exceptional level of genuine
community engagement and care, an eye towards the racial equity toolkit goals, and with a



large amount of resources brought to bear by Sound Transit and the local government, then a
significant portion of the historic district will be beyond the reach of the CID community. This
would violate every part of the RET goals and our Equitable Development goals. Our concern is
so large that we are calling for a refinement to the CID segment options, and a search for better
alternatives with fewer harmful impacts to the community.

We Support the Expansion of Light Rail
In general, we support the idea of public transportation. We also support light rail because of
the capacity it brings to transport so much of the Seattle population to and from key locations
in and around the region. We support expanded light rail over reliance on cars or even buses
for meeting our transportation needs. As noted, above, transportation mobility and
connectivity is one of the priorities of our Equitable Development Criteria.

Overall Concerns

The following outlines concerns that we have for all alignments. These concerns relate to
Environmental Justice, the Transportation Analysis, the lack of a Noise or Site Impact Analysis,
and most notably, an inadequate analysis of displacement. The city and Sound Transit working
together to fully address all of these issue area’s will be stepping into the RET’s goals of working
with the impacted community to reduce past harms and to limit negative effects of the WSBLE
project.

Displacement
The DEIS only identifies direct displacement and fails to recognize the even greater and more

daunting threat posed by the indirect displacement impact that will result from any of the
alignments without thorough analysis and ample mitigation measures and funds. The DEIS fails
to acknowledge indirect displacement and narrowly addresses only physical displacement
caused by the construction itself. We call for the final EIS to include a thorough analysis of
indirect displacement as detailed in the RET Report drafted by Sound Transit with the City of
Seattle. A complete analysis of indirect displacement must examine economic displacement
caused by rising rents and costs of living which force people to relocate, and cultural
displacement wherein people chose to move because the neighborhood no longer supports a
critical mass of culturally related businesses and institutions that served them and that
together, create the cultural mileau that supports them and provides a sense of agency and
belonging. An analysis of economic displacement must examine rising land values, rent
increases, property tax and interest rate increases that together increase housing costs and
force people to relocate. An analysis of cultural displacement must examine the economic
displacement of culturally related businesses, cultural institutions, community based
organizations, and community services that together strengthen social cohesion and create a
cultural home for people, especially important for communities of color, immigrants, and
refugees.



Furthermore, indirect displacement happens over time and not only during construction. The
final EIS must consider impacts 5, 10, even 20 years and more, beyond the construction period
to analyze indirect displacement. While the direct displacement of businesses projected for the
5t Avenue Alignment are jarring, this will be dwarfed by the long term indirect displacement
caused by either alignment if left unaddressed.

The Cumulative Impacts section of the DEIS acknowledges this reality that as city planned
development moves forward, there will be increased displacement pressures in the CID
neighborhood. Sound Transit is contributing toward more concentrated housing and more
speculative market rate housing in the CID. The people most at risk for displacement in the CID
are living in naturally occurring affordable housing, most of which is affordable to households at
or below 30% AMI. To truly mitigate displacement harms as the RET suggests, a community
based affordable housing plan must be developed in recognition of the threat of rising rents
that will displace people in naturally occurring affordable housing. And, a community based
affordable commercial space plan must be developed to address the harms that rising rents
have on small culturally related businesses, community based organizations and cultural
institutions that together make the CID a cultural home to so many. This can happen in
numerous ways, but it must be addressed by the end of the planning process for the WSBLE
line.

Environmental Justice

The conclusion reached in the DEIS of “no net environmental cost” was the wrong conclusion
on the part of Sound Transit. The U.S. Environmental Protection Agency (EPA) and Federal
Transit Administration (FTA) define “offsetting benefits” as a case where a project’s positive
effect needs to disproportionately benefit the affected environmental justice population. The
claim by Sound Transit that the WSBLE project bringing better access to jobs and transit centers
counts as an “offsetting benefit” is wrong. The WSBLE project will push the regional transit hub
toward more connection, connecting people across the region and across multiple modes.
While residents of the CID community will gain these benefits from this project, they will not
gain more than other people along the line. They will indeed bear the impacts of completing
the WSBLE project not to mention the devastating long-term impacts of displacement, including
indirect displacement of people, businesses, and organizations. It would be wrong to consider
jobs and transit as a part of the “offsetting benefits”.

Within the “Cumulative Harm” section, the DEIS Sound Transit concludes that the project will
not have a “disproportionately high and adverse impact”. However, there are over 150 years of
planning process’s and policies passed that were and are based in systemic racism, and without
prioritizing the people of color who primarily make the community in the CID. This bulleted list
if just a sample of some of those law’s,

Acts Rooted 100% in White Supremacy with White Supremacist effects:
e 1864 Alien Land Law: White immigrants can own land in Washington
e 1882 Chinese Exclusion Act



e 1865 Ordinance 5: Removal of Native people

e 1921 Alien Land Laws: Restrict ownership of land from Asian immigrants

e 1942 Executive Order 9066: Allowed for the incarceration of over 120,000
people of Japanese ancestry, 2/3rds of whom were US Citizens born in this
country, for the duration of WWII

e 1949 Construction of Charles Street Maintenance Facility displaces Asian homes
and businesses

e 1961 I-5 ditch cleared: Divides community in two and displaces many residents
and businesses

e Unlocatable General Government and Private Sector Disinvestment: Throughout
the 20™ century and into the 215 the local, state, and federal governments have
never invested and planned in the CID in an equitable or sufficient manner

Acts Providing a public good but that disregarded the harms on CID to the point of nearing
white supremacy:

e 1970 Ozark Ordinance: Fire code legislation passed leading to the closure of
hundreds of SRO units, and the loss of hundreds of units of affordable housing in
the urban core

e 1972 Construction of King Dome: Stadium users begin to take significant parking
from restaurant/grocery/service users

Acts which had an overall beneficial effect for mainstream populations but cause harm in CID
specifically:

e 2012 Livable South Downtown Upzones: Increased potential building height,
property values, brought little benefit to low-income residents

e 2015 Streetcar Construction: Beginning of multiple years of construction impacts
only to have it abandoned in 2020

e 2017 Mandatory Housing Affordability Legislation: Implemented upzones that
intensify gentrification and displacement pressures in the CID

We expect Sound Transit to re analyze a full list of the policies and practices that have harmed
environmental justice communities in the Chinatown-International District. These are all issues
which deeply affect the CID area and the environment that Sound Transit is planning in. All of
these issues plus others brought to you by other groups should be considered when coming to
a conclusion about the existence of a “disproportionately high and adverse impact.” Adjusting
this incorrect conclusion, alongside your incorrect conclusion around “offsetting benefits” in
the environmental justice section will be crucial in a full and complete Final EIS.

Noise and Visual Impact Analysis

We noticed a lack of visual impact analysis in the DEIS. Sound Transit’s claim is that this is
appropriate because the CID options are below ground. However, to fully consider the visual
impacts of the project on the neighborhood, issues around new structures and their impacts on




the public realm must be considered. For instance, the possibility of a vent jutting up in front of
Union Station is a stark impact on the visual environment of the CID. That and other visual
impacts should be fully documented and analyzed in the Final EIS. Finally, treating mixed use
buildings in the same way as commercial buildings is completely inequitable and fails to
consider the visual and noise impacts on the people living in mixed use buildings. Because they
have people living in them, mixed use buildings must be included in any operational noise
analysis based on logical and racial equity grounds. We expect this too will be included in the
final EIS.

Transportation- Stadium Events

Over the years, Interlm’s advocacy has called attention to the negative transportation impacts
of stadium construction near the CID, first with the King Dome, then with Safeco Field (now T-
Mobile Park). The transportation analysis in the DEIS does not include stadium events, even
though stadium events are happening for a large portion of the year. The negative impacts of
stadium events have continuously harmed the community since Interlm fought the
construction of the King Dome back in 1972. We expect Sound Transit to fully document and
analyze the transportation impacts of stadium events on the CID as a part of the baseline
analysis for transportation conditions in the final EIS.

Design the WSBLE station with Anti-Asian Hate in mind

When designing the station area and tunnel, the issue of Anti-Asian hate should be kept in
mind. Sound Transit and other government bodies are likely aware of the Anti-Asian hate
crimes and incidences that have happened in and around the community. One such example is
the Feb 2021 attack of a women and her partner by a stranger wielding a blunt object. This
issues still threatens our community and the physical environment of the tunnel or station must
be designed with an eye toward preventing these attacks.

Public Art Process

Finally, the design of the station itself should include opportunities for community driven public
art through a community driven public art process plan. This would bring opportunities to
engage community members who might not be involved in other community advocacy as well
as opportunities to support local artists, especially those who live in the CID or consider the CID
their cultural home.

4t Avenue Alignment Choices
For Sound Transit to meet the RET goals of “limiting harmful impacts” “working with the
community to reduce past harms”, then all these issues must be addressed fully. If the
affordable housing plan is created and sound transit and local government work together with
community based affordable housing developers, then the effort to address displacement can
fulfill the RET goal of “community self-determination”.

s



Displacement
While a 4™ Avenue alignment removes the pressure of direct physical displacement, this

alignment does not address the renters, small businesses, or community organizations, who
might be displaced by rent increases connected to new growth. It still brings the even greater
and more daunting threat posed by the indirect displacement impact that will result from any
of the alighnments without thorough analysis and ample resources to address the harm. The
DEIS fails to acknowledge indirect displacement and narrowly addresses only physical
displacement caused by the construction itself. Our concerns about indirect displacement and
a call for a thorough analysis and refinements to address indirect displacement are outlined in
the “Displacement” section under “Overall Concerns” above.

Pedestrian Safety and Connections

More planning is needed to assure the safety of the numerous pedestrians who utilize the
sidewalks near the 4" avenue construction zone. This is especially important to us because
Hirabayashi Place, our own affordable housing building, sits near one of the construction
intersections for this alignment. We are calling for a pedestrian safety plan to be drafted for this
section. The CID has a high number of non-English speaking people, many of whom are seniors,
so multilingual and senior friendly signage as well as direction giving staff are needed. The CID is
a regional home to a broad Asian Diaspora that is spread across the Puget Sound Region. It is
important to fully analyze and develop plans around construction impacts that may make it
more difficult to arrive to the CID via bus, whether it is for work, fun, cultural activities, or to
receive services. It is important that a plan be created so that the important bus-based
connections the CID has continue to allow people to access the services, work, or other cultural
activities they seek.

Traffic

The Fourth Avenue options would partially close much of 4™ Avenue South, as well as fully close
a portion between S Jackson and S Main Street. This would also close a small amount of South
King Street, 2" Avenue extension, and the intersection of South Jackson and 4t Avenue South.
This would send traffic along 5" Avenue S, 6™ Avenue S, 7t Avenue S, 8" Avenue S, Maynard
Avenue S, as well as S Main and S Washington Street. Additionally, this would impact all bus
routes along 4" Avenue South and South Jackson Street. A traffic plan must be created to
ensure this traffic will continue to flow and that emergency vehicles will be able to enter the
area. The DEIS also needs to include a thorough analysis of the parking availability and strategy
for game days, large cultural events, and other large draw activities.

Parking
The 4t Avenue alternative would result in the loss of 210-220 public parking spaces, mostly

from the private garage under Union Station. The cumulative impacts section of the DEIS
discusses how building the WSBLE project and will reduce the need for parking in the CID
neighborhood, and so claims this alignment will remove some of the need for this parking. To
us, this seems disingenuous. While transit might be a good replacement for some car trips, it is
not necessarily a good alternative for trips that take under 2 hours such as trips for a doctors’



appointment, social service help, dining at a restaurant, picking up food or groceries, or any
number of other trips community members make to the CID.

5t Avenue Alignment Choices

For Sound Transit to meet the RET goals of “limiting harmful impacts” and “working with the
community to reduce past harms”, then all of these issues must be addressed fully. If the
affordable housing and commercial space plan is created and Sound Transit and local
government work together with community based affordable housing developers, then the
effort to address displacement can fulfill the RET goal of “community self-determination”.

Affordable Housing and Displacement

While we are happy that this alternative provides TOD affordable housing opportunities as well
as commercial space opportunities, to truly address displacement the affordable housing and
commercial space must be community based and bring the land under community control. It
also must be financed at a level that allows for rents that are affordable to those CID residents
and businesses that are at risk of displacement. The direct displacement of neighborhood
businesses is a high cost to pay. If this alignment is chosen, we expect Sound Transit and the
City to develop a relocation plan for these small CID neighborhood businesses that enables
them to remain in the CID or relocate to another chosen location. Additionally, as stated in the
“Environmental Justice” section under “Overall Concerns” above, further affordable housing
and commercial space investments beyond this TOD would be needed to address the past
harms and wrongs committed upon the CID throughout history. Finally, in addition to the large
amount of direct displacement addressed in this section, there is no mention of indirect
displacement which poses a potentially much greater impact on the neighborhood. For a
discussion of the need to analyze indirect displacement and a call for refinements to address
indirect displacement, please see the “Displacement” section under “Overall Concerns” above.

Pedestrian Safety

This section needs a more in-depth analysis of safety considerations for pedestrians in the
commercial zones of the construction area. The 5" Avenue construction alternatives include
construction that would be bordered by 5" Avenue South, South Jackson Street, 61 Avenue
South, S King Street, and South Weller Street. These streets provide an important thoroughfare
for our community members, including many seniors, immigrants, and refugees, in their daily
lives as they access culturally relevant services and businesses and take trips via public transit
around the region for a variety of needs. Pedestrian safety planning, especially for our
vulnerable community members, is critical, in addition to an analysis of any disrupted
connections for trips via metro bus and the trolley. Detailed analysis must be done to account
for these issues and a transportation and safe mobility plan must be drafted that centers the
needs of non-English speaking and elderly community members.




Traffic

These alignments would cause traffic to reroute onto 4t Avenue South, 6" Avenue South, and
South Jackson Street. While the traffic impacts for these alternatives is less than the for the
Fourth Avenue options, a traffic mitigation plan must be enacted to ensure that traffic of cars
buses, and emergency vehicles can freely move about the area as needed, and that any detours
are clearly marked in ways that are culturally and linguistically accessible to the CID community.

Parking
These options would temporarily eliminate parking spaces, loading zones, and more along the

affected parts of 5" Avenue South, South King Street, South Weller Street, and 6" Avenue
South. This will push parkers to other parts of the neighborhood, which will cause a parking
shortage in the neighborhood that will reduce visitors to the neighborhood and ultimately harm
small businesses. A parking plan is needed to assure that parking spaces lost during
construction are replaced for at least the time during which the parking space was lost.

Conclusion

In conclusion, when comparing the 4" Avenue and 5" Avenue alignment alternatives we have
many questions and expectations of Sound Transit and the general process of the WSBLE
project development. Since the station in our neighborhood will be a high-volume station, a
deep tunnel options reliant on elevators do not align with our community’s 100-year vision. To
make this acceptable other non-elevator means of moving people must be added to the
station. While the 5" Avenue shallow or diagonal options brings more direct and immediate
harm by displacing many neighborhood businesses, much more analysis of both the 5" Avenue
and 4" Avenue alignments is required in this EIS process for Sound Transit plus other
government entities to achieve the stated RET goals and satisfy our own Equitable
Development Criteria. Most importantly, the DEIS inadequately and narrowly addresses only
direct physical displacement during the time of construction. Indirect displacement, that is
completely ignored by the DEIS, remains our gravest concern for both alignments. Refinements
to the preferred alignment alternatives must be developed to address indirect displacement
impacts based on a thorough analysis of indirect displacement including economic
displacement and cultural displacement.

This comment letter was written in the spirit of the stated RET goals and our own Equitable
Development Criteria. A refinement is needed, and in any case more studies need to be done,
more assurances made, and many resources need to be brought to bear to achieve the RET
goals and to develop a project that improves mobility and connectivity for all and contributes to
a thriving CID community.

Signed,

Pradeepta Upadhyay
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Comment on DEIS for West Seattle and Ballard Link Extension, 04-26-22

ES.3.1.2.2. Chinatown-International District Segment
| write on behalf of the Japanese American Citizens League, Seattle Chapter, with a focus on the International District /Chinatown Station Segment as covered in
ES.3.1.2.2, page numbers 25-29 of the Executive Summary.

1. I support the CID Coalition request for a 90-day extension of the Comment Period to allow for more complete discussion and understanding from the CID
community and other stakeholders in the neighborhood.

2. This project will severely impact an already heavily impacted historic district: the Chinatown/International District. The CID will be impacted by a loss of
buildings, businesses, and residents (reducing its historic footprint and displacing residents); a huge disruption to traffic, parking, and transit (in an area
where many residents rely heavily on public transit and businesses rely on outside visitors); and potentially huge amounts of air, noise, ground/groundwater,
and vibration pollution (harming or driving away residents, businesses, visitors to the CID).

3. The CID is a low-income community of color with residents who speak many languages. It is difficult to make an intelligent choice without also knowing what
kinds of mitigation programs are possible, planned, and funded to alleviate the many impacts listed in Point 2. | do not believe this has been adequately or
completely communicated to all the stakeholders in the district. (The plan mentioned in ES.4 Avoidance, Minimization, and Mitigation Measures, pages 40-
41, has no specifics about the International-Chinatown Segment; it basically states the project will do its best to stay within the law.)

4. Given points 2 and 3, | must disagree with the statement that “...impacts would not be high and adverse to environmental justice populations.” (ES.6.2.
Environmental Justice, Page 42)

5. Despite all the reservations and concerns mentioned above, if | had to choose right now, | believe the 4th Avenue Deep Station Option (CID-1b)* would be
best for the CID in the long term.

In closing, | would emphasize two points:

A. We are not opposed to public works projects that support equitable urban planning. We support mass transit in general as a socially and environmentally
responsible alternative to individual vehicles and fossil fuels. We agree that it is an efficient means for moving people around the urban environment.

B. We remain concerned that the CID, a low-income community of color with a history and culture embedded in this neighborhood, is being differentially impacted
once again. Starting with the riots to remove Chinese in the 1890’s, to the mass removal of Japanese Americans in WWII, to the building of the 1-5 freeway in the
1960’s, to the construction of the Kingdome in the 1970’s, to the building of the new stadiums, to the laying of the First Hill Streetcar line, there is a history of
animosity or disregard for the integrity of this community. In recent times, it has been justified as a necessity for the greater good (i.e., good for those living far
away from the CID). | hope the times — and the thinking — have changed.



























We expect that some WSBLE supporters will call for swift action to approve the project,
concerned that it has already been delayed. The time required to conduct appropriate SEPA
review will only add more months to project delivery. They will argue that delays are not
acceptable.

But this is a 100-year+ project. We have only one chance to get it right. The project is already
over-schedule and over-budget — the commitment of additional months to undertake a complete
SEPA analysis for the project will not be a hardship. The true hardship will be on future
generations if we do not take the time to make the best long-term decisions for this project.

We appreciate the opportunity to provide these comments, and the opportunity to partner with
Sound Transit to bring light rail to Seattle Center thoughtfully and with our full community in
mind.

All my best,

CEO, Friends of KEXP

Attachment: KEXP Sound Transit Construction Impact (PDF)
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DISRUPTION STEPS

| STEPS 1-4 CONSTRUCTION OF STATION ESTIMATED 2-4 YEARS .| | STEP 5 TUNNELING ESTIMATED 2-2.5 YEARS |
[~ b g
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FOCUS ROOMS RECORDING,
OFFICE

. PHASE 2 EXCAVATION

///_—.\i RADIATING NOISE & VIBRATION

STEP 3 BUILD SLURRY WALL
8’-0” BETWEEN KEXP AND SLURRY WALL

STEP 4 DEMO PORTION OF SLURRY
WALL WITH HOE RAM TO ACCESS
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. STEP 5 TUNNELING

PHASE 4

SLURRY WALL
DEMO

>kCHAPTER 6.2.1.6 (6-33) NOTES WORST CASE NOISE LEVEL WILL BE 88 dBA AT 50" AWAY.
KEXP IS 8 LOCATED FROM CONSTRUCTION AND AWAY AND ESTIMATED TO HAVE A
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AFTER SLURRY WALL IS BUILT, DEMOLITION TO PORTION OF SLURRY WALL WILL OCCUR
TO ACCESS AREA BELOW KEXP.

PHASE 4: DEMO PORTION OF SLURRY
WALL BELOW KEXP

SLURRY WALL

HOE RAM BREAKING THROUGH SLURRY
EXPAND AND ACCOMMODATE WIDTH
REQUIRED FOR PLATFORM

PERSPECTIVE - SLURRY WALL DEMO
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Thank you.
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Sound Transit Projects

Details Communication

#499496
Good evening, everybody. Thank you for this time. As we shared with Mayor Harrell over the last 11 months, the Seattle Center Foundation and many Seattle

Center resident organizations have been meeting weekly, studying and intensely discussing the potential impacts of the plan for the arrival of Sound Transit in
2037. We are all very supportive of the light rail opening its doors in the Uptown neighborhood and look forward to the ultimate success of the largest

Date Recieved:

812212022 infrastructure project in the history of Seattle; however, we have concluded that the proposed location for the preferred alignment on Republic is untenable for

Seattle Center and its resident organizations. Now that the DEIS has been released, our consultants and resident organizations, including KEXP, The Vera
Created by: Project, SIFF, and Seattle Rep, have determined that they cannot stay in place and solvent during five and up to ten years of construction unless a significant
Nasra change, of course, happens in the design, construction methodology, and location of the Uptown station. The impacts of noise and vibration as well as the
Mohamed significant known construction impacts have created a truly existential crisis. We look forward to working with Sound Transit and much appreciate their
Audience: engagement with us and help a thorough examination of what the solutions can be moving forward. With much appreciation, thank you.

General Public
Reach:
Participation:
Engagement:

1

Source:

Open
house/public
meeting
Assigned
division:
Outreach
Category:
Project Phase:
Planning
Project
Segment:
Environmental
phase:

Draft EIS
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Sound Transit Projects

Details Communication

#505247
Dear whom it may concern.

Date Recieved: We, the Korean Student Association (KSA) of Central Washington University (CWU) plead and urge the City of Seattle to cease plans of building a light rail

4/28/2022 through the Chinatown Historic district. We ask that you reconsider the financial and personal impacts this will have upon the area and its inhabitants, namely
business owners and community members. Not only would the development of this light rail disrupt businesses, but it would also take land away from immigrants
Created by: who had found refuge in the area since the 1860s.

N

asra We hope you consider our request as many of our members have ties to the historic Chinatown.
Mohamed
Audience: Sincerely,

General Public
CWU Korean Student Association
Reach:

Participation:
Engagement:
1

Source:
Email

Assigned
division:
Outreach
Category:
Project Phase:
Planning
Project
Segment:
Environmental

phase:
Draft EIS
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4/27/2022

Created by:
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Communication

To Sound Transit Board & Staff:

EnviroLytical - Printer Friendly Search Results

In 100 years no one will look back and mourn the disruption to traffic flow on 4th Avenue. They will look back in shame at how we did not prevent the loss of a
cultural neighborhood. Our kids studying Washington state history will read another chapter about how we allowed displacement of vulnerable residents and

small businesses, once again in the name of progress.

We build high capacity light rail to alleviate automobile traffic problems and help preserve the environment in our region. Sometimes roads are closed and
automobile traffic problems are exacerbated while new solutions are put in place. That's OK. The partial destruction of Seattle’s historic Chinatown International
District because a road closure is inconvenient? That's not OK.

Please, choose the 4th Avenue route and do everything you can to help defend the CID’s intangible cultural heritage during our region’s growing pains. The
neighborhood is vulnerable and its character may not survive without Sound Transit's support.

Sharon H. Lee

Executive Director

Low Income Housing Institute
Please note our new address:
1253 S Jackson Street, Suite A
Seattle, WA 98144

(206) 443-9935, ext. 1031
(206) 443-9851 fax

Celebrating 30 Years
Housing is a human right!

Need Affordable Housing? Available units posted weekly at:

http://www.lihi.org

https://el2.envirolytical.com/Communication/PrinterFriendly?Communicationld=503488
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April 27, 2022

WSBLE Draft Environmental Impact Statement Comments
c/o Lauren Swift

Sound Transit

401 S. Jackson St.

Seattle, WA 98104

SUBMITTED ELECTRONICALLY

Dear Ms. Swift:

Thank you for the opportunity to provide comments on the Draft Environmental Impact
Statement for the West Seattle and Ballard Link Extensions. A nonprofit organization with
both local roots and international acclaim, the Museum of Pop Culture has a deep interest
in this project with our location directly in the path of the proposed transit lines.

MoPOP has been a treasured Seattle institution for more than twenty years, using pop
culture as a universal language through which we build connections. Our iconic Frank
Gehry-designed building sits at the foot of the Space Needle on the Seattle Center
campus and enriches our local community and the visitors we’re privileged to welcome
from around the world. Reaching nearly three-quarters of a million people each year, our
accessibility is critical to our continued success.

The prospect of better access to MoPOP and the rest of the Seattle Center campus is
exciting, and we are supportive of expanded transit in our area. Our aim is to support that
work as we safeguard our physical space and the experience of our guests, while
mitigating any effects that construction may have. To that end, we have been and will
continue to work closely with organizations and other stakeholders about the future of
transit around Seattle Center. We are signatories to other comment letters from groups of
similarly situated organizations, and here we offer comments particular to MoPOP.

OVERALL CONCERNS
In general, the DEIS had several inadequacies in describing the impact construction may
have on MoPOP.

The document details the potential impact of construction on many specific organizations
but fails to include MoPOP among them in a way commensurate with our exposure. Much
of the discussion examines impacts on properties surrounding stations but does not give
adequate attention to those along potential boring paths, including MoPOP.

A particular concern about boring consequences arose during the construction of both
the SR-99 tunnel several blocks away from the Seattle Center campus and the Climate
Pledge Arena. During those projects, residents saw an increase in the rodent activity,
likely related to ground vibration and excavation in the area. An increase in rodent activity
around the museum presents a risk to our irreplaceable artifacts as well as the health and
safety of our visitors and staff. We believe we need further assessment of this risk and
that a campus wide-rodent control program be in place prior to construction and for its
duration.



UNADDRESSED VIBRATION CONCERNS

The DEIS fails to address ground vibration and dewatering strategies along the proposed
pathway for the tunnel between the South Lake Union Station and the Seattle Center
Station. The proposed pathway is in remarkable proximity to our museum building and
ground vibrations caused by the boring process could have devastating impacts on the
structure and integrity of our building and artifacts housed within. MoPORP is largely a
steel frame structure, which has great potential to amplify ground vibrations throughout
the building and impact building features, such as the steel and glass paneling on the roof.

Please refer to the drawing samples of our structural blueprints at the end of this letter
including Appendix A (roof overview and cladding for attachment of steel panels;
Appendix B (roof glass sculpture and layout installed to the building’s main beams
through the exterior skin); and Appendix C (samples of main beams of the building as
support structure for cladding and installation of exterior skin steel panels). Additional
drawings and plans can be provided upon request.

A detailed ground vibration study is necessary to quantify potential impacts, and
determine appropriate mitigation strategies to minimize ground vibrations, particularly as
it relates to tunnel boring. Measurable impacts could be: potential loosening of metal
screws to hold the exterior steel panels in place; stress to the seals on skylights and
subsequent leaking; and potential fracturing of glass panels on the roof sculpture due to
movement of the supporting steel structure.

Therefore, MoPOP requests Sound Transit furnish a ground vibration study as it relates to
tunnel boring between the South Lake Union Station and the Seattle Center Station and
install ground vibration monitoring devices to assess vibration impacts to the museum
and surrounding area. Specific attention must be given to the steel beams, exterior steel
skin, and the glass sculpture installation on the roof. Results of any vibration impacts
should be shared with the MoPOP staff on a weekly schedule.

COMMENTS ON DRAFT ENVIRONMENTAL IMPACT STATEMENT FINDINGS
In addition to the general concerns above, we offer the following specific comments on
the DEIS:

e Section 2.6 Construction Approach (page 2-83)
MoPOP is within proximity of the South Lake Union Station. As stated in the DEIS,
“the typical construction for surface and elevated guideways and stations would
occur on a 5- to 6-day work week and would occur primary between the hours of 7
a.m. and 10 p.m. In some locations, additional shifts, all-week, nighttime, or 24-hour
construction activities with additional tunnelling work typically occurring between
20 and 24 hours per day, 6 to 7 days per week.”

MoPOP’s normal operating hours are from 10:00am-5:00pm, 7 days a week with
additional nighttime programing and venue experiences typically running from
6:00pm-midnight more than 200 days a year. The suggested construction
sequence and activities will have significant impacts on our business operations,
and we urge you to take this into consideration to minimize impacts on MoPOP
and the rest of the arts and culture sector in our area.

e Section 2.6.8 Staging Areas and Construction Easements (page 2-91)
While potential staging areas for construction are vague in the DEIS, we are
concerned about the potential use of the Harrison Street roundabout at 5th
Avenue N for such purposes. At the roundabout sits the museum’s sole loading
dock and restricted access would have operational ramifications great and small,
from our ability to install and deinstall special exhibitions to curtailing



programming, catering and café services, guest ingress, and housekeeping
operations. Restrictions on this roundabout could make us unable to function
normally and have a devastating financial impact. For MoPOP to successfully
operate during the entire construction period, it is critical that access routes
remain open. Such critical streets that need to be in full operation (all travel lanes)
include:

o0 Harrison Street Roundabout (west of 5th Avenue N)

o0 5th Avenue N (from Mercer Street to Denny Way)

0 Broad Street (Denny Way to 5th Avenue N)

0 Mercer Street (from I-5 to Queen Avenue N)

Additionally, existing transit service (including the Monorail) to and from Seattle
Center must be preserved and enhanced during the entire Sound Transit
construction period.

e Section 3.3.1.2.1 Table 3-2 “Average Weekday Vehicle Miles Traveled, Vehicle
Hours Traveled, and Vehicle hours of Delay in 2042” (page 3-10)
This table shows minimal impact on the forecasted numbers between the “No
Build Alternative” and the “Build Alternative.” What is Sound Transit’s plan to
further decrease vehicle hours and delays in the proposed areas of the light rail
implementation? How is the “Build Alternative” justified if the impact on vehicle
traffic is minimal (<1%)?

e Section 6.2.2.2.2 Downtown Segment Table 6-6 “Projected Ridership and Key
Impact Differences - Downtown Segment” (page 6-21)
As stated in Table 6-6, “Full closure of Harrison Street between 6th Avenue North
and Dexter Avenue North for 4 years during construction. Access to and from
State Route 99 would remain open. Harrison Street would also be partially closed
from Dexter Avenue North to 8th Avenue North for 1.5 years.”

Long-term street closures pose a tremendous challenge for our visitors navigating
to our museum via surface streets or public transportation. We are concerned
about the marketing strategy and resources available to communicate these
challenges to the public. The DEIS did not provide details of a communication plan
addressing businesses that are open during construction welcome the public to
visit Seattle Center and the Uptown neighborhood. We suggest Sound Transit
implement a marketing campaign similar to the SR-99 tunnel project.

In Appendix G Environmental Justice, we offer the following comment:

e Table 5-4 Summary of Project Impacts and Potential Mitigation - Ballard Link
Extension (page 5-41in Appendix G)
The column Best Management Practices and Mitigation, sub bullet 5 states:
“Implement promotion and marketing measures to help affected business districts
maintain their customer base, consistent with Sound Transit policies, during
construction.”

We suggest Sound Transit have a marketing and advertising campaign that is
frequently updated and revisited to ensure stable maintenance of customer base
and patronage. We propose Sound Transit create an action plan that allows Seattle
Center patrons to have full access to all venues and Seattle Center resident
organizations for the duration of the construction project.

We also have comments on the Appendix N.3 Noise and Vibration Technical Report.



e Section 5.1.2.3 Downtown Segment (page 5-8 in Appendix N.3)
Paragraph three states: “This segment also includes many receivers with high
vibration sensitivity (FTA Category 1 or special-use buildings). The South Lake
Union neighborhood has several research institutions and biotechnology
companies that have vibration-sensitive equipment. Seattle Center at 305 Harrison
Street, at the northwest end of the segment, houses several performance venues
and recording spaces that are sensitive to ground borne noise and vibration.”

MoPOP must be considered or recognized as an FTA Category 1 or special-use
building during the construction phase of the South Lake Union Station due to the
museum'’s uses and proximity of construction activity. Further discussion is below
regarding our absence from Table 5-1.

e Section 5.1.2.3 Table 5-1 “Vibration-Sensitive Receivers with High-Vibration
Sensitivity in the Downtown Segment” (page 5-11 in Appendix N.3)
MoPOP was not listed in Table 5-1 among other Seattle Center residents. The
museum is in close proximity to the light rail tunnel north of the museum and as an
iconic structure unique to the City of Seattle, it is important to take MoPOP into
consideration as a building with High-Vibration Sensitivity in the Downtown
Segment. This is true for the museum at 325 5th Avenue N, but also our
administrative building at 120 6th Avenue N which also contains sensitive facilities.

The museum regularly caters to live performances, artist recordings, and many
other programs and experiences sensitive to noise and vibration. For example,
every guest to MoPOP is familiar with the “guitar tornado” sculpture that itself is a
giant, playable instrument designed by the local artist Trimpin. This kinetic
sculpture is vulnerable to heavy vibration and would cost a tremendous amount of
money if it needed to be recalibrated or reset. The same is true for much of the
equipment in Sound Lab — our hand-on music experimentation exhibition — which
is also all finely calibrated.

Additionally, the museum houses many rare and irreplaceable artifacts across pop
culture genres which are sensitive to ground vibrations. MoPOP is home to
everything from film props important to cinematic history to musical instruments
played by iconic artists — all of which are vulnerable to vibration or other
disruption.

The building itself would also be at risk. MOPOP’s extensive steel structure in its
frame and outer shell will amplify ground vibrations and potentially have effects on
interior components, such as interior walls, doors and passageways, elevators, etc.
The building also includes a unique glass sculptural roof system with 621 pieces of
laminated glass supported by a steel tree-like frame system. Vibration that could
be amplified throughout the building’s steel structure may cause glass panels to
break during extended periods of vibration. Replacement of fractured glass panels
requires custom fabrication and installation methods that can prove costly to the
organization, not to mention the risks to people on the street that fractures could
pose. These architectural elements are so important that MoPOP received funding
through a Washington State Heritage Capital Improvement Grant for their upkeep.

RECOMMENDATIONS
We request that Sound Transit and its partners prepare a detailed construction
management plan that includes:
e Establishing a Construction Coordination Committee for north downtown
comprised of South Lake Union, Uptown, and Seattle Center representatives and
working with the committee to develop a plan to minimize construction impacts.



e Avoiding impacts to transit, especially fixed rail transit or bus service with no
adequate detour route.

e Providing additional transit service in areas acutely impacted.

e Providing assistance to employers that encourage and facilitate transit ridership.

e Establishing requirements for maintaining access to venues and businesses in
construction contract documents.

e Developing a communications plan to inform patrons, businesses, employees, and
local residents of alternative route options.

e Providing real-time and advance-notice information on traffic movement, detour
routes, and access. This must include the following access routes to and from
MoPOP:

o0 Harrison Street Roundabout (west of 5th Avenue N)
o0 5th Avenue N (from Mercer Street to Denny Way)

0 Broad Street (Denny Way to 5th Avenue N)

0 Mercer Street (from I-5 to Queen Avenue N)

e Providing mitigation measures for businesses impacted in Uptown.

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

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

Thank you for your consideration of these comments which outline some of our concerns
about the Draft EIS. If you have questions regarding this letter, please reach out to
MoPOP’s Director of Facilities + Museum Operations James Vegas at JamesV@MoPOP.org
or 206-262-3508.

Sincerely,

Alexis Lee
MoPOP Executive Director

ATTACHMENTS: Appendixes A, B, and C



Appendix A: Roof Structure Overview



Appendix B: Roof Glass Sculpture



Appendix C: Main Support Beams



Sound Transit Projects

Details

#505078

Date Recieved:

4/28/2022

Created by:
Bryan Green
Audience:
Reach:
Participation:
Engagement:

Source:
Email

Assigned
division:
Category:
Project Phase:
Planning

Project
Segment:
West Seattle
and Ballard:
Interbay/Ballard
Environmental

phase:
Draft EIS

Communication

We at the National Nordic Museum feel strongly that the only viable location for the Ballard light rail station is West of 15th Ave.

Locating the station on 14th Ave would be incredibly problematic for businesses and residence alike.
We join the voices of many other here in Ballard supporting a location for the light rail station West of 15th Ave.

Dear Sound Transit Board and ST3 Planning Staff,

As a business in central Ballard, | am requesting further study be completed on an ST3 station that serves Central Ballard.
The proposed Ballard Station locations on 14th Ave and 15th Ave and NW Market St are located too far away from
Central Ballard to effectively serve the majority of residents, businesses, and nightlife. The core of the Ballard urban
village is centered between 24th and 15th Avenues NW, so 24th Avenue must be served equally as well as 15th Avenue.
20th Station ranked higher for Sound Transit's key performance metrics in early study work including the most

important metric: ridership. Construction of Ballard station will be a major disruption to the area, we need to

make sure that the benefit is shared with the most residents, visitors, workers, and businesses possible.

Proposed 14th and 15th Avenue NW stations mean that many businesses on Ballard Ave, Market Street, and the 24th
corridor will not share in the benefits of this infrastructure investment. Transit works best when it's convenient, and the
proposed stations simply aren’t close enough to Central Ballard. Sample walking times make this point clearly, most people will not choose to walk this far on a
regular basis to visit our businesses:

? 13 minute walk from 14th Avenue NW and Market Street to Ballard Avenue and Market Street.

? 12 minute walk from 15th Avenue NW and Market Street to Ballard Avenue and Market Street.

Further, Industrial zoning and jobs must be preserved around 14th and 15th Avenues NW. Industrial zoning around 14th
and 15th Avenues NW stations should not be counted as expected future Transit Oriented Development ridership
potential. The case for a station around 14th or 15th is largely based on places that don’t exist yet. We need Sound
Transit to focus on the businesses and people that already make Ballard a great place to live, play, and do business.

We are requesting Sound Transit complete a full study of a 20th Avenue NW station to fully understand how best to serve
the majority of Ballard’s businesses, nightlife destinations, residents, and the neighborhood as a whole. We look forward
to seeing Sound Transit better serve our community with a light rail station that values riders’ time and increased support
for small businesses.

The business names listed below from Ballard’s small business community request Sound Transit reopen study

of a 20th Ave Station with the Draft Environmental Impact Statement’s Thorndyke Tunnel Portal in Interbay.

Very truly yours



April 28, 2022

Sound Transit Board
1100 2" Avenue
Seattle, WA 98101

RE: Sound Transit 3 Draft Environmental Impact Statement (DEIS) Public Comment

Dear Sound Transit Board:

As business leaders, business owners, residents and workers in Ballard, we write you today to voice
strong support for the Sound Transit West Seattle and Ballard Link Extensions (WSBLE) Draft
Environmental Impact Statement (DEIS) Preferred Tunnel 15™ Ave Station Option (1BB-2b).

This is the only alternative the fully meet the following shared objectives:

- Prioritizing a tunnel ensures our neighborhood, which already has one unreliable movable
bridge, has access to consistent and predictable transit service to accommodate the
significant growth the Ballard HUB Urban Village has experienced in the last decade and
will continue to see in the years ahead. It also minimizes disruption to the ship canal and
our maritime businesses, as well as salmon and other environmental concerns.

- Shifting the tunnel from 14t Ave NW to 15" Ave NW (or farther west) ensures that this
much-needed transit connection is closer to Ballard’s urban residential and retail core. The
block from 15™ Ave NW to 14" Ave NW is long, not walkable from the west side of Ballard,
and presents significant pedestrian safety issues. A vast majority of residential density
continues to develop west of 15" Ave NW.

- According to Sound Transit’s DEIS analysis, alternative 1BB-2b has some of the least
displacement impacts compared to the current Preferred Alternative.
O Residential: 21 parcels vs 94-105
O Businesses: 43 parcels vs 64 — 71
0 Employee displacement: 370 vs 540 — 610

- Construction impacts for alternative 1BB-2b are also less than the current Preferred
Alternative, as it avoids a multi-year closure of 15 Ave NW (nights / weekends), three-
year closure of 14™ Ave NW and long-term impacts to pedestrian and bicycle access to the
Burke-Gilman Trail.

- The current Preferred Alternative will also have extremely disruptive, if not devastating
impact to the brewery and maker’s spaces, as well as the new Ballard Food Bank, that are



currently in the industrial spaces along 14™ Ave NW in East Ballard. This displacement
cannot be mitigated and is part of the heart and culture of our neighborhood.

Based on the DEIS data, and the overwhelming amount of unified community support, we request
the Sound Transit Board to designate the Tunnel 15™ Ave Station Option (1BB-2b) as the Preferred

Alternative going forward.

Sincerely,



April 22nd, 2022

WSBLE Draft Environmental Impact Statement Comments
c/o Lauren Swift

Sound Transit

401 South Jackson Street

Seattle, Washington 98104

Dear Sound Transit Board and ST3 Planning Staff,

As a business in central Ballard, | am requesting further study be completed on an ST3 station that serves Central Ballard.
The proposed Ballard Station locations on 14th Ave and 15th Ave and NW Market St are located too far away from
Central Ballard to effectively serve the majority of residents, businesses, and nightlife. The core of the Ballard urban
village is centered between 24th and 15th Avenues NW, so 24th Avenue must be served equally as well as 15th Avenue.

20th Station ranked higher for Sound Transit’s key performance metrics in early study work including the most
important metric: ridership. Construction of Ballard station will be a major disruption to the area, we need to
make sure that the benefit is shared with the most residents, visitors, workers, and businesses possible.

Proposed 14th and 15th Avenue NW stations mean that many businesses on Ballard Ave, Market Street, and the 24th
corridor will not share in the benefits of this infrastructure investment. Transit works best when it's convenient, and the
proposed stations simply aren’t close enough to Central Ballard. Sample walking times make this point clearly, most
people will not choose to walk this far on a regular basis to visit our businesses:

e 13 minute walk from 14th Avenue NW and Market Street to Ballard Avenue and Market Street.

e 12 minute walk from 15th Avenue NW and Market Street to Ballard Avenue and Market Street.

Further, Industrial zoning and jobs must be preserved around 14th and 15th Avenues NW. Industrial zoning around 14th
and 15th Avenues NW stations should not be counted as expected future Transit Oriented Development ridership
potential. The case for a station around 14th or 15th is largely based on places that don’t exist yet. We need Sound
Transit to focus on the businesses and people that already make Ballard a great place to live, play, and do business.

We are requesting Sound Transit complete a full study of a 20th Avenue NW station to fully understand how best to serve
the majority of Ballard’s businesses, nightlife destinations, residents, and the neighborhood as a whole. We look forward

to seeing Sound Transit better serve our community with a light rail station that values riders’ time and increased support
for small businesses.

The business names listed below from Ballard’s small business community request Sound Transit reopen study
of a 20th Ave Station with the Draft Environmental Impact Statement’s Thorndyke Tunnel Portal in Interbay.

Very truly yours,



Email: contact@nwseattlecoalition.org

April 28, 2022

TO: WSBLE Draft Environmental Impact Statement Comments
c/o Lauren Swift
Sound Transit
401 South Jackson Street
Seattle, Washington 98104
Via WSBLEDEIScomments@soundtransit.org

CC: THE SOUND TRANSIT BOARD
SEATTLE CITY COUNCIL
Jeanne Kohl-Welles, King County Council
Sara Maxana, City of Seattle
Marshall Foster, City of Seattle

FROM: NORTHWEST SEATTLE COALITION
RE: BROAD COALITION REQUESTS LOCALLY PREFERRED ALTERNATIVE

Dear Ms. Swift,

The communities and businesses that make up the Northwest Seattle Coalition straddle the
Elliott Avenue West and 15" Avenue West corridor, spanning north and south of the Ship Canal.
Our communities are at the eye of the growth storm and favor aggressive delivery of reliable
transit to relieve current congestion and help meet the mobility needs of future population
growth.

Today, we are submitting comments on the West Seattle and Ballard Link Extensions (WSBLE)
Draft Environmental Impact Statement (DEIS), specifically related to the area north of the
Downtown Light Rail Tunnel portal in South Interbay. The Northwest Seattle Coalition is a broad
coalition of neighborhood, business, and industrial organizations, and has been a long-time
proponent of Sound Transit 3 light rail being built well, and of the benefits that light rail will
bring to the northwest neighborhoods of Seattle. Thank you to Sound Transit for the hard work
that was required to create the DEIS, we appreciate the opportunity to comment. Getting ST3
right is essential for our region’s future. Thank you for considering our views.

Our Locally Preferred Alternatives:
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Ballard
1.

Tunneled 15th Avenue NW Station Option (IBB-2b) is the best option presented in the
Draft EIS. The proposed Ballard Station locations at both 14th Avenue NW and 15th
Avenue NW are located too far away from Central Ballard to effectively serve the
majority of residents, businesses, and nightlife. The core of Ballard is centered between
24th and 15th Avenues NW, and 24th Avenue must be served equally as well as 15th
Avenue.

Unfortunately, the 20th Avenue NW Station was not advanced beyond Level 3 pre-DEIS
analysis. In hindsight, that was an error. It performed even better than the 15th Avenue
NW Tunneled Station. A 20th Station ranked higher for Sound Transit’s key performance
metrics in the Pre-DEIS study, including: population + job density served in the year
2040; passenger transfers; access for pedestrians and persons with limited mobility;
housing creation potential; and equitable housing development potential.

The Northwest Seattle Coalition requests that Sound Transit reopen the study of a
Tunneled 20th Avenue NW Station in Ballard for consideration as the Preferred
Alternative.

Interbay:

4,

We oppose the consolidation of stations in Interbay and South Interbay. The stations
being separate is of key importance for access to the system for all riders accessing the
system south of the Ship Canal.

The Ballard Tunnel Options connect to an Interbay Station north of West Dravus Street,
between 17th Avenue West and Thorndyke Avenue West. The ability to connect to a
Tunnel to Ballard, and station location between the BNSF tracks and 15th Avenue W is
preferable to the other options, which would degrade freight and bus operations, and
vehicle travel on 15th Avenue W.

The Northwest Seattle coalition requests Sound Transit advance the Interbay/Ballard
Segment - Preferred Tunnel (IBB-2b) as the Preferred Alternative in Interbay.

South Interbay

7.

We oppose the consolidation of stations in Interbay and South Interbay. The stations
being separate is of key importance for access to the system for riders accessing the
system south of the Ship Canal.

Sound Transit’s Preferred Galer Street Station/Central Interbay (SIB-1) is the least
expensive option for the same ridership projection, which is excellent. Unfortunately,
SIB-1 takes capacity from Elliott Avenue West and provides only an indirect connection
to the front of the Expedia Group’s campus and the Port of Seattle’s cruise ship
terminal. Additionally, SIB-1’s platform height is quite high above bus transfers, and the
mezzanines are quite large for the ridership projected at this station.

Northwest Seattle Coalition requests Sound Transit develop new alternatives or improve
the existing alternatives in this segment to provide better connections to the major
destinations and employment centers, maintain cost effectiveness, and avoid impacts
on Elliott Avenue West. The Northwest Seattle Coalition requests improvement of the
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South Interbay Segment alternatives prior to determining the Preferred Alternative
here.

The Coalition is sending this letter on behalf of all member organizations. The Coalition
continues to grow as additional organizations decide to join each of our advocacy letters or
send their own separate letters.

Very truly yours,

Charley Shore, Executive Director, Queen
Anne Chamber of Commerce

Eugene Wasserman, President, North
Seattle Industrial Association

Stephanie Ballard, President, Magnolia
Community Council

Sue Pierce, Chair, West Woodland
Neighborhood Assoc.

The Northwest Seattle Coalition currently includes or has included in the past the following
organizations:

Ballard Chamber of Commerce

Central Ballard Resident’s Association

Crown Hill Neighborhood Association

Design and Transportation Committee, Ballard Partnership for Smart Growth
Interbay Neighborhood Association

Magnolia Chamber of Commerce

Magnolia Queen Anne District Council

Queen Anne Community Council

Uptown Alliance

Whittier Heights Neighborhood Association
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Dear Sound Transit Board of Directors,

On behalf of OCA-Asian Pacific American Advocates Greater Seattle Chapter (OCA), | am submitting a public comment in regards to the West Seattle and
Ballard Link Extension — Draft Environmental Impact Statement.

Sound Transit describes the Chinatown International District as a “hub of cultural importance for Seattle and its Asian American communities,” but does not
acknowledge the historical, systematic displacement and gentrification of the neighborhood by local government agencies. In 1886, anti-Chinese sentiment
sparked the Seattle riot, during World War Il hysteria fueled the government removal of Japanese and Japanese Americans from the neighborhood to
incarceration camps. In the 1960s, the construction of Interstate-5 divided the neighborhood, drastically increased air pollution levels, and eliminated many
businesses, homes, and churches. In 1972, after King County and the City of Seattle proposed razing Chinatown in favor of the Kingdome, Asian Americans
came together to protest the elimination of our community. Now, 50 years later, King County, City of Seattle and Sound Transit is proposing to shut down 5th
Avenue - displacing longtime Asian American businesses — because it does not want to disadvantage sports traffic.

There is a history of Sound Transit’s differential treatment between Black, Indigenous, and communities of color versus predominately white neighborhoods. For
example, when the Roosevelt community pushed and advocated for a below ground alternative, Sound Transit

acquiesced. In contrast, South Seattle communities were not offered an alternative that addressed their concerns around retail and residential displacement,
traffic congestions, and public safety. Sound Transit’s history of ignoring the concerns of communities of color continues to be seen in proposed segments for the
Chinatown-International District regional station.

We support the proposals set forth by the CID Coalition and Transit Equity for All, namely:

* Propose additional alternatives that do not involve any residential or commercial displacement.

* Propose additional alternatives that include the use of Union and/or King Station. Both Union and King Street station have the existing transportation
infrastructure and ADA facilities to make the proposed Chinatown-International District station a regional hub that connects the light rail to the Bellevue,
Ballard/West Seattle, and the Everett/Tacoma line.

« A 120-day extension in the Draft Environmental Impact Statement public comment period, for Sound Transit to use the summer months to conduct extensive
outreach and engagement that includes, but is not limited to:

* Focus groups for those most impacted by the new segment such as elders, youth, immigrants/refugees, small businesses, workers, neighborhood non-profit
organizations and clients, and unhoused members of the Chinatown-International District.

» Work with neighborhood ethnic media outlets and in-language media to promote the new proposed segment options and public comment period.

» Pay community-based organizations to conduct outreach to their membership/clients, as these organizations have existing relationships of trust with those most
impacted.

« Create a Community-Benefits Agreement that encompasses:

o Free Orca Cards to all Chinatown-International District small businesses,

employees, and residents.

o Monetary small business and residential construction impact compensation.

o Increase the Chinatown-International District tree canopy.

o A plan to contract Women and Minority Owned Businesses for the construction of both the proposed segment and if there is a potential for transit-oriented
development (TOD). As well as working with a construction apprenticeship program that recruits local talent from Black, Indigenous, and communities of color.

The history of the Chinatown-International District has been marred by government agencies who displaced residents, small businesses, and communities. We
are here to ensure that these “misfortunes” will not be our neighborhood’s future. After two years of a pandemic, economic instability, and anti-Asian hate, current
proposed segments will only inhibit the neighborhood

from equitable recovery.

Thank you for the opportunity to provide feedback on the Chinatown-International District segment and the creation of the regional station. We look forward to
your response.

Sincerely,

Connie So, President

https://el2.envirolytical.com/Communication/PrinterFriendly?Communicationld=503896
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April 23, 2022

Dear Sound Transit,

I am submitting this public comment concerning the Draft Environmental Impact Statement (DEIS) for
the West Seattle and Ballard Link Extensions (WSBLE) on behalf of OneWorld Now, a youth
development nonprofit located in Chinatown / International District (CID) at 610 Maynard Ave S.

The Board of Directors of OneWorld Now has voted for our organization to request that
Sound Transit prioritize the 4th Avenue options as the preferred alternative through
Chinatown / International District.

There are many reasons why we believe the 4th Avenue options are better than the 5th Avenue options:

The 4th Avenue options will minimize impact to businesses, including many small businesses, in
the CID. The CID is a neighborhood that is already at high risk for gentrification and
displacement, and it is also a neighborhood that has historically bore the brunt of large-scale
infrastructure projects (e.g. I-5, sports stadiums). Sound Transit now has an opportunity to
address these racially-motivated historical harms and choose an option that will protect small
businesses and cultural heritage.

Through conversations with community partners who have much deeper roots in the
neighborhood than our organization does, we have heard repeatedly that there is significant fear
that the neighborhood will be irreparably harmed if one of the 5th Avenue options is chosen. We
believe that the people most rooted in a community should have the most power in choosing the
future of that community, and so we want to amplify the voice of other CID organizations
advocating for the 4th Avenue options.

We are already worried about our ability to recruit students for our programs in the CID after 2
years of pandemic shutdowns and the possible demolition of our next-door neighbor, Bush
Garden. The 4th Avenue options will help keep traffic impacts farther away from Maynard
Avenue, which in turn will make it easier for our students to get to and from our programs — and
to ensure their safety while doing so.

We all know that the decisions made in the next few months will affect the CID for the next 100 years. We
strongly urge Sound Transit to prioritize the current and future needs of residents of the CID by choosing
one of the 4th Avenue alternatives.

Sincerely,

Jordan Goldwarg
Executive Director
























April 26, 2022

WSBLE Draft Environment Impact Statement Comments
c/o Lauren Swift

Sound Transit

401 South Jackson Street

Seattle, WA 98104

Re: Pacific Northwest Ballet Comments on Seattle Center Station 6" and Mercer / Mercer
Mix and Match Proposed Alternatives — WSBLE Draft Environmental Impact Statement

Dear Ms. Swift,

We greatly appreciate the opportunity to review and provide comment on the Draft
Environmental Impact Statement (DEIS) for the West Seattle and Ballard Link extensions
(WSBLE). We remain strong supporters of greater transit access for the region and look forward
to the opening of a Seattle Center light rail station which will benefit our entire community.

Pacific Northwest Ballet (PNB) was founded in 1972 under the aegis of Seattle Opera, and has
been a resident organization in the Phelps Center on Seattle Center's campus since 1993. We
share a courtyard with Cornish Playhouse on one side and the Kreielsheimer Promenade with
McCaw Hall on another; visitors on Mercer Street are welcomed at our entrance and box office,
and the back of our building opens onto the green expanse leading up to the International
Fountain and Fisher Plaza.

PNB is a substantial presence on campus and a valuable asset to Seattle Center activities and
visitors. Our employees, volunteers, students, and audience members contribute to the local
economy as well as the vitality of campus life. PNB is one of the largest arts employers in the
Puget Sound region, with over 700 full- and part-time employees, and one of the top
professional ballet training institutions in the country. We serve over 200,000 community
members each year through mainstage performances, PNB School classes, community
education programming, and more.

Over the past several years PNB has provided nearly double (and sometimes triple) its required
annual tangible public benefit through thousands of free and reduced-cost tickets, tuition
assistance for PNB School and Seattle Public School students, and other direct support to the
community. We are also an industry leader in Inclusion, Diversity, Equity, and Accessibility
(I.D.E.A.) work, which is central to our organizational values and strategic priorities. Across the
organization, PNB aspires to reflect and engage citizens in our region’s diverse communities
and ensure that all paths in to PNB are welcoming and inclusive.

PNB has reviewed the WSBLE DEIS in a number of workshops and meetings since January,
including the most recent refinements to the DEIS and alternatives presented on April 8". We
endorse and adopt the comments provided on behalf of the larger group of Seattle Center
tenants and clients by Don Marcy of Cairncross & Hempelmann. This letter is intended to
address comments more specifically related to PNB and its uses and facilities.
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Comment 1: The proposed Alternate Mercer Alignment (DT-2) will impact PNB and its
performance venue McCaw Hall for at least five years and possibly as long as ten years. We
know that the 18-month SDOT Mercer West project was as devastating to PNB’s earned
revenues as the 2008 recession (see attached research, Bottleneck at the Ballet, and Appendix
A). In ten years of performances, PNB never had more than three productions in a row fail to
achieve earned revenue goals — except during the 2008-2009 recession *and* during the
Mercer West construction project. Additionally, two patron surveys in 2014 and 2015 indicated
frustration with traffic congestion on Mercer Street and construction-impeded egress from
Mercer Garage as reasons they were not planning to return to the ballet (Liang, 2015). A project
potentially five times as long in duration as the Mercer West construction project presents an
existential threat to PNB, and the following mitigation strategies must be studied and
implemented should DT-2 be selected:

1. Work Hour Restrictions: Sound Transit must ensure that construction work impeding
access to Mercer Street ceases by 5:00 pm on evening performance dates and does not
take place on days when matinee performances are happening.

2. Garage Egress Assistance: Sound Transit must cover any expenses for additional
needed traffic officers to assist with egress from Mercer Garage for the duration of this
construction project.

3. Sound Barriers: Sound Transit must ensure that construction noise is mitigated to the
fullest extent possible so that PNB business operations are not disrupted.

4. Dedicated Liaison: Sound Transit must assign dedicated staff to communicate with
PNB and other Seattle Center campus resident organizations so that additional
construction-related issues may be addressed in a timely manner.

Comment 2: DT-2 will also create a significant and lengthy reduction in Mercer Street access
for our patrons, the majority of whom drive to the ballet from all over King County and beyond,
paying to park in Mercer Garage and other parking locations. As we continue to recover from
more than two years of Covid impacts, any barrier to accessing our venue is untenable. We
know from prior construction projects that temporary easements can stay in place years longer
than planned. To avoid this scenario, Sound Transit must clearly communicate any planned
construction easements and take needed steps to ensure that temporary easements are truly
temporary and do not create long-term impediments for patrons, staff, students, or volunteers to
access PNB'’s studios and offices at Phelps Center or performances at McCaw Hall.

Comment 3: We request further study of — and a commitment to maintain — consistent, readily
identified access to and egress from Seattle Center for cultural institutions during this long
period of negative impact. Specifically, mitigation will be required for the access impacts of
construction road closures on Harrison (DT-1 SLU), Mercer (DT-2 Seattle Center) and 15t Ave
N. and Republican (DT-1 Seattle Center) for patrons arriving at and departing the ballet.
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Comment 4: The Mercer “Mix and Match” alternative, while not in the official DEIS, has been
discussed publicly through the DEIS process and is of great concern to PNB. As both the
Phelps Center and McCaw Hall are designated as sensitive receivers, we know that some noise
and vibration measurements have been taken at both facilities. In particular we understand that
the Phelps Center has been designated a “Special Building” as well as a “Theater” with a
groundborne noise limit of 35 dBA and a vibration limit of 72 VdB. The DEIS indicates that
operation of either DT-1 or DT-2 would be below the limit of 35 dBA, but we do not know what
the impacts would be for the Mercer “Mix and Match,” as detailed measurements for noise and
vibration have not yet been taken inside the PNB rehearsal spaces in the Phelps Center.
Without further study, it is not possible to know either the construction-related noise/vibration
impacts or the permanent operations-related noise/vibration impacts may be. We are concerned
about impacts including, but not limited to, tunneling, hauling, construction of the underground
station, surface construction, and any lasting easement requests associated with this project,
which may negatively affect PNB’s daily business operations or its ability to fulfill its mission.

Comment 5: Similarly, the ongoing noise and vibration impacts of placing a tunnel below
McCaw Hall as proposed in the Mercer “Mix and Match” have not been thoroughly analyzed.
The McCaw Hall “Main Theater” has a lower limit for noise and vibration (25 dBA and 65 VdB),
and the Mercer “Mix and Match” alternative has not yet been thoroughly studied for its impacts
on the building. This route would tunnel directly below McCaw Hall where performances would
be adversely affected by light rail-related noise and vibration, not just for PNB but for Seattle
Opera and any visiting artists. Any impacts for either temporary construction-related
noise/vibration *or* permanent operational noise/vibration will require mitigation by Sound
Transit to ensure that operation noise levels remain below the limits for McCaw Hall, as well as
those of PNB’s Phelps Center and Seattle Opera Center studios.

Comment 6: It is also not clear whether this option would force temporary closure of McCaw
Hall during construction, which is programmed year-round. Even a temporary closure of this
vital performance venue will significantly impact the financial outlook of PNB, Seattle Opera, or
any organization forced to cancel or reschedule performances. The possibility for temporary
closure of McCaw Hall must be studied and, if any closure is needed, will require significant
mitigation for multiple stakeholders.

Comment 7: Re: the proposed Mercer “Mix and Match” refinement, we request further study of
any potential noise and vibration impacts from a permanent tunnel below the Phelps Center
and/or McCaw Hall, and to affirm Sound Transit's commitment to ensure that any impacts will
not impede PNB’s ability to fulfill its mission and conduct business operations at the Phelps
Center, or its ability to fulfill its mission to provide the highest standard of performance quality in
McCaw Hall.
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PNB is proud to be part of the vibrant culture that attracts 12 million visitors to Seattle Center
each year. We look forward to partnering with Sound Transit to find a solution that will enable
even more visitors to access Seattle Center, while preserving the landmark cultural institutions

that have made it a destination for decades.

Sincerely,

&%@wag_

Ellen Walker
Executive Director, Pacific Northwest Ballet
206.441.2428 | ellenw@pnb.org

Cc:

Robert Nellams, Seattle Center

King County Executive Dow Constantine

King County Councilmember Joe McDermott
Seattle Mayor Bruce Harrell

Seattle City Council President Debora Juarez
King County Councilmember Claudia Balducci
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Appendix A:

“PNB has ticket sales data reaching back to the 2000-01 season, making it possible to analyze
for trends or patterns. Looking at just over ten years of data...from the 2003-04 season through
November of the 2014-15 season, PNB achieved or exceeded revenue goals 54% of the time,
and reached 92% of goal or higher 70% of the time. Based on these numbers alone, it seems
plausible that PNB might have a fluke period where several productions might not meet revenue
goals. Looking at the entire ten-year history by season, however, a different story emerges:
there are only two events in this period where PNB did not meet revenue goals for more than
three consecutive productions. Those two events are the Great Recession during the 2008-09
season, and the construction phase that impeded access to McCaw Hall on Mercer Street. It
seems clear the Mercer West construction played at least some role in the decline in PNB’s
ticket revenues (Liang, 2015).”

As shown below, the Y-axis represents PNB’s earned revenue goal in each of its six repertory
productions, which take place in September, November, February, March, April, and June each
year. The X-axis indicates whether the goal was achieved, overachieved, or underachieved.

PNB’s 2008-2009 season was impacted by the 2008 recession; the Mercer Corridor project
began in 2010, and the Mercer West phase began in early 2013.
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BOTTLENECK AT THE BALLET

What to do when urban traffic congestion hits your organization’s bottom line

In partial fulfillment of the Masters of Fine Arts, Arts Leadership degree
Seattle University

Seattle, Washington

Kristen Ramer Liang
815 NW 80t Street
Seattle, WA 98117

kliang@pnb.org

Advisor: Professor Woong Jo Chang, PhD. Advisor: Professor Kevin Maifeld, MFA
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Executive Summary

In April 2014, Seattle nonprofit Pacific Northwest Ballet (PNB) had a problem: the
past four repertories had failed to meet their revenue goals. This decline in ticket sales
coincided with Seattle’s Mercer West construction project taking place just outside the
ballet’s doors. Subsequent patron surveys revealed that not only was construction
keeping patrons away, but some long-time subscribers had cancelled their season
subscriptions as a result of repeated negative experiences with both traffic and the
Mercer Garage, where the majority of PNB’s patrons park.

While all urban arts organizations have to deal with occasional negative impacts
of road construction, traffic congestion, and parking availability, the Mercer Corridor
construction project and in particular the Mercer West phase seemed to be directly
related to PNB’s downturn in ticket revenues and patron experience. Through a series
of surveys and interviews, as well as on-site research at Seattle Center and
observations of meetings related to Mercer Corridor construction, a story emerged of
best intentions bucking up against the reality of a long-term transportation project.
Specific themes addressed in this study include the need for consistent dialogue
between municipal departments and affected businesses, not just at the start but for the
duration of any major construction undertaking, and research-based guidelines for arts
organizations to maintain patron relationships strong enough to withstand the many
obstacles facing today’s audiences.

While the Mercer Corridor project is nearing its end, there will no doubt be other
construction projects and traffic congestion in PNB’s future, as Seattle and South Lake

Union in particular continue to grow at breakneck speed. What then, can urban arts
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organizations learn from PNB’s experience in mitigating the negative impacts of traffic
congestion? Strategic communications, incentive pricing, and a robust audience
engagement program — as well as the end of the Mercer West phase of construction —
were key to PNB’s success in overcoming the obstacles presented by the Mercer
Corridor construction project. While arts organizations may lack control over
construction projects and impeded access to performance venues, this study shares
recommendations for engaging audiences through relational marketing and building a
long-term sense of loyalty that will lead patrons to return to an arts organization time

and again, no matter the obstacles.

Keywords: arts administration, arts marketing, audience engagement, motivations and
barriers to arts attendance, relational marketing, transportation construction and the

arts, urban traffic congestion and the arts
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Glossary of Terms

Bottleneck (noun): a section of road or highway where the traffic moves very slowly;
something that slows down a process (Merriam-Webster, 2015).

Differential Sensitivity: The circumstance whereby those businesses which thrive in
areas of urban density and congestion may not recognize traffic congestion as a
problem (Weisbrod, Vary, & Treyz, 2003).

Earned Revenue: Nonprofit revenue obtained through a transaction such as ticket or
merchandise sales (as opposed to contributed revenue, which is obtained through
individual, corporate, foundation, or government donations).

Hypothetical Nature of Scenario: The circumstance whereby a business location is set
in an area of urban congestion, making any imagining of different circumstances purely
hypothetical (Weisbrod, Vary, & Treyz, 2003).

Interested non-attendees: Those individuals who express interest in attending exhibits
or performances, but do not ultimately follow through (Blume-Kohout & Leonard, 2015).
Mercer Corridor: The two-way thoroughfare running between Elliott Avenue West and
Interstate-5 in Seattle, Washington. An estimated 80,000 vehicles travel the Mercer
Corridor each day, as well as uncounted pedestrians and bicyclists (City of Seattle,
2015).

Mercer West Construction Project: The phase of Seattle’s Mercer Corridor construction
project spanning from 5" Avenue West to Dexter Avenue North.

Pacific Northwest Ballet (PNB): The Seattle ballet company founded in 1972 as Pacific

Northwest Dance Association and renamed as Pacific Northwest Ballet in 1978;
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currently the fifth largest dance company in the United States (Harlow & Heywood,
2015).

Seattle Center: A 74-acre campus in the heart of Seattle, built for the 1962 World’s Fair
and preserved today as a green space, community gathering space, and performing
arts district for the City of Seattle.

Self-selection bias: The circumstance whereby only those organizations which survive a
negative event (such as business losses due to traffic congestion) can be interviewed
(Weisbrod, Vary, & Treyz, 2003).

Single-ticket buyer: In this document, “single-ticket buyer” refers to a PNB patron who
purchases tickets to individual performances.

Subscriber: In this document, “subscriber” refers to a PNB patron who purchases a
subscription package of four or more ballet performances in advance of the season
premiere.

Traffic congestion: “In the transportation realm, congestion usually relates to an excess
of vehicles on a portion of roadway at a particular time resulting in speeds that are
slower—sometimes much slower—than normal or "free flow" speeds. Congestion often

means stopped or stop-and-go traffic (US Department of Transportation, 2013).”



BOTTLENECK AT THE BALLET

“Love the ballet -- hate the traffic!” — PNB survey respondent

Background

In June 2014, Pacific Northwest Ballet (PNB)’s marketing team sat down to
address a recent pattern: their last four productions (The Sleeping Beauty, the all-
contemporary DIRECTOR’S CHOICE, A Midsummer Night's Dream, and Giselle),
spanning February through June of 2014, had failed to meet revenue goals. This
timeframe coincided with the height of the Seattle Department of Transportation
(SDOT)’s Mercer West phase of its Mercer Corridor project, deemed the “Mercer Mess”
since the 1970s by local media (KIRO 7 Eyewitness News, 2015). For months
construction had impeded access to Marion Oliver McCaw Hall, PNB’s performance
venue. A survey sent the following month revealed that some patrons had declined to
renew their season subscription due to traffic congestion and parking issues involved in
attending the ballet. The survey report showed that

“...traffic congestion on Mercer Street and ongoing construction around Seattle

Center are negatively affecting patron experience, PNB ticket sales, and the

general public’s opinion of and desire to visit Seattle Center[...]Jnearly a third of

our patrons say they attend ballet performances less now with the Mercer Street

construction (Jordan and Liang, 2014, p.1).”
Context

It is generally accepted that urban businesses must contend with road
construction and traffic congestion; indeed, for many nonprofit and for-profit
organizations alike, the benefits of an urban location outweigh any potential risks

(Weisbrod, Vary, & Treyz, 2003). When a city’s population rapidly increases, however,
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or a major construction project takes place, resulting negative impacts can be
devastating to a business’s bottom line (Denn, 2014). PNB knew it had to act quickly or
risk losing more patrons. In order to connect the Mercer West construction project with
its unmet revenue goals, however, PNB needed more information. It was critical to
address any potential reasons why ticket revenues decreased during this period: traffic,
ticket prices, artistic product, access to the performance venue, misperceptions about
the art form, a combination of factors, or something not yet considered.
Precedent

It is difficult to ascertain the exact impact traffic and construction have on arts
organizations’ earned revenue; however, several indicators point to the correlation
between ease of access to performance venues and arts attendance (Brook, 2013).
Weisbrod, Vary, and Treyz (2003) address the economic impact of traffic congestion
and transportation construction, while establishing the difficulty in obtaining an accurate
view of just how damaging traffic congestion can be to affected businesses. They cite
three main factors at play: Hypothetical Nature of Scenarios, meaning organizations are
unable to imagine another scenario other than that which they are in; Self-Selection
Bias, which points to the fact that only surviving organizations are interviewed; and
Differential Sensitivity, in which the advantages of an urban location outweigh the
disadvantages of accompanying traffic congestion and parking issues.

The United States Department of Transportation (USDOT) recognizes the impact
traffic congestion can have on commuters and businesses. Its Federal Highway
Administration (FHWA) publishes a quarterly Urban Congestion Report (USDOT

Federal Highway Administration, 2015) tracking congestion in three ways:
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Hours of Congestion — amount of time when highways operate at less than 90
percent of free-flow speeds.
Travel Time Index (TTI) — time penalty for a trip on an average day. A TTI of
1.30 indicates a 20-minute free-flow trip takes 26 minutes (20 x 1.30) in the rush
hours.
Planning Time Index (PTI) — time penalty for a trip to be on time for 95 percent
of trips (i.e., late for work on one day per month). A PTI of 1.60 indicates a 20-
minute free-flow trip takes more than 32 minutes (20 x 1.60) on the worst
commute day of a month.
The most recent report from April 2015 demonstrates the difficulty in tracking traffic
congestion: while the national average hours of congestion decreased between March
2014 and March 2015, both the travel time index and planning time index increased. A
statistical reduction in hours of traffic congestion may not lead to an improved commute;
traffic congestion has become so unpredictable that drivers must build in the same
amount of buffer time no matter what traffic conditions may be. In Seattle, this
discrepancy comes into sharp focus: while the total hours of congestion decreased by
19 minutes, the city still experiences 6.25 hours of traffic congestion every day.
Additionally, while the travel time index increased by 2 points, the planning time index
increased by 25 points. With data like this, one can see why Seattle drivers might
choose to stay home from arts performances rather than face more time stuck in traffic.
What accounts for this increased unpredictability in traffic patterns and commute
times? Seattle has seen rapid growth in its urban density, which has worsened traffic

congestion and landed the city a spot in the top five worst US cities for traffic (TomTom
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International BV, 2015). The population of Washington State has increased as well
(Washington State Office of Financial Management, 2014 ), as have total miles driven
each year and the annual cost of traffic congestion, which in 2013 cost drivers and
businesses $858 million (TRIP, 2014; Peterson, 2014). However, these changes have
not moved the state legislature to pass a transportation budget (Haeck, Smith, 2014),
leaving decisions and their ensuing financial burdens to city and county governments
and creating an atmosphere of inaction.

Development also plays a part; a drive down nearly any street in downtown
Seattle reveals cranes, closed lanes, and city blocks in various states of construction;
this unprecedented building boom has played a growing role in the city’s congestion. At
Amazon alone, employee numbers have increased more than sevenfold: while the
company does not disclose Seattle employee numbers (Frank, 2013), it is possible to
make estimates based on the amount of office space utilized in Seattle’s South Lake
Union neighborhood. In 2008, Amazon’s Seattle employee count was about 4,000
(Shevory, 2008); with a planned presence of 9.2 million square feet of leased office
space in South Lake Union (Fig. 1), “Amazon will have room for about 65,000
employees in Seattle, and plans to grow to at least 72,000 (Shevory, 2008).” According
to Bhatt (2015), “Amazon’s lease of a full city block in South Lake Unionl...] puts the
firm on track to eventually occupy about 10 million square feet in downtown Seattle — or
one-fourth of the market’s inventory of premium office space.” Additional development
in the neighborhoods of South Lake Union and Lower Queen Anne (where Seattle
Center and Pacific Northwest Ballet are located) — and the years-long Mercer Corridor

construction project — have presented a fresh set of challenges for drivers.
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It is clear the traffic is getting worse in Seattle and shows no sign of abating, and
yet businesses must find ways to attract customers. Likewise, arts organizations must
figure out how to keep patrons excited to attend performances. To do this, it is crucial
to address the barriers arts audiences may face, as well as hold a deep understanding
of their motivations for attending in order to provide the best experience and strengthen
the organization/patron relationship. In Seattle, it is also paramount to understand the
specific motivations and barriers of new residents flooding the South Lake Union,
Queen Anne, and Belltown neighborhoods, who if optimally engaged have the potential
to comprise an equally large portion of patrons.

Barriers & Motivations

My research found no evidence that traffic congestion is explicitly considered a
barrier to attendance by surveying organizations. However, difficulty getting to the
venue has been listed as an important factor in attending arts performances, and dance
performances in particular (Blume-Kohout, M., Leonard, S., & Novak-Leonard, J., 2015;
Brook, 2013). A recent National Endowment for the Arts (NEA) study (Blume-Kohout,
M. et al, 2015), notable for its survey of interested non-attendees, found that 33% of
respondents did not attend an arts performance which they had wanted to attend in the
past twelve months because they found it too difficult to get to the venue. In
Philadelphia, one major survey found that 51% of respondents cited difficulty in getting
to the venue as a reason for not attending an arts or cultural event (Penn, Schoen,
Berland, & Associates, 2007).

These reports point to a need for greater consideration from state and local

governments when planning major traffic initiatives near a community’s cultural hubs.
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However, ease of physical access to a venue is not the greatest barrier to attendance.
In the 2015 NEA study cited above, the two largest reasons for not attending an arts
event were lack of time and lack of money. Grant (2014) points to the struggle arts
organizations must face when choosing between accessible pricing and economic
priorities; Reynolds (2010) adds that the “image of venues” which are often perceived
as stuffy or elitist creates a further barrier for interested potential attendees. And given
that many patrons will not return to a venue if they have an unpleasant experience —
regardless of what they may think of the art being presented — customer service is then
as important if not more so than the performance itself (Stuart & Tax, 2004).
Methodology

Research for this project involved gathering a combination of qualitative and
quantitative data through a series of patron surveys, observations, personal interviews,
and statistical analysis. In the summer and fall of 2014, PNB sent three patron surveys
via SurveyMonkey; these surveys were targeted to PNB subscribers and regular single-
ticket buyers as a means to gauge the extent of ballet-goers’ discontent with traffic and
parking congestion on Mercer Street and in the Mercer Garage. Together with my
colleague Elisa Jordan, | analyzed these surveys and reported findings to PNB
management, which then shared them with representatives from Seattle Center,
McCaw Hall, and SDOT.

On May 12, 2015, | sent a new survey to three targeted groups of PNB patrons:

lapsed subscribers (defined as patrons who have not subscribed to PNB for two years
or more), subscribers who failed to renew for the 2014/15 season, and single-ticket

buyers who had not purchased tickets since before January 2014. This survey sought
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to determine whether or not traffic and parking congestion had played a role in these
patrons’ decision to no longer attend the ballet. The surveys were sent via Wufoo,
which enabled identification of each survey participant in PNB’s Tessitura database. In
addition to these surveys, the following stakeholders were interviewed: Robert Nellams,
Seattle Center Director; Lexi Clements, Seattle Repertory Theatre Director of Patron
Services; Markus Kunz, Teatro Zinzanni Executive Director; Kristin Price, former
Special Events Manager for UW Arboretum Foundation; Justine Thayer, Seattle Opera
Subscriber Relations Coordinator; and Jenifer Ward, former Associate and Interim
Provost for Cornish College of the Arts. Finally, | attended two Mercer Corridor
Stakeholder Meetings; one follow-up meeting with representatives from PNB, Seattle
Opera, McCaw Hall, and Seattle Center; and a Seattle Center Resident Directors’
meeting, which gave insight into the wider community impact of this project.

Survey Says...

An initial survey sent in July 2014 to PNB subscribers and regular single-ticket
buyers regarding their experience with traffic and parking received 744 total responses,
demonstrating patrons’ desire to talk about the issue. Individual survey comments
included, “This has made me much less likely to return to another show at PNB,” “The
traffic has made the experience so bad we didn’t even use some of our tickets,” and
even, “We discontinued purchase of season tickets in large part due to traffic.”
However, congestion on Mercer Street was not the only problem; with 85% of patrons
arriving by car and 78% using Mercer Garage for parking, egress from Mercer Garage
after ballet performances and the condition of the garage itself were potent barriers to

future attendance. (These findings would seem to corroborate Chang’'s 2014
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conclusions about the importance of factors other than the art being presented.) The
survey found that “73% of patrons who park in the Mercer Garage state that they are
unable to exit the garage in a timely manner (Jordan & Liang, 2014, p.4),” and that 72%
of subscribers and single-ticket buyers rated service at Mercer Garage as fair or worse.
Over the summer of 2014, PNB worked together with Seattle Center on
improving conditions in Mercer Garage, including regular cleaning and increased event
staff. A follow-up survey sent in November 2014 found these efforts had paid off, at
least in regard to the condition of the garage (Liang, 2014). However, 90% of survey
respondents said their commute time to and from the ballet was the same or longer,
pointing to traffic congestion as a continuing drain on their experience.
A Holistic Approach
This was useful information for PNB, but were their patrons’ experiences and
comments indicative of a larger trend? To find out, | reached out to other arts
organizations along Mercer Street to ascertain the impact Mercer West construction
may have had on their patrons and budgets. Lexi Clements, Director of Patron
Experience for Seattle Repertory Theatre, shared:
We were very concerned that the Mercer Project would create a revenue
debaclel...]But because the project was scheduled to be completed by the
beginning of our next season — it really didn’t create a terrible amount of patron
concern for us. On a larger timeframe — as we look at the entire project, we see
some of our highest grossing shows of the organization’s history[...] it's hard to
tell really how that Mercer project may have played a role in revenue (personal

communication, May 1, 2015).
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Looking at the critically acclaimed selection of works Seattle Repertory Theatre
presented during this time — A Great Wilderness (world premiere), Venus in Fur, The
Suit, Who's Afraid of Virginia Woolf?, and ONCE - this may be a prime example of an
organization producing work so compelling that patrons will find a way to attend no
matter how bad the traffic. Another factor may be Seattle Repertory Theatre’s
performance schedule; productions in its two theaters typically offer eight performances
a week over an average four-week run (Seattle Repertory Theatre, 2015). Contrast this
with Seattle Opera, presenting four operas a season (during this time, Rigoletto, The
Consul, and The Tales of Hoffman), each with a three-week run of four performances a
week, or PNB, which offers six regular season ballets featuring two-week runs of five to
six performances each week (Seattle Opera, Pacific Northwest Ballet, 2015). Patrons
have fewer opportunities to see the opera and ballet, and those opportunities come on
evenings when many other arts organizations are presenting at Seattle Center (Seattle
Center, 2015). Seattle Opera and PNB are also trying to fill nearly 3,000 seats at
McCaw Hall, whereas Seattle Repertory’s largest theater seats 842; there are simply
more patrons on the road and in the parking garage at opera and ballet performances.
These factors may help explain Seattle Opera’s experience, as described by
Subscriber Relations Coordinator Justine Thayer: over the past two seasons, the opera
has incurred significant additional expenses related to Mercer Street traffic and Mercer
Garage congestion (personal communication, May 19, 2015). A partial list of expenses
includes additional traffic alert emails ($250.00 each, plus $150.00 in mail handling
costs); traffic alert postcards ($500.00 each plus mail handling); and traffic control

officers ($400 per hour, per officer, with a four-hour minimum requirement). These hard
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costs are in addition to staff hours required to deal with unhappy patrons, design
mailers, create mailing lists, and otherwise manage an issue caused externally but
requiring extensive internal resources.

Another consideration is the cost to organizations forced to move events. As the
primary tenant of Intiman Theatre, Cornish Playhouse should ideally be able to use its
rented space for whatever events are deemed appropriate, but on occasion the college
has found it more effective to hold certain events offsite at additional cost. Jenifer
Ward, former Dean of the College at Cornish College of the Arts, shared an example of
this (personal communication, September 29, 2014):

| can tell you that we tried twice to do Neddy at Cornish-related speakers at

[Seattle Center] and they were both duds — reasons given were traffic and

parking. In the third year we did it at the Frye and it was well-attended (dedicated

parking lot).
There is also lost revenue opportunity when patrons are unable to get to a performance
venue on time, are forced to reschedule their tickets at the last minute, or opt not to
attend a performance at all. Markus Kunz, executive director of Teatro Zinzanni,
recalled the organization’s experience during the Mercer West construction project:

We had a much higher no-show rate of people — granted, they bought their

tickets — but they didn’t make it to the show. And they would reschedule][...] and |

have to comp them the next time, so | lose the ticket. But it's also night of show
when they don’t show up, that | lose revenue in the restaurant[...Jwhat was
striking was the mindset of people arriving because they spent so much time in

traffic...it was just not a positive experience...we heard that a lot through
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comment cards or internal surveys, the likelihood of them returning to see us

[during construction] was very minimal (personal communication, May 26, 2015).
How Did We Get Here?

According to the Downtown Seattle Association’s 2014 State of Downtown
Economic Report, “Seattle’s thriving arts community[...]Jadds to the economy, as well as
Downtown’s vibrant urban experience (Downtown Seattle Association, 2014).” A recent
ArtsFund study (Beyers & GMA, 2011) found that King County arts organizations
contributed $1.9 billion in business activity to the region (this study is conducted every 6
years; the 2015 study is currently underway). At least at the outset of the Mercer
Corridor project, project leaders seem to have understood the importance of ensuring
access to Seattle Center’s arts organizations. A Mercer Corridor Stakeholder
Committee was formed well in advance of the start of construction. Comprised of 42
community organizations and leaders, this committee provided a detailed set of
recommendations in 2006 for the timing of the project phases and considerations that
should be made for affected organizations. One such example was the recognized
need for traffic control officers to assist in moving traffic: a key recommendation for
SDOT was to “Use/modify police control before and after events to better manage event
traffic (Heffron Transportation, Inc., 2006).” (It is worth noting that no recommendation
was given as to who should pay for the cost of police control.) Another suggestion was
for SDOT to “provide additional transit service, especially in the lower Queen Anne and
Seattle Center area (Heffron Transportation, Inc., 2006).”

From these considerations one might conclude that this project began with the

intent to mitigate negative impacts on area businesses, including arts and cultural
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institutions. As the project got underway, however, it seems the recommendation for
additional transit service or traffic control officers was not used by SDOT. With regard
to transit, a recent site walk of Seattle Center’s perimeter located only eight bus stops
surrounding the 74 acre campus, with none located along Mercer Street where five of
Seattle’s major arts institutions reside and perform. In addition, organizations like
Seattle Opera have had to spend between $1,200 and $2,000 a performance to supply
their own traffic control officers (personal communication, J. Thayer, May 19, 2015); this
unexpected expense is just one of many incurred by arts organizations along Mercer
Street as a result of the Mercer West project and Mercer Garage congestion.

Two other factors complicating this issue are Seattle’s many siloed government
departments and frequently changing city leadership. A prime example of these factors
and their impact on municipal projects is the Seattle Center Master Plan. Two years
after the Mercer Corridor Stakeholder Committee made its recommendations for the
Mercer Corridor project, Seattle Center submitted its Final Environmental Impact
Statement (FEIS) for a proposed Seattle Center Master Plan (City of Seattle, 2008).
This Master Plan noted several transportation challenges, namely, “Lack of frequent
evening and weekend transit service to and from the Seattle Center except from
downtown Seattle,” and “Lack of capacity in the street grid between the Center and 1-5
(City of Seattle, 2008, Appendix A, p.3).” One important finding:

Visitors who may be able to use transit to arrive at an event find there is little or

no convenient transit service available to them in the late evening when events

often end. Seattle Center visitors are often unable or unwilling to use transit
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because of the lack of evening and weekend transit service and/or the need to

make a transfer among transit routes (Appendix A, p.7-8).

This finding holds up today; both PNB'’s internal surveys and interviews of other arts
organizations at Seattle Center show a vast majority of patrons arrive by car because
they do not feel transit is a viable option.

In its Master Plan, Seattle Center proposed to replace parking at Mercer Garage
with a new multimodal transportation center on the west side of Mercer Street. The
center was “envisioned as a hub for Metro and charter buses, the Monorail, a bicycle
corral and an expanded streetcar line.” This Master Plan, including the transportation
center, was supported by then-Mayor Greg Nickels and was passed by the Seattle City
Council. Had it been enacted as written and approved by the Seattle City Council, it
seems likely that many of the traffic and parking problems associated with the Mercer
Corridor construction project could have been lessened or even avoided outright. Just a
few months later, however, Nickels was ousted in favor of Mike McGinn, who did not
share the same vision; while components of the Seattle Center Master Plan have since
been enacted, the multimodal transportation center has not yet happened. As Robert
Nellams, Seattle Center Director, said in a recent interview, “We had to give the new
mayor a plan he can call his own (personal communication, April 8, 2015).” Nellams
also emphasized, “Elections matter.”

| reached out to Eric Tweit, Mercer West project manager, for his point of view on
the project’s impact on Seattle Center resident organizations, but did not receive a

response.
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Meanwhile, Back At the Ballet
PNB has ticket sales data reaching back to the 2000-01 season, making it

possible to analyze for trends or patterns. Looking at just over ten years of data
(Appendix B), from the 2003-04 season through November of the 2014-15 season, PNB
achieved or exceeded revenue goals 54% of the time, and reached 92% of goal or
higher 70% of the time. Based on these numbers alone, it seems plausible that PNB
might have a fluke period where several productions might not meet revenue goals.
Looking at the entire ten-year history by season, however, a different story emerges:
there are only two events in this period where PNB did not meet revenue goals for more
than three consecutive productions. Those two events are the Great Recession during
the 2008-09 season, and the construction phase that impeded access to McCaw Hall on
Mercer Street. It seems clear the Mercer West construction played at least some role in
the decline in PNB'’s ticket revenues.

In order to give the largest possible group of constituents an opportunity to
provide feedback, a third and final round of surveys was sent in April 2015 (Appendix
C). These surveys were intended to gauge the reasons why former season subscribers
and single-ticket buyers were no longer attending the ballet. Survey results proved
problematic: in addition to the surveys’ extremely low response rate, some survey
respondents had been entered into the Tessitura database more than once and so were
inadvertently included. As a result some questions were skipped or entries invalidated.
However, the themes that emerged from this small pool of lapsed attendees were
enlightening — and in line with Blume-Kohout and Leonard’s work for the NEA (2015), as
ticket prices and either a lack of time or a change in life priorities comprised the bulk of
barriers to attendance. The survey centered around two main questions: the first, to
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gauge the most common factors for non-attendance, and the second, to determine what
these patrons prioritized most when considering a ballet ticket purchase.

As it turned out, traffic was cited as a factor in choosing to no longer attend the
ballet by only 5% of former subscribers and just over 10% of former single-ticket buyers.
Parking was cited as a factor by another 5% of former subscribers and no former single-
ticket buyers. Strikingly, when asked about the single-most important factor when
choosing to no longer subscribe or attend, less than 3% of subscribers selected parking
and none chose traffic. For single-ticket buyers, the issue was nearly the reverse: a
slightly higher percentage, 6.52%, cited traffic as the single-most important factor, while
none chose parking. This may point to a difference in motivation for attending and the
hurdles patrons are willing to overcome in their efforts to attend the ballet, or may simply
illustrate that these patrons haven’t attended the ballet during this construction project.

The number of respondents that selected traffic was so small that | researched
individual Tessitura accounts for more information. Of the nine former subscribers who
cited traffic, two lived in West Seattle while the other seven lived in Tacoma or further
from Seattle. Further, all but one were in their 50s or older. One might thus infer that a
potential patron who is older than 50 and living outside of Seattle will have a high rate of
non-attendance when traffic is a factor.

For most survey respondents, however, traffic alone is not a strong barrier to
attending the ballet. Rather, nearly 38% of former single-ticket buyers and just over
35% of former subscribers cited ticket prices as the single-most important factor in no
longer attending. 27% of former subscribers stated that they prefer to buy single tickets;

while these patrons may still attend the ballet, they wish to do so at their discretion
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rather than committing to a full season. Another 18% of former single-ticket buyers
stated that they choose to attend performances at other arts organizations. This may
be disappointing for PNB in particular but highlights the vibrancy of Seattle’s arts and
cultural offerings, which are so numerous (1,064 in 2014, according to Philadelphia’s
Cultural Data Project) that Seattle was recently named the fourth largest arts city in the
United States (Forshee, 2015).

What Does It All Mean?

After comparing the 2014 survey of current patrons and the 2015 survey of
lapsed or infrequent patrons, it became clear PNB’s constituents face the same barriers
as most arts patrons: namely, time and money. It rings true, then, that if PNB’s current
patrons have already overcome the barriers of price and time, problems with traffic or
parking would be especially irksome.

For single-ticket buyers in particular, there is an opportunity for more audience
education regarding the many affordable pricing options available to PNB’s patrons.
With regard to the barrier of price, PNB already has several initiatives in place: incentive
pricing on weekday and matinee shows, a partnership with local nonprofit Teen Tix
providing $5.00 tickets to patrons ages thirteen to nineteen, the robust 25 and Under
program which offers $12.00 tickets to patrons ages twenty to twenty-five, and senior
and student rush ticket discounts. In addition, PNB’s Young Patrons Circle membership
program offers discounted subscriptions and single-ticket prices for patrons ages 21-39,
and PNB offers a special “Family Fairy Tales” subscription package for weekend

matinée performances. Finally, area teachers in pre-kindergarten through college
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educational institutions are eligible for a 20% discount off any regular repertory season
performance.

With so many opportunities to purchase discounted tickets, it may seem strange
that ticket prices are still a large barrier; could PNB still do more? Perhaps. These
myriad offers are noted on PNB’s website but are not explicitly called out; the average
visitor to the website would not necessarily know where to look or that these ticket
discounts are available. Additionally, the average lowest ticket price in McCaw Hall,
$37.00 for the back of second tier, may still be out of reach for some potential patrons.
There is also the issue of perception and value: second-tier seats are often viewed as
the “cheap seats” and therefore undesirable. This perception may result in reduced
attendance by a patron who prefers to attend less but sit in what they perceive to be
“‘better” seats. | experienced this firsthand in the past season when friends | had
brought to the ballet were visibly unimpressed by the seats | had purchased in the front
row of the second tier. Although our sight lines were better than they would have been
in the back of the orchestra section, they were disappointed at being “in the rafters.”
Another potential issue is that PNB’s ticket discounts are often unavailable for the two
lowest-priced seats. This may be for very logical reasons — $37.00 is very likely the
absolute lowest price PNB is able to offer without losing money — but it has the potential
to create an image problem, where patrons are turned off by what they perceive as too
many conditions placed on the offer.

It is telling that many former subscribers would rather purchase single tickets
even though it is less expensive overall to purchase a season subscription; this speaks

to a new generation of arts attendees’ desire to curate their own experience (Brown &
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Novak-Leonard, 2011). Survey comments often belied a preference for either full-length
story ballets or contemporary works, which may help explain why patrons might shift to
single ticket purchasing patterns — in so doing they are able to pick and choose those
performances which most interest them. Other local arts organizations have begun
offering customized subscriptions where patrons can select four, five, six, or more
performances within a fee-based structure. PNB also offers full and mini subscriptions,
and it would be useful to track these subscription sales over the next few years to find
out what patterns emerge. PNB’s robust database is well-equipped to track ticket sales,
which will enable a nimble response to whatever trends are detected.
It’s All About Relationships

The area where PNB could gain the greatest benefit is in audience engagement:
to look not just at removing barriers but at creating and enhancing motivations for
attending, cultivating a long-lasting relationship with its patrons. Research confirms that
a patron’s relationship or emotional bond with an organization is a motivator to attend
future events (Chang, 2014), and that subscribers are more likely to be loyal to a
specific organization (Guillon, 2011). And since many people attend an arts or cultural
event to socialize with friends and family (Ostrower, 2013), it seems logical to foster a
sense of community within an organization’s supporters. This community-centered
approach is a familiar concept for PNB and one it should be able to expand with
success. In 2009, the organization received a multi-year grant from The Wallace
Foundation based around engaging young audiences (Harlow & Heywood, 2015); as a

result of this work, the groundwork has been well laid for relational marketing and
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excellent communication with patrons. So how can PNB build on this strong foundation
to keep patrons coming back no matter what the hurdle?

First, it can keep what’s already working: numerous programs designed to build
community within specific audience groups, such as its annual Teen Night, treating teen
patrons to a special studio performance. Crafts and auxiliary activities before weekend
matinees help build a connection to families with young children, while pre- and post-
performance talks help audience members of all ages deepen their ties to the ballet
(and wait out the traffic in Mercer Garage). PNB’s Audience Education Director Doug
Fullington offers free one-hour previews at Seattle Public Library prior to each
performance, and the recent addition of livestreams will help reach those audience
members unable to attend McCaw Hall performances.

While it is crucial to recognize the emphasis PNB places on community and the
enormous effort it exerts to make ballet accessible to all, | believe there is always room
for improvement. Minor initiatives could net a major positive impact and help PNB
further its mission, in particular its goal to “captivate a devoted, supportive, continually
growing, and diverse audience (Pacific Northwest Ballet, 2015).”

One factor to consider when contemplating audience engagement is the role
tradition might play in ballet attendance. PNB’s annual Nutcracker production is so
successful that it is a separate revenue stream from all other season performances; this
is in large part due to the unique behavior of Nutcracker ticket buyers, many for whom it
will be the only ballet they see all year. |f PNB were able to create a similar sense of
tradition around other productions, such as its annual all-contemporary DIRECTOR’S

CHOICE performances, this could increase repeat ticket sales based around a concept
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(new works, up-and-coming choreographers, or other theme) rather than specific
repertory choices.

All organizations | interviewed relied on proactive communication to keep patrons
in the loop when circumstances arise which may impede their commute — such as
PNB’s “Know Before You Go” emails (Pacific Northwest Ballet, 2015). Seattle
Repertory Theatre’s Clements mentioned her organization had carefully tracked patron
feedback during construction; Thayer (Seattle Opera) and Kunz (Teatro Zinzanni)
confirmed that they also send out pre-show emails detailing major traffic disruptions and
other pertinent information. These communications are crucial, and offer PNB an
opportunity to improve its already exemplary customer service. Survey feedback
demonstrated that while patrons received “Know Before You Go” emails, they didn't
perceive the emails as containing important or urgent information. This may indicate
that these emails have grown too large in scope and need to be pared back down to
essential information, or it may be more effective to send a separate email explicitly
calling out traffic alerts in the subject line and pre-header. Targeted messaging would
also give PNB an ideal platform to conduct simple A/B tests to determine what type of
subject line content leads to the highest email open rates.

Young Patrons Circle (YPC), for patrons ages 21-39, has been a less successful
program but still shows signs of life: its recent sold-out Black Swan Soirée was YPC’s
most successful event to date. As labor-intensive as events like the Black Swan Soirée
are to organize, these events are an effective way to attract a diverse range of audience
members, many of whom are new to the ballet. Further research and experimentation

could determine the best strategy for executing similar, more casual events; in addition,
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once a template of sorts has been created for this and other wrap-around activities,
subsequent events would become more seamless to coordinate.

PNB’s Facebook page is one of the best of arts organizations not just in the
Pacific Northwest, but nationwide; this is affirmed by its following of 130,000 and
counting. It achieves this notable following by adding value to its followers’ Facebook
experience. Through videos, stunning photographs, entertaining memes, and insider
information, PNB makes its followers feel special and included. This same strategy
might be successfully employed in an email campaign that shares an “insider offer”
such as a special discount voucher to McCaw Hall concessions or the Amusements gift
shop, or an invitation to visit one of the PNB lounges at intermission. Offers like these
or similar incentives would increase patrons’ perceived benefit and reduce their
perceived sacrifice in attending the ballet, thereby increasing customer-perceived value
and in turn, the likelihood of a repeat visit (Ravald & Gronruss, 1996).

Finally, a recent patron experience survey revealed 56% of respondents would
value the addition of a lobby concierge at McCaw Hall. In future seasons PNB may
consider hiring a dedicated concierge who could provide more tailored assistance than
is currently offered by the information desk, which is disadvantaged by its somewhat
obscure location under the grand lobby — a potentially intimidating site for some patrons,
if they are even aware it exists. In the end, a combination of these and other strategies
may work best; similar organizations in France have successfully adopted “guiding
principles” to attract audiences, such as attention-grabbing artistic programs, incentive

pricing, and a festive atmosphere at the venue (Assassi, 2010).
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What comes next?

More research is needed to determine just how the City of Seattle perceives
Seattle Center and its resident organizations. Are these arts and cultural institutions
understood and appreciated as local businesses driving a significant portion of Seattle’s
economic activity, or are they seen merely as attractions or needy nonprofits? Is
Seattle Center appreciated as a “third place” (Oldenburg, 1999) that celebrates our
community’s many varied cultures and provides a central location for many of its artists,
or is it viewed as just another city department? Who is ultimately responsible when the
actions of one city department such as SDOT adversely impact constituents of another
city department like Seattle Center? And how does SDOT’s goal of a city less reliant on
cars and more on transit mesh with the reality at McCaw Hall — that opera and ballet
patrons overwhelmingly prefer to drive, and that there are no convenient transit options
near the hall or any bus stops for a nine-block span along Mercer and Roy Streets?

While Teachout (2010) wonders if declining audiences are simply the latest
development in a technology-obsessed culture, existing literature does not appear to
support this idea. Rather, our cities, and Seattle in particular, are offering more options
than ever for arts and cultural events, to say nothing of other forms of entertainment;
future research may consider issues of supply/demand or market saturation with regard
to arts organizations. There is good news, however: Seattle’s population boom
provides PNB and the arts community at large a diverse pool of prospective audience
members. To thrive in today’s rapidly changing urban landscapes, arts organizations
must engage with audiences in an authentic, mission-driven manner, and assess the
most effective methods for drawing patrons back and building a relationship that is not
merely transactional but has the power to be transformational.
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Appendix A: Maps of Mercer Corridor and South Lake Union
Fig. 1

Seattle Times Infographic of Amazon Real Estate Holdings and Leases, March 2015

Fig. 2

Original Configuration of Mercer Corridor through South Lake Union

© Seattle Department of Transportation
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Appendix B
Pacific Northwest Ballet Ticket Sales History, January 2003 — September 2014
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Appendix C
April 2015 Patron Survey Findings

Survey Results: PNB Subscribers

Survey of PNB Subscrihers who declined to renew for FY13 or FY14

Length of PNB Subscriber Status

Factors in Non-Renewal

Single-Most Important Factor in Non-Renewal

Choices Percentage Count  Choices Percentage Count  Choices Percentage Count
1 season I 7509 15 Ticket prices N 4s.00% 18 Ticket prices I 35143 13
2-5 Seasons - 37.50% 15 Prefer to buy single Prefer to buy single
it I 2. 50% 13 || Bl 27 05% 10
6-10 seasons 15.00% 6
change in life Change in life
11 seasons + . 10.00% 4 priorities 30.00% 12 priorities 18.92% 7
Total 40 No one to attend with [ 12.50% 5 Other (please specify) || 2.11% 3
Not interested in work Parking 2.70% 1
being presented 7.50% 3
Chose to subscribe
Traffic I 5.00% 2 elsewhere I 270% :
Parking I 5.00% 2 Not interested in work
being presented I 270% !
Other [ view ]
Other [ View ] 2.70% 1
Total Entries = 40
Total 37
Unanswered &
Unanswered 3
Survey Results: PNB Subscribers
May 25, 2015 - 4:52 PM
Survey Results: PNB Patrons
Survey of PNB patrons who have not attended since December 2013 or earlier
Total PNB attendance Factors in Non-attendance at PNB Single-Most Important Factor in Non-attendance
Choices Percentage Count  Choices Percentage Count  Choices Percentage Count
2-5 P sr07% 60 | Ticket prices P vs.20% 73 | Ticket prices P 35.13% 53
6-10 B 27554 44 | Chose to attend Chose to attend
performances at other - 20.25% 32 performances at other - 17.27% 24
11 or more 26.58% 42 arts organizations arts organizations
One l 7.59% 12 Ch_an_gg in life 20.25% e Other (please specify) 1511% 21
priorities
Total 158 Change in life
Other (please spedfy) [0 15.19% 24 | priorities I 15075 2
No one to attend with 10.76% 17 Traffic 0.47% 9
Traffic | FUPELS 16 | MNoonetoattend with || 4.32% 6
Not interested in work Not interested in work
being presented . 8.86% 14 being presented I #.32% &
Other [ View ] Other [View] | 0.72% 1
Total Entries 158 Total 139
Unanswered = 27 Unanswered =~ 19

Survey Results: PNB Patrons
May 31, 2015 - 3:00 PM
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Communication

In addition to comments previously submitted, | now write on behalf of the Queen Anne Historical Society and its Preservation Committee to endorse adoption of
the Mercer Street station of the DT Segment and the route consolidating the Smith Cove and Interbay stations of the SIB Segment. The plan to consolidate the
two stations on the west side of 15th Ave. W. is apparently an addition to the published DEIS.

DT Segment

The committee endorses locating a station on Mercer St. instead of the favored Republican St. option. The Mercer St. option eliminates the impact on Seattle
Center's Northwest Court, a City of Seattle landmark, and on the Station office building (SW corner of Republican St. and 1st Ave. N.) which is listed on the
National Register of Historic Places. It also protects the Inn at Queen Anne (NW corner of Republican St. and 1st Ave. N.) which is characteristic of the early 20th
c. brick buildings that once defined the neighborhood. It is currently owned and successfully operated by King County as a low-income housing facility, making it
an excellent example of the re-use of a historic building for community benefit. The station on Mercer St. also eliminates the construction disruptions on the
operations of SIFF, KEXP, Seattle REP and the thriving small businesses along Republican Street. Additionally, the tunnel route notwithstanding, the committee
also has concerns about the construction impacts of the Mercer St. option on the historic apartment buildings along W. Mercer and on W. Roy Streets.

SIB Segment

The cost-saving measures proposed for the SIB Segment effectively protect the historic buildings in the Segment especially the 14th Ave. W. group, a city
landmark which is further protected by covenants owned by Historic Seattle PDA. This option may also save for future landmark consideration the Wilson
Machine Works (1038 Elliott Ave. W.) and the Art Deco Western Pacific Chemical Company building (1436 (1430 to 1436) Elliott Ave. W.). All three of the routes
presented in the DEIS put these historic buildings at serious risk and compel their rejection for the cost-saving alternative.



VIA ELECTRONIC MAIL

WSBLE Draft Environmental Impact Statement Comments

c/o Lauren Swift
Sound Transit

401 S. Jackson St.
Seattle, WA 98104

RE: Comments on the DEIS for West Seattle and Ballard Link Extensions Project
Dear Ms. Swift:

The Seattle Chinatown International-District Preservation and Development Authority
(SCIDpda) is a municipally-chartered public development authority created by the City
of Seattle to steward the Chinatown-International District—its public spaces, its small
businesses, and its residents. We are a quasi-governmental entity, and are focused on
the neighborhood, not an ethnic heritage or political belief. Our board reflects the
diversity and range of opinion of our stakeholders, which, like all neighborhoods and
communities, cannot always agree on topics, approach, or methods.

Our neighborhood is defined between 4™ Avenue to Rainier Ave, and Main Street and
Dearborn Ave. We house over 400 residents and 40 neighborhood businesses, and
have been doing community development work in the CID for over 47 years. Itis from
that perspective, expertise, and knowledge that we submit the following comments
on the Draft Environmental Impact Statement (“DEIS”) for the West Seattle and
Ballard Link Extensions Project (“the Project”), notice of which was issued on January
28, 2022.

We appreciate the opportunity to submit feedback on the DEIS for the project.
MORE ABOUT SCIDPDA and the CID

SCIDpda’s mission is to preserve, promote, and develop the Seattle Chinatown
International District (CID) as a vibrant community and unique ethnic neighborhood.
Formed by the community in 1975, SCIDpda works to revitalize and preserve the
neighborhood by providing services in three areas: affordable housing and
commercial property management, real estate development, and community
economic development and community engagement. We have over a 45-year success
record of increasing neighborhood sustainability through innovative programs and
projects that balance development and preservation.

P 206.624.892

16,467 637

WO D

As a neighborhood-based community developer, SCIDpda engages and mobilizes N
community members to develop collaborative solutions to meet neighborhood SCIDpda _
priorities—because a community’s strength comes from its members taking the ;;;;}“Hd-""’e =

initiative to shape its present and future.

Seattle, WA 98104
CIDpda
P.O. Box 3302

Seattle, WA 98114

SCIDpda.org



The neighborhoods that comprise the CID are at an exceptionally vulnerable point in
our 100+ year histories. The COVID-19 pandemic, epidemic of anti-Asian incidents,
and 2020 protests against racial injustice and police violence disproportionately
affected our neighborhood. Ongoing public safety concerns in Seattle and the
surrounding region have historically challenged our neighborhood and continue to do
so.

Throughout its history, the CID—a place in Seattle where people of color and,
especially, the Asian Pacific Islander community were relegated to living—has
experienced hugely disruptive public infrastructure projects that have imposed
localized and persistent impacts to our community while providing regional benefits.
These include:

The construction of Interstate 5 (which bisected the neighborhood)
Construction of the Kingdome

The SR99 Deep Bore Tunnel

First Hill and Center City Connector Streetcars

Seawall, Seattle Waterfront and, demolition of the Alaskan Way Viaduct
Utility upgrades

The CID has a long history of cycling through disruption caused by public
infrastructure construction. Each time this happens, the CID works through
disruptions and recovers, only for the cycle to begin again with the next infrastructure
investment. As stewards of the neighborhood, SCIDpda has advocated directly to the
City of Seattle, Sound Transit, and King County (along with partners) to review past
outreach outcomes to understand what community members have identified in the
past 20 years about our interests, needs, concerns, and priorities. The City, Sound
Transit, and King County have agreed to incorporate many of these interests, needs,
concerns, and priorities into future projects and plans that affect our
neighborhoods—including this Project. These priorities include:

- Retain or increase community ownership of properties
- Acknowledge and address historic racism that has and continues to impact the CID

- Increasing connectivity to surrounding neighborhoods.

- Minimize cumulative harm to and displacement of existing businesses, residents, and P 206.624.852
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station area
- Enhance public health and well-being

It is through the combined perspectives of our mission and values, our experience and
history, and these listed priorities, that we offer the following comments and
perspectives about the alternatives and impacts described in the WSBLE Draft EIS.

A. Impacts of Fifth Avenue Alternatives are existential for the Chinatown-
International District

The DEIS describes and compares the impacts of the Fourth and Fifth Avenue
alternatives. After carefully considering the DEIS analyses, we conclude that the
impacts of the Fifth Avenue Alternatives would put many of the community priorities
outlined above at great risk. Unless Sound Transit can substantially minimize the
construction effects or identify another option that moves the construction impacts
away from the cultural spine of the Chinatown-International District, we do not
believe the Fifth Avenue Alternative and options are acceptable. The mitigation
discussed is inadequate to address the totality of the impacts.

Construction of the Fifth Avenue Alternatives would be the most disruptive in the very
heart of the Chinatown-International District. Construction would close key streets for
commercial and cultural activity, including King Street and Weller, for long periods,
affecting access to retail businesses for customers and suppliers. Construction would
create noise, dust, truck traffic, and visual impacts that would hamper or prevent
community gatherings and activity in Hing Hay Park and other outdoor spaces, and
affect quality of life for residents of buildings such as Uwajimaya Village, Fujisada
Condominium, Publix Building, Bush Hotel, and the Alps Apartments—many of whom
are seniors or living with disabilities. Construction of this alternative would
permanently displace on-street parking, which is of particular importance to the retail
and small business environment in the Chinatown-International District.
Fundamentally different construction plans need to be developed to vastly reduce the
impacts. With the current construction plans, no amount of mitigation can reduce the
impacts to tolerable levels.

While the potential opportunity for transit-oriented development (TOD) associated
with the massive disruptions created by the Fifth Avenue alternative and options may
be enticing, after years of bisection and displacements from transportation facilities,
exposure to degraded air quality through transportation planning and zoning policies,
and now recovery from renewed racialized violence and vandalism, the amount of
impact imposed on the CID is difficult if not impossible to put a mitigation price tag
on. Sound Transit would have to find ways to further minimize the impacts described
or identify other options that move construction away from the cultural spine of the
Chinatown-International District. Further minimization is required before we could
even begin to value the substantial mitigation required to construct in these
alternatives. The community would need assurance that community ownership would
be prioritized in any TOD opportunity associated with the project. Ensuring
community ownership will be critical if the project is to reduce—not exacerbate— the
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CID community’s risk of gentrification and displacement. These measures must be in
the form of explicit legal commitments; the promise of a TOD opportunity alone is not
sufficient mitigation or incentive to support a Fifth Avenue alignment.

B. Impacts and benefits from Fourth Avenue alternatives are not equally addressed

The construction of either of the Fourth Avenue alternatives would result in major
traffic pattern changes that would have a damaging impact on the CID community.
DEIS Section 3.19.3.1 (Arterial and Local Street Operations) states that throughout the
six-year closure of 4th Avenue South, a high volume of north-south traffic would be
diverted through CID neighborhood streets—resulting in increased levels of traffic
congestion. Understanding the disruptive impact of more than nine years of
construction on local traffic is critical, but it is not the only important impact that the
community needs to consider.

The DEIS assessment fails to account for the environmental health impacts that this
increased traffic congestion would have on the neighborhood. These impacts include
(but are not limited to): increased noise levels, increased exposure to automobile
exhaust, and increased risk of pedestrian injuries and property damage caused by
automobile crashes. The DEIS also fails to account for the disruptive impact that such
an increase in pass-through traffic would have on the neighborhood’s economic
vitality, including making street parking more difficult and disrupting economically
important community events that require street closures. A more thorough study of
both the environmental and economic impacts of the extended closure of Fourth
Avenue South is required for the community to accurately compare it with other
alternatives.

The DEIS also falls short of identifying any meaningful mitigation strategies to address
project impacts. Without understanding how Sound Transit intends to minimize and
mitigate impacts, it is difficult to provide meaningful feedback about preferences. In
addition to providing more information about the impacts we reference in this letter,
Sound Transit must propose appropriate mitigation measures to address impacts
associated with the Fourth Avenue alternatives so that the community can weigh the
alternatives and their benefits, impacts and mitigation strategies, against our own
community priorities.

The Fourth Avenue alternatives would have direct connections to both Pioneer Square

and Chinatown-International District neighborhoods and would facilitate more direct

connections between transit modes such as Sounder, Light Rail, Amtrak and private

buses. The Jackson Hub concept plans, as well as the community priorities listed in the

beginning of this letter, state both neighborhoods’ advocacy for improving

connections between the neighborhoods, improving the public realm, and activating v 206 624 8279
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Chinatown-International District and Pioneer Square as complete, cohesive, and
interconnected neighborhoods. An actual visual quality analysis, complete with
images and discussion, would allow decision makers and the public to see how station
entrances and improvements along 4™ Avenue South between S. Jackson Street and
Seattle Boulevard would contribute to public realm goals. More visual representation
of the scope and scale of proposed tunnel ventilation facilities for both Fourth Avenue
and Fifth Avenue alternatives would aid in better understanding of impacts to the
public realm. The proposals would have a significant disruptive impact if they are
constructed according to the dimensions described in ‘Appendix J Conceptual Design
Drawings — Ballard Link Extension’.

A more meaningful analysis of visual impacts also should lead Sound Transit to discuss
opportunities to enhance connections and cohesiveness between the two
neighborhoods in the Social Resources, Community Facilities, and Neighborhood
conclusions. Without a more formal analysis, beneficial impacts of the proposed
project and alternatives are not explicitly disclosed and are hard for the reader to
conclude.

C. The Deep Options do not support a 100-year vision for our neighborhoods

We do not see the deep options as viable. Elevator-only access and long transfer
times will not be able to keep up with crowds during major events in the area (e.g.,
football, soccer, or baseball games or Lunar New Year). Elevators are expensive to
maintain and often break down, as has been our community’s experience within the
Sound Transit network. Elevators will also not be viable if there is another global
pandemic that makes it practically unsafe to ride in an elevator with other members
of the general public. We are also deeply concerned that requiring access via
elevators may deter most people from disembarking or transferring at the CID station.
Foot-traffic is essential to maintaining vibrancy and economic opportunity for the CID
and its businesses.

We recommend removing the deep options as alternatives going forward.

D. The adverse effects indicated in the DEIS do not reflect the true impact to our
communities

While Sound Transit and the City of Seattle have publicly committed to equity in the
project process and applying the Racial Equity Toolkit throughout, the Draft EIS has
some glaring holes in the analysis that must be addressed.

Sound Transit performed neither an operational noise analysis nor a visual quality

analysis for the Chinatown-International District neighborhood. While the P 206,624 8920
methodology sections give plausible technical reasons for this approach, those F 206.467 6379
rationales are inadequate. Considering the project context and the focus on race and
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The Environmental Justice analysis acknowledges cumulative harm caused by decades
of public infrastructure projects sited and constructed without centering the voices of
people of color—but then fails to account for that cumulative effect and harm in the
actual analysis. The Environmental Justice conclusion of no disproportionately high
and adverse impact (Appendix G, Table 5-4, pages 5-31 through 5-66) further
minimizes the true effect on our community.

This is representative of the findings provided in many of the Draft EIS analyses—no
analysis in a few key disciplines led to “no impact” conclusions, which we believe
lends to the overall inadequacy of the Draft EIS. For specific comments about the
analysis, and to see our concerns described in more detail, please refer to the
accompanying attachment to this letter titled “Discipline and Issue-Specific Comments
on the Draft EIS.”

Finally, there is growing concern that losing buildings within the Seattle Chinatown
Historic District boundary that are considered “contributing” to the historic character
of the neighborhood, will erode the very historic and cultural fabric we have struggled
to maintain. Losing a contributing historic building within the historic district
protected under Section 106 of the National Historic Preservation Act appears to be a
serious impact—one that is potentially unmitigable. Sound Transit did not propose
any mitigation for the loss of historic structures in the district, and did not suggest any
strategies for minimizing impacts to the historic district resulting from construction.
Mitigation strategies need to be discussed with the community and consulting parties
as soon as possible, and those conversations must not be delayed until publication of
the next environmental document.

E. Conclusion and Recommended Path Forward

We recognize the need to keep this project moving forward and to facilitate delivering
the full ST3 program for the benefit of all regional users. We also recognize that the
longer this environmental process takes, the more expensive things can get, and the
longer it takes to find the additional resources needed to deliver on the promises
made to voters. The environmental process will take as long as it has to in order to get
the right results for these once-in-a-generation infrastructure opportunities. But it is
in the spirit of continuing to advance the project while also advocating for our
communities that we suggest the following path forward.

Based on our review of the information provided in the Draft EIS, the Fourth Avenue
shallow alternative is the least impactful option for the CID. We recommend that
Sound Transit follow the close of the DEIS comment period with advance design and
study of the Fourth and Fifth Avenue shallow alternatives (CID-1a and 2a diagonal)
with the goal of further minimizing the cost, the time, and area needed for P 206.624.8929
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Attachment to SCIDPDA DEIS Comment Letter
April 25, 2022

Discipline and Issue-Specific Comments on the
Sound Transit West Seattle and Ballard Link Extensions Project Draft EIS

1. Inconsistencies between Racial Equity Toolkit and DEIS: The Racial Equity Toolkit
commits to an outcome of limiting harmful impacts of the Project and working with impacted
communities to identify opportunities to repair past harm. It acknowledges the cumulative harm
caused by decades of public infrastructure projects sited and constructed without centering the
voices of people of color. Yet while the Environmental Justice analysis references these impacts
in the narrative, it does not include the documentation of the analysis that led to an
Environmental Justice conclusion of no disproportionately high and adverse impact (Appendix
G, Table 5-4, pages 5-31 through 5-66).

These cumulative impacts are a key concern for many residents and business owners in the
Chinatown-International District, and they should be explicitly considered as part of the
Environmental Justice analysis.

2. Consideration of noise impacts is insufficient: The Noise and Vibration Technical Report
states the following: "Commercial and industrial districts are in the Chinatown-International
District Segment... Although there are no nearby residential districts near the segment there are
mixed use properties with residences in commercial districts, such as Uwajimaya and the Publix
Hotel. Residential use properties within commercial districts are treated the same as
commercial properties within the city of Seattle." (Appendix N.3, page 6-37)

While this may be acceptable by federal noise analysis standards, it is unacceptable from a
racial equity standpoint. Sound Transit should conduct a complete operational noise analysis of
impacts to residential properties—regardless of whether they are part of a mixed-use building—
and commit to mitigation for those impacts.

3. Inadequate consideration of impacts of stadium events in Transportation analysis: The
analysis did not include stadium events in the traffic or ridership analysis, despite
acknowledgment that stadium events for three sports teams occur more than one third of the
year and concerts and other large events occur between sports events. During scoping of the
Project, partner neighborhoods in historic south downtown requested that Sound Transit
explicitly include stadium events in the analysis as a baseline condition. Sound Transit should
include this consideration in its analysis of baseline conditions in the Final EIS.

4. Underestimation of the impacts of parking losses: The Cumulative impacts section of the
DEIS asserts that changes to the transit system would reduce the need for parking in the study
area. It further states that "the project would remove some of the residential and commercial
land uses that created demand for this parking." (DEIS, page 5-7)



We believe this conclusion is inappropriate without further consultation with Chinatown-
International District and Pioneer Square residents and small business owners. In the
Chinatown-International District, for example, feedback from community leaders indicate that
short-term parking (on-street, <2 hour) is used by people making trips to the Chinatown-
International District to shop, visit residents, dine in a restaurant, drive a senior resident to/from
appointments, etc. Transit may not be an appropriate or reasonable alternative mode for many
of these trips. We urge Sound Transit to conduct further public engagement on this topic and
update its analysis in the final EIS to reflect the true impacts of parking losses—particularly on-
street parking—for our communities.

5. Mis-characterization of “offsetting benefits” in Environmental Justice analysis: The
U.S. Environmental Protection Agency and Federal Transit Administration permit agencies to
consider “offsetting benefits” when drawing a conclusion about whether a project has a
disproportionately high and adverse impact on environmental justice populations. To count as
an offsetting benefit, however, the positive effect needs to disproportionately benefit the affected
populations. According to the Environmental Justice analysis, Sound Transit considers better
access to transit and job centers to be an offsetting benefit for the residents of the Chinatown-
International District. We disagree.

The new light rail station in the Chinatown-International District will enhance a regional transit
hub, connecting people from all four corners of the region with buses, commuter rail, and
Amtrak. While residents of the Chinatown-International District will partake of this benefit along
with everyone else in the region, they will not gain substantially more benefit than anyone else
in the region. On the other hand, they will bear the brunt of the impacts of constructing and
operating this facility. Consequently, we do not believe it is appropriate to consider access to
transit and job centers to be an offsetting benefit.

6. Inconsistency in use of high-cost and low-cost project assumptions: The technical
analyses in the DEIS do not use the same high-cost and low-cost project assumptions. For
example, the Economics analysis of the DEIS (pages 4.3.3-1 through 4.3.3-13) indicates that
Sound Transit used CID-2a for both the high and low-cost project value to estimate the number
of job years (employment) and direct expenditures resulting from the Project. Elsewhere in the
economics analysis, CID-1a is listed as the high-cost project alternative in the CID segment.
This results in an apples to oranges comparison of benefits generated from employment and
local revenue. Similarly, in the Air Quality analysis of the DEIS, "CID-1a" is used as the
alternative evaluated for Air Quality standards (page 4.3.6-3), but on page 4.3.6-7, the "low-cost
scenario includes CID-2a..." and the "high-cost scenario includes CID-1a.". These differences
result in markedly different Greenhouse Gas emissions, again resulting in an apples to oranges
comparison. Sound Transit should update its analyses in the Final EIS to address these
inconsistencies.

7. Need for more clarity on construction footprint: The DEIS discloses the approximate
amount of area necessary for construction staging areas and easements, but does not show a
construction footprint outline. The property impact maps provided in Appendix L.4 do not
indicate how the properties would be used or the extent of the use (i.e., full or partial



acquisitions). Without more clarity on construction staging locations or the assumptions of
property impacts for construction staging, decisionmakers and the public cannot adequately
assess or compare the impacts of construction to the Chinatown-International District.
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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:  Seattle Aquarium Society Comments on West Seattle and Ballard Link
Extension Draft Environmental Impact Statement for its Animal Care Center
located at 1563 6th Avenue South

Dear Ms. Swift:

We have reviewed the Draft Environmental Impact Statement (“DEIS”) for the
proposed West Seattle and Ballard Link Light Rail Extension (“WSBLE”) by Sound
Transit. Although we strongly support this significant transit investment that will
improve mobility around our City by providing fast, reliable, and sustainable transit
service, we have serious concerns with the level of study performed and the
alternatives identified in the DEIS for the Chinatown-International District Segment
that will impact the Seattle Aquarium’s off-site Animal Care Center. The DEIS fails
to identify a workable preferred alternative and to adequately disclose impacts for
this segment. Sound Transit should go back to the drawing board and work with the
community to identify and study additional alternatives that have less impact on
existing businesses and facilities. A supplement to the DEIS should be completed to
study additional alternatives and an additional public comment period completed
before publication of the Final Environmental Impact Statement (“FEIS”) and any
alignment decision.

l. Background

The Seattle Aquarium Society (“SEAS”) is a non-profit organization dedicated to
Inspiring conservation of our marine environment. SEAS operates the Seattle
Aquarium at Piers 59 and 60 under a long-term operating agreement with Seattle’s
Parks Department who owns the facilities. The Seattle Aquarium is in the top ten for



attendance in the United States, is among the top five paid visitor attractions in the Puget Sound
region and a leader in marine conservation in the five northwest states.

SEAS is more than just an Aquarium. Through conservation work, advocacy, and education, SEAS
strives to embody our SALISH values, which are:

e Sustainable: adopting and promoting, internally and externally, practices that improve ocean
health.

e Awe inspiring: creating captivating experience for all audiences.

e Learning & improving: fostering, evaluating and applying knowledge and discovery.

e Inclusive community: recognizing that diversity is critical to achieve our mission.

o Scientific integrity: ensuring our credibility with evidence-based practices.

e Honoring place: using our location and history as a lens for larger understanding.

SEAS has embarked on a major expansion of its facilities on the waterfront in partnership with the
City of Seattle. Creation of a new 160 million dollar “Ocean Pavilion” building is underway and is
anticipated to be completed in 2024. Situated at the north end of the City’s future Waterfront Park,
the Ocean Pavilion will be integrated with the Overlook Walk and steps and integral to connecting
the waterfront to Pike Place Market. The new 48,000+-square-foot structure will focus on
conservation and education exhibits and programs and accommodate new marine exhibits for 3,500
sustainably sourced species of fish and invertebrates representing healthy ecosystems found in the
Coral Triangle region, a marine biodiversity hot spot in the Indo-Pacific. The Ocean Pavilion is
expected to accommodate a projected 40% increase in visitors to the Aquarium. It is jointly funded
by public funds from the City of Seattle, King County, the State, the Port of Seattle and other
sources, as well as private fundraising. The facility will be owned by the City of Seattle.

To ensure the successful propagation, acclimation, and care for the new species that will make the
Ocean Pavilion home, SEAS has established an off-site Animal Care Center (“ACC”) located at
1563 6th Avenue South. In the short-term, the ACC is designed to provide temporary, healthy, and
stable habitat for acclimation and propagation of the plants and animals for the Ocean Pavilion. After
the Ocean Pavilion opens, the ACC will continue to play a pivotal role. It will be SEAS’ location for
long-term animal care supporting species in both the Ocean Pavilion and the other waterfront
aquarium facilities. Animal care space is a requirement of SEAS “Association of Zoos and
Aquariums” accreditation, and neither the Ocean Pavilion nor the other aquarium facilities contain
sufficient space for this vital function, hence, continuously maintaining the ACC will be ongoing
condition of SEAS accreditation. The ACC also provides a headquarters for SEAS’ ongoing
conservation efforts, including microplastics pollution research, species recovery (breeding and
rearing of endangered marine species like Zebra Sharks), Pinto Abalone breeding, and Sea Turtle
rehabilitation.

The ACC is sited deliberately, and it took considerable effort and expense to find and retrofit the
current location. Key criteria in siting the facility was that it must be no more than 20 minutes
driving distance from the Aquarium to allow for safe and reliable animal transport, and that it must
be large enough to accommodate specialized equipment and tanks. After finding the current location
in July 2020, SEAS spent months and has invested 8+ million dollars to retrofit the facility. Changes
included: structural reinforcement, installation of a floor drain system and grinding, patching, and



repairing the warehouse floor; installation of new LED lighting and upgrading power service;
additional insulation; installation of a specialized HVAC system to manage humidity and
temperature; development of extensive IT infrastructure for animal and HVAC monitoring and
alerts; building-wide security; and conversion of existing office space to meet program needs. The
work also included installation of sea water reservoirs, circulation, and life support systems to
extensive tanks and aquariums, including: an exterior raw seawater reservoir (17,400 gallons);
interior treated seawater reservoir (16,000 gallons); twelve fiberglass holding tubs (1,000 to 31,000
gallons); nine dual-tank skids; a 40-tank Pinto Abalone rearing system,; filtered freshwater system;
and seawater, air, and effluent system piping. This facility and its specialized equipment cannot be
easily relocated like a typical commercial use.

I1. EIS Comments
A. Preferred Alternative

Based on the information in the DEIS, the ACC may be impacted by all of the alternatives identified
for the CID Segment. The facility is on property at the northwest corner of 6th Avenue South and
South Massachusetts Street and immediately abuts the existing rail tracks on its west side.
Alternative CID-1a likely has the least potential for permanent impacts on the ACC as it appears to
only involve new construction of a retained cut in the area of the tracks adjacent to the facility. The
other alternatives—CID-1b, 2a, and 2b—all appear to show tunnel construction directly under or
across the ACC location and could displace the facility completely. It is not clear that displacement
of or impacts to our specialized use has been considered at all in the DEIS—such impacts should be
studied and disclosed in the FEIS as described further below.

CID Alternative 1a should be considered for the preferred alignment for the portion of the CID
Segment adjacent to the ACC as it has the least potential for impact. Or, if a different alternative is
selected, Sound Transit should consider alterations to that alternative or additional alternatives that
would avoid impacts on the ACC like changes in the tunnel alignment and entrance locations.
Impacts to the ACC should be fully considered and additional mitigation measures identified in the
FEIS to ensure displacement does not undermine and jeopardize the more than 160+-million-dollar
public investment in the Ocean Pavilion, the Aquarium’s accreditation, or the Aquarium’s other
important ongoing operations and education, conservation, and research programs.

B. Information Gaps

Review of the DEIS also reveals information gaps that require further study to fulfill SEPA’s
requirement for adequate disclosure of significant adverse environmental impacts in the EIS. These
include:

e Noise and Vibration: The analysis of noise and vibration impacts (both from construction
and operation) does not consider impacts on the sensitive marine species at the ACC. The
EIS concludes that there are no noise- and vibration-sensitive land uses near the open
portions of the CID Segment, and there will be no impacts from the below-grade portions.
This is improper. Marine species and laboratory equipment at the ACC are sensitive to noise
and vibration and should be considered a Category 1 use for evaluation purposes. Noise



travels 5x faster in water than in air and does not dissipate at the same rate. Noise is also
measured differently underwater; 25.5+36 dB must be added to an airborne dB to compare it
to an underwater dB. Sudden noises can have an even larger impact than ambient noise
increases on marine species. It is well-documented that sudden noise increases greater than
20 dB can cause withdrawal in sharks, a key Coral Triangle species that will be present at the
ACC. Additional study of the potential for noise and vibration impacts to the ACC as a
sensitive use should be completed, and additional mitigation measures for noise and vibration
impacts to the ACC should be identified for all alternatives in the FEIS.

Traffic: The EIS discloses partial and full street closures in the vicinity of the ACC and
across downtown Seattle for WSBLE construction. Many of the street closures will last
several years. Street closures include permanent closure of portions of South Massachusetts
Street and temporary closure of 6th Avenue South adjacent to the ACC for extended periods,
depending on the alternative selected. These closures will undoubtedly have both direct and
indirect impacts on ACC operations. They could directly impact accessibility to the ACC.
They could also indirectly lengthen travel times between the ACC and the Aquarium because
of significant additional traffic congestion across downtown. For pre-planned animal moves,
the impact of increased travel times on ACC operations could be somewhat mitigated by
scheduling transfers at times outside of peak hours. However, the ACC also provides
emergency animal health services for the Aquarium, and emergency situations cannot be
planned for. In emergency situations, lengthened travel times between the Aquarium and the
ACC may increase negative outcomes for our marine species. For the ACC to function
effectively, it is vital that reliable vehicle access between the ACC and the Aquarium is
maintained. The FEIS should more fully consider the cumulative impacts of street closures
through downtown and describe the traffic impacts of simultaneous street closures from
construction. It should quantify the additional delay on typical travel patterns that will be
experienced because of the construction street closures. It should also identify additional
mitigation measures to ensure 24/7 access to the ACC, and to ensure reliable travel between
the ACC and the Aquarium. The ACC is less than two miles from the Aquarium. It is
reasonable to expect that a vehicle would be able to make this trip in less than 20 minutes.
The FEIS analysis should confirm this.

Electromagnetic Fields: It is well documented that a magnetic sense is present for many
marine mammals, sea turtles, and many groups of fish, including sharks, and electromagnetic
sensitivity is present in sharks. The DEIS discloses electromagnetic field impacts on
laboratory equipment in the Downtown and South Interbay segments, but it does not identify
or disclose impacts on marine species at the ACC. This is a data gap that should be filled.
The Aquarium acknowledges that the ACC is in an urban environment already in proximity
to rail tracks, but the FEIS should study how additional electromagnetic currents from the
potential CID alternatives could impact marine species at the ACC and identify mitigation
measures.



e Ecosystems: The analysis states that it considered ecosystem impacts in the study area
within 200 feet of the project limits and impacts on sensitive federal or state-listed species
within 0.25 miles; however, the analysis does not appear to consider impacts on sensitive and
endangered species at the ACC. The analysis concludes that no listed marine species would
be present along the Ballard Link Extension as all alternatives remain more than 200 feet
from marine waters. This is not an accurate conclusion. The ACC will care for and house
listed marine species like Pinto Abalone, Zebra Sharks, and others. The FEIS should consider
specifically the impacts on these listed species from the potential displacement of the ACC
that would halt their care and recovery efforts, and result in “takes” under the Washington or
federal Endangered Species Act as a result of WSBLE construction.

e Community Cohesion: The analysis recognizes that long-term neighborhood impacts could
occur in the Chinatown-International District neighborhood as a result of displacement from
construction of this segment. This neighborhood has a unique history and import to our
Asian-American and broader community. As part of our commitment to honoring place, we
firmly believe further study should be completed in partnership with the CID community to
identify additional alternatives for the CID Segment and fully describe the types of long-term
neighborhood impacts that could occur based on the displacement of specific small
businesses, residences, and community features. The FEIS should also identify additional
specific mitigation measures for neighborhood impacts informed by community input.

1. Conclusion

Thank you for this opportunity to comment. Please do not hesitate to reach out to me if you have any
questions or would like to discuss our comments further. I would be happy to connect you with any
of our professional animal care staff who complete the important work of caring for our marine
species at the ACC.

We cannot emphasize strongly enough that the impacts we’ve identified to the ACC are not
understated or easily mitigated. Displacement of the ACC would fundamentally threaten the success
of the Ocean Pavilion and the Aquarium’s operations and programs, and we hope you will take these
comments into consideration in crafting the further environmental review process for the CID
Segment and the ultimate decision on WSBLE alignment. SEAS has invested millions of dollars in
the ACC. Displacement would not just void this investment, it would jeopardize SEAS ability to
carry out its core mission. As we said earlier, we strongly support expanded transit access, however,
impacts must be fully disclosed, and alternatives and mitigation measures identified to properly
inform decision-makers. The DEIS falls short of this mark.

Thank you,

Robert W. Davidson
President & CEO
Seattle Aquarium



The Honorable Maria Cantwell

The Honorable Patty Murray

The Honorable Pramila Jayapal

The Honorable Dow Constantine

The Honorable Claudia Balducci

The Honorable Joe McDermott

The Honorable Dave Upthegrove
The Honorable Peter Von Reichbauer
The Honorable Bruce Harrell

The Honorable Debora Juarez

The Honorable Lisa Herbold

The Honorable Andrew J. Lewis

The Honorable Tammy J. Morales
The Honorable Teresa Mosqueda
The Honorable Sara Nelson

The Honorable Alex Pedersen

The Honorable Kshama Sawant

The Honorable Dan Strauss

The Honorable Kent Keel

The Honorable Dave Sommers

The Honorable Nancy Backus

The Honorable David Baker

The Honorable Bruce Dammeier

The Honorable Cassie Franklin

The Honorable Christine Frizzell

The Honorable Roger Millar

The Honorable Ed Prince

The Honorable Kim Roscoe

The Honorable Kristina Walker
Marshall Foster, Director Office of the Waterfront & Civic Projects
Mark Riker, Sound Transit Board Labor Liaison
Christopher Williams, Acting Superintendent Seattle Parks & Recreation



April 28, 2022
RE: Comments on the DEIS for West Seattle and Ballard Link Extensions Project
Via Electronic Mail

WSBLE Draft Environmental Impact Statement Comments
c/o Lauren Swift

Sound Transit

401 S. Jackson St.

Seattle, WA 98104

Dear Ms. Swift:

We, the staff at the Seattle Asian American Film Festival (SAAFF), would like to share our
concerns with Sound Transit (ST) on the West Seattle and Ballard Link Extensions Project
(WSBLE) proposals for Chinatown-International District (C-ID).

ABOUT THE SEATTLE ASIAN AMERICAN FILM FESTIVAL

The Seattle Asian American Film Festival is a volunteer-run organization with the mission of
sharing and uplifting Asian American histories, voices, and perspectives through independent
film and arts. We have shared hundreds of films and performances from filmmakers, artists, and
talents with the Greater Seattle Area.

The very first iteration of our festival started in 1985, founded by KingStreet Media, a
community-based Asian American media production and advocacy group based in C-ID. Since
our reboot in 2013, SAAFF has hosted free film screenings nearly every summer in Hing Hay
Park, activating the space and providing entertainment for families, elders, and visitors alike. We
have many current and past staff members who are current/former C-ID residents, employees,
and community members. We continue to work with C-ID organizations to program and promote
events and opportunities to engage with the wider Asian American arts and organizing
community.



SOUND TRANSIT CAN DO BETTER

Chinatown-International District was born out of racial violence. From anti-Chinese violence to
the 1928 2nd Ave South Extension, Japanese American incarceration and the 1960s
construction of I-5, these are a few of the many examples of what the neighborhood now known
as C-ID was born out of. It is what generations of the community has suffered through and
continues to bear the consequences of.

As C-ID community members and public transportation riders who care about the preservation
of a historic neighborhood, we echo the same concerns as brought up by the executive team of
the Wing Luke Museum (WLM) about the DEIS for WSBLE proposals in Chinatown-International
District.

(https://www.wingluke.org/wp-content/uploads/2022/04/Wing-Luke-Museum_response-to-WSBL
E-DEIS_2022-04-26.pdf)

The DEIS does not provide thorough enough information, such as operational noise analysis,
visual quality analysis, including stadium events in transportation analysis, lackluster
environmental justice analysis, and lack of clarity on resources for businesses and community.
In addition, C-ID’s tumultuous history with transit building, urban planning, and public policy are
scars still seen and felt today, and this is not fully reflected in the DEIS.

It is disappointing to see that a massive transit project would suffer this kind of oversight for a
culturally and historically significant neighborhood. We do not want history to repeat itself and
implore Sound Transit to do your due diligence in understanding the intricacies and historical
context of policies and actions that created the intrinsically unique yet, as WLM Executive team
aptly describes, “already fragile, strained neighborhood.”

Every part of the C-ID is integral to the community’s ecosystem and cohesion. We cannot lose
any part of it yet again.

AT WHAT COST?

The proposals for 5th Ave Alignments (CID2-a, CID2-a diagonal, CID2-b) should not have been
on the table in the first place. Those 3 plans may be faster and cheaper to build than the 4th Ave
Alignments (CID-1a, CID1-b), but at what cost? Chinatown-International District would yet again
lose a part of the neighborhood to transit that doesn’t fully take communities of color into
consideration. The WSBLE proposals for C-ID are clear examples of racism in transit planning.

The 4th Ave Alignments, though less disruptive, would still be only one street over. Where are
alternatives that don’t involve displacement of businesses and disruptions in our neighborhood?
How much research was done in alternative plans and why was 5th Ave chosen among other
options, despite the amount of impact it would have?



Lost and impacted businesses won’t be the only ones affected by construction and, once
finished, an even busier transit station. Hundreds of residents, workers, and business owners
would suffer years of construction, noise and vibration impact, to increased traffic and less
parking spaces. How will you work to restore lost revenue for impacted small businesses in the
neighborhood? The 5th Ave Alignments would make it difficult for neighborhood businesses to
thrive. It may drive away customers and visitors alike, especially for the businesses closest to
the construction area. In addition to compensating and providing resources for displaced
businesses, Sound Transit must find a way to provide compensation and resources for impacted
businesses as well. It is doubly hard for immigrant, people of color, and non-English speaking
business owners who make up a large part of C-ID’s landscape. Livelihoods would be at stake
and we want to emphasize that ST should provide sufficient resources, compensation, and
assistance for all small businesses impacted by construction.

On 5th Ave not only is there an apartment building (The Publix) that would have a front-row seat
to construction, but along every street going east along King Street up to 8th Ave, there are
many mixed-use buildings with small businesses, apartments, and senior living centers. The
neighborhood also includes low-income housing, low-income workers, multi-generational
families, unhoused neighbors, people with disabilities, and people with vulnerable health. Were
these community members not considered when plans were drawn up?

Please take the following into consideration: C-ID is a neighborhood with already poor air quality
due to I-5 driving through its heart, an act that displaced many in the community when it was
built in the 1960s, and continues to affect the health and life-spans of residents around it. C-ID
also is one of the lowest tree canopy districts in Seattle in addition to no green spaces.
Vulnerable and marginalized communities who have called C-ID their home for 150 years, have
suffered and continue to suffer due to racist and inconsiderate transit and urban planning.

Having an expanded transportation hub built in the neighborhood, whether it is 4th Ave
Alignments or 5th Ave Alignments, would affect the health of countless people for generations to
come. And that is only after suffering through years of construction disrupting their daily lives.

COMMUNITY OUTREACH

Where has the community outreach been for C-ID? Why hasn’t Sound Transit implemented a
foot to pavement campaign to make a concerted effort to visit businesses and talk to residents
and local workers in C-ID? We are several years deep into the WSBLE project and have yet to
see Sound Transit try to meaningfully engage with the broader C-ID community, outside of a
select number of neighborhood committees whose focus keeps them tuned-in to ST updates.
What about all the taxpayers in the zip code who would be affected by this project? How many
are there who may not even know this proposal existed and that construction could land right
next to their home?

Flyers and posters are simply not enough. Even if a poster found somewhere in C-ID may have
Chinese, Vietnamese, or another language, some residents may lack the resources to share
their opinions, ask questions, or may even feel like they won’t be heard so they don’t even try. A



large part of the community in C-ID are immigrants whose first languages are not English —
some may not even know much English at all. Where are the multilingual Sound Transit
employees who can have these conversations with elders, business owners, and families?
What kind of community engagement plans do you have to further understand the needs,
questions, and concerns of the C-ID community?

If Sound Transit had done outreach with more thought and care, perhaps you would not have
put so much effort, time, and money into the proposals we are speaking up against.

We want to see ST working with community partners who know C-ID and the community, who
have a wealth of resources and experience with planning, and can help build connections and
bring more invested interest in providing feedback on the future of public transportation. If you
are not taking steps to earnestly listen and build relationships with C-ID stakeholders to make
modifications to the proposals, it would mean irreparable damage to our neighborhood.

Sound Transit should be the one putting in the elbow grease to build connections, leaving the
community to work so hard to demand better — and we are demanding for so much better. The
C-ID community and stakeholders do care about public transportation to make for a more
accessible region for future generations, but the process should not involve an overwhelmingly
negative impact on a vulnerable neighborhood and community, or leave us feeling disposable
and unheard.

CONCLUSION

We at SAAFF are supporters of public transportation advancement and will continue to engage
with future updates, but we hope Sound Transit hears the Chinatown-International District
community’s outcry. It is disappointing to see a severe lack of consideration for C-ID’s 150 year
legacy and community in these proposals — an act that mirrors past policies and actions of
systemic racism that continue to drastically affect the neighborhood and those in it. The DEIS
does not provide sufficient information and the 4th Ave and 5th Ave proposals should not be the
only options on the table. The 5th Ave Alignments should be off the table completely.

The expansion of public transportation will benefit future generations to come, but it shouldn’t
involve hurting already vulnerable communities like C-ID. Understanding the heavy but vibrant,
interconnected histories of our multi-ethnic and multi-generational neighborhood should be a
key part of your process, which includes engaging with institutions and organizations in the
neighborhood that are eager to share their knowledge, resources, and input.

We hope Sound Transit will listen to the C-ID community and do the work to meaningfully
engage with C-ID stakeholders and do further exploration of other options and refinements as
you work towards modifying proposal plans.



Sincerely,

Ellison Shieh Victoria Ju
Festival Co-Director Festival Co-Director
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April 27, 2022

‘"WSBLE Draft Environmental Impact Statement Comments
c/o Lauren Swift

Sound Transit

401 South Jackson Street

Seattle, Washington 98104

Re:  West Seattle Ballard Link Extension Draft Environmental Impact Statement (“DEIS”)

Dear Ms. Swift:

We represent the Seattle Center Foundation and the following resident organizations at Seattle
Center: KEXP, Seattle Repertory Theatre, The Vera Project, Cornish College of the Arts, Classical
KING FM 98.1, MoPOP, Seattle Children’s Theater, PNW Ballet, and Seattle Opera (collectively the
“Clients”). Our concerns and comments are focused on the Downtown Segment and the Seattle Center
Station in particular. The preferred alternative creates many significant adverse environmental impacts
to our Clients, particularly KEXP and The Vera Project which, along with the Seattle International Film
Festival, are located in the Northwest Rooms (“NW Rooms” and KEXP, The Vera Project, and Seattle
International film Festival (“SIFF”) are referred to collectively the “NWR Occupants™) and the Seattle
Repertory Theatre (“Seattle Rep”) and Cornish College of the Arts (“Cornish™) which are also adjacent
to the proposed Seattle Center Station for the Preferred alternative. All of the Clients are tenants of the
City of Seattle (“City”).

We and the Clients have reviewed the DEIS which was issued recently by Sound Transit as lead
agency under the State Environmental Policy Act (“SEPA”) and the United States Department of
Transportation Federal Transit Administration as lead agency under the National Environmental Policy
Act (“NEPA”). Although the DEIS recognizes there will be some significant impacts to the Clients, the
document does not recognize all of the significant impacts nor does it capture accurately the full effect
the Seattle Center Station in the preferred location (the “Project”) will have on the Clients. It appears
that the construction impacts will be so severe that the NWR Occupants, Seattle Rep, and Cornish will
be unable to operate in the ordinary course of business for a significant period of time. While we
recognize and appreciate that Sound Transit has been working with the Clients on refinements to the
Seattle Center Station, we do not address those refinements in this letter as they are not in the DEIS and
have not been evaluated other than to establish that they might be feasible for Sound Transit to
construct.
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Initially, it may be helpful to provide you with some context regarding the Clients and their
operations in the at Seattle Center:

KEXP

Besides its radio broadcasts, KEXP hosts live music and related events on site each year. 2017
was the last complete year of programming before embarking on arena mitigation construction work in
Jate 2018. That year, there were 377 such events including 136 live music sessions that were free and
open to the public. Among the many other music related events open to the public were the KEXP
Record Fair, the Songbook author reading series, Mastering the Hustle workshops for artists, City of
Music Career Day, monthly “Flights and Rights” partnership with ACLU, as well as civic related events
such as a Mayoral Forum on Arts and the Environment, a naturalization ceremony in partnership with
ARTvocacy, an ArtsFund event “Setting the Table for More Diverse Nonprofit Boards,” and more.
These live sessions and events are the engine that drives many critical aspects of KEXP’s mission and
business, including donations and business support. Virtually all live performances are recorded for
future use by KEXP, including on YouTube, which serves KEXP’s largest audience with 2.7 million
subscribers and over 1 billion views. The performances are also broadcast on KEXP’s 24-hour FM
signal, broadcast stream and 14-day archive, all of which are available to the public at no cost. The in-
person traffic created by the live sessions and events not only builds momentum for KEXP, but also
sustains the Caffe Vita coffee shop and Light in the Attic Record Shop, KEXP’s subtenants located in
the Gathering Space. If KEXP is required, on account of the Project impacts, to move or curtail these
public events, then all three entities will suffer.

Seattle Children’s Theater

Seattle Children’s Theatre (SCT) offers theatre programs that center on children and youth, with
great attention to the people in their lives — their families, their teachers, and their communities. Since
1975, SCT has produced 274 plays, including 117 world premiere productions, with many of these
works going on to other stages. In 2019-20, Theatre for Young Audiences/USA ranked SCT #1 in the
country as an influencer in developing TYA titles. SCT has served nearly six million people through our
Mainstage, Drama School, and school access programs. These programs create a dynamic entry point to
the arts for many children in the region, inspiring their imaginations, empowering their creativity, and
instilling an appreciation for a diversity of stories and people. Providing access for ALL young people is
of primary importance to SCT. We strive to be inclusive, diverse, and equitable, and to remove any and
all barriers to children’s access. A school field trip to SCT is often the very first live arts experience for
many of our young people. We hold proud the role we play in opening a world of imagination and
possibility to the youth of our region.

Seattle Opera

Since 1963, Seattle Opera is committed to serving the people of the Pacific Northwest through
music, storytelling, and programs for people of all ages, income levels and demographics. Annually,
more than 80,000 attend the company's performances and another 150,000 are served through school
performances, radio broadcasts, and more. We bring opera to life in many ways, offering artistic
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excellence through national and international collaborations. Seattle Opera strives to create an
environment where artists, staff, behind-the-scenes workers, and members of the community feel a
strong connection to the company and to the art of opera. Seattle Opera constructed and in December
2018 opened the $62M Opera Center headquarters adjacent to the McCall Hall performance venue.
The 105,000 square foot building hosts the administrative offices, rehearsal halls, stage crew
workshops, hair/make-up/wardrobe work areas, community program spaces, and a glass-box
performance area. The building also hosts the Classical 98.1 KING-FM radio station headquarters.
Pre-pandemic, Seattle Opera had an operating budget of $25M and annually issued 700 Form W2s to
full and part-time employees, the majority of whom are represented by six collective bargaining units.
Currently, Seattle Opera has 7,000 subscribers, approximately two-thirds of which are over the age of
50, and 90% of whom request parking with their annual subscriptions.

Classical KING FM 98.1

Classical KING FM 98.1 is the primary institution developing new audiences for classical music
and the arts in Seattle, Bellevue, and the Puget Sound Region. In addition to creating programming that
offers everyone in the region an opportunity to make classical music and the arts a part of daily life,
Classical KING FM partners with arts and culture organizations of all size and scope in the region. We
offer broadcast performances of local concerts as well as an opportunity for local musicians to perform
on our signature Friday evening program Northwest Focus LIVE. Teachers and parents use Classical
KING FM to introduce children to classical music, and the station has additional programs to
supplement this important work. Through our popular Instrument Petting Zoos, the annual Young Artist
Awards competition, and other partnerships, KING FM provides support for arts education in the region.
More than 15,000 members are supporters of Classical KING FM, helping to pave the way for a bright
future for the station, and bringing the richness of classical music to diverse audiences in the rapidly
growing Puget Sound Region.

SIFF

For 48 years, SIFF has been creating experiences that bring people together to discover
extraordinary films from around the world. In 2011, SIFF Film Center moved its main offices and
classroom to Seattle Center and built a 90-seat jewel box, state-of-the-art movie theater. The Film
Center at Seattle Center is one of the few independent art-house cinemas remaining in Seattle where
communities can watch independent films together on the big screen, and get a direct connection to the
movie’s director, screenwriter, and actors. SIFF supports underrepresented communities such as
showcasing Indigenous films by and about Native Americans giving a voice to storytelling from
around the world through the universal themes of the environment, social justice, and the human
experience. There is no other film organization in the Pacific Northwest with the depth and breadth of
SIFF. SIFF also owns and operates the three-screen SIFF Uptown Cinema located just off of the
Seattle Center grounds at the corner of Republican and Queen Anne Avenue.

Every year at SIFF (pre-Covid)
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o Seattle International Film Festival showed (2019) over 400 films, from over 80 countries, and
with over 45% women filmmakers

o Engaged over 8500 students in free education programs with filmmakers

e Distributed over 17,000 free tickets to underserved communities

Cornish College of the Arts

Founded in 1914, Cornish College of the Arts is a nationally recognized leader in the study of
visual and performing arts offering undergraduate degrees in Art, Dance, Design, Film, Interior
Architecture, Music, Performance Production, and Theater. The Cornish Playhouse serves as the nerve
center for a wide range of internal curricular and external community base activities related to the
college’s mission. These facilities house classroom, office, studio, rehearsal, public meeting/conference
room, gallery, and scene shop spaces. The Cornish Playhouse is used not only by the college but shared
with other non-profit organizations and the general public as well. Each year 35-40 local non-profit
organizations rely on the Playhouse to produce their events and shows. These are often companies that
do not own their own space and, in some cases, have already been recently displaced due to other
development in the city. Without the Playhouse companies like Whim W’Him Dance Company, Seattle
Musical Theater, Show Tunes, and Theater Anonymous, just to note a few, who would have a nearly
impossible task of finding equivalent space to produce. Even today with the venues in full operation, we
have to turn down dozens of productions due to the limited space and time available. In addition to the
shows, we provide space for groups to gather for meetings, tests, fundraisers, exhibitions and many
more activities that support the creative economy. In the average year we see over 13,000 people engage
at these facilities, not including Folklife and Bumbershoot which average an additional 10,000 audience
members during their time in the Playhouse facilities. If construction activities unfold as currently
proposed, Cornish is deeply concerned with its ability to continue carrying out any or all of the activities
as previously described and the harm such an outcome may cause. The College currently enrolls 500
undergraduates and annually serves more than 300 youth and adult learners through extension
programming. 88% of the College's undergraduates are from the State of Washington, and the majority
of Cornish's alumni remain in the Puget Sound region after graduation, fueling the region's creative
economy.

The Vera Project

The Vera Project is an all-ages nonprofit space dedicated to fostering personal and community
transformation through collaborative, youth-driven engagement in music and art. A music venue, screen
print shop, recording studio, art gallery, educational institution, and safe space for radical self-
expression, VERA is a home to Seattle’s creative community. As of 2022, we annually offer access and
opportunity in the arts to over 35,000 young people, place youth audio engineers and production
workers at every major venue and festival in King County, disburse tens of thousands of dollars in
scholarships, train the next generation of youth community leaders, and feature more young, BIPOC
artists on our stages than anywhere else in town.
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Seattle Rep

Founded in 1963 by local citizens as an investment in a thriving city, Seattle Repertory Theatre
was the very first performing arts institution to be located at Seattle Center. Nearly 60 years later, Seattle
Rep anchors the NW corner of the campus in a two-theater facility that it has occupied continuously
since 1983. Seattle Rep's mission is to collaborate with extraordinary artists to create productions and
programs that reflect and elevate the diverse cultures, perspectives, and life experiences of the Pacific
Northwest. Guided by the values of artistic vitality, sustainability, and generous and inclusive practices,
Seattle Rep's vision is a world where theater sits at the heart of public life, positioning the work on its
stages as a vital source for collective imagination, meaningful conversation, and healthy social debate.
Seattle Rep reaches 150,000 audience members annually (pre-COVID) through its mainstage season,
new play activities, arts engagement work, and Public Works programming. Each production is built
onsite at Seattle Rep by an internal production team of skilled artisans and craftspeople that also
supports other production needs throughout the city. Seattle Rep's resources and reputation attract
theater professionals from across the country and world who are working at the top of their craft, earning
Seattle Rep the 1990 Tony Award for Outstanding Regional Theater (awarded once in a theater's
lifetime), and positioning Seattle Rep as a home for local artists and a national incubator and destination
for great art. Over the course each season, Seattle Rep employs more than 400 individuals, including
upwards of 50 carpenters, seamstresses, and painters.

PNW Ballet

Founded in 1972, Pacific Northwest Ballet (PNB) is one of the largest arts employers in the
Puget Sound region and one of the top professional ballet training institutions in the country. PNB
serves over 200,000 community members each year through mainstage performances, PNB School
classes and productions, partnerships with Bellevue and Seattle Public Schools, dance education,
community education programming, and tours. PNB is a key contributor to the artistic, economic, social,
and cultural vibrancy of Puget Sound and beyond, driven by our guiding principle to inspire, engage,
and educate through dance. While PNB distinguishes itself in the depth and breadth of its educational
efforts, reinforcing its role as a community asset, the entire organization aspires to reflect and engage
citizens in our region’s diverse communities and ensure that all paths in to PNB are welcoming and
inclusive.

MoPOP

Since opening in 2000, the Museum of Pop Culture has used the universal appeal of our content
— be it anything from music, film, and television, to games, sports, and tattoos — to build connections
and spark creativity. Having produced more than 100 exhibitions, reached more than 1 million young
people through our educational programming, and stewarded more than 100,000 artifacts in our
collection, we harness pop culture as a way to make creative expression a life changing force for our
visitors. As a nonprofit institution in Seattle, we proudly showcase the Pacific Northwest’s pop culture
history and empower young people in our community — especially those with limited access to creative
opportunities — to see themselves as tomorrow’s visionaries and risk-takers. We are also an
international destination as a gateway to American cultural heritage having reached more than 11
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million people across six continents. But no matter where you’re from, MoPOP offers experiences that
inspire and connect.

Our comments on the DEIS are as follows:
A. Chapter 2 ALTERNATIVES CONSIDERED
2.1.2.2.3 Downtown Segment

SEPA and NEPA do not require that all reasonable alternatives be studied, but a reasonable
number and range must be studied. WAC 197-11-440(5)(b)(1), (c)(vi). The DEIS provides only two
alternatives for the Seattle Center Station and they are only a block apart. This is an inadequate number
of alternatives given that both Seattle Center Station alternatives have significant impacts. At least one
or two more alternatives including an alternative that serves Seattle center from its south side, should be
included in the DEIS.

B. 2.5.1 Development of DEIS Alternatives

p. 2-79 Evaluation Criteria used for evaluating alternatives do not include consideration of
sensitive receivers which should be a criterion given the large number of sensitive receptors on the north
side of Seattle Center.

comment: Another important failure of the DEIS is to provide adequate information regarding
Alternative DT-2. There is inadequate discussion and analysis of the impacts of this alternative,
particularly regarding access impacts from street closures and noise and vibration impacts.

C. 2.6.2 Typical Construction Activities

p. 2-85 The DEIS notes that dewatering could be needed throughout the project corridor.
However, there is no analysis of what impacts this might have on structures in the vicinity of the
dewatering. '

comment: The NW Rooms experienced cracked floors on account of the dewatering that
occurred in conjunction with the Arena Renovation in 2019. Further analysis of dewatering impacts to
the NW Rooms, Seattle Rep, and Cornish should be conducted.
D. Chapter3 TRANSPORTATION

3.19.4.1 Arterial and Local Street Operations

Table 3-30 summarizes the major construction closures for the Downtown Segment. There are
significant closures noted for the Seattle Center Station construction:
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1. Republican Street Queen Anne Avenue North to Warren Avenue North: Full closure, 5 years
(includes 15- month full closure of intersection at 1st Avenue North);

2. Mercer Street/West Mercer Street Warren Avenue North to 1st Avenue West: Partial closure, 3.5
years; and

3. Harrison Street for construction of the South Lake Union Station.

comment: These are significant impacts to the NWR Occupants, Seattle Rep, Cornish, and the
organizations on the east side of the Seattle Center campus. Republican Street is a critical access point
for the NW Rooms. Republican Street is used extensively by KEXP and The Vera Project for unloading
and loading of equipment used by musicians who perform in their spaces. Collectively, these two
organizations have approximately 600 such performances per year. Loss of this road for five years will
have a significant adverse impact on their ability to fulfill important parts of their missions. Similarly,
construction of the South Lake Union Station will have significant adverse impacts to the Clients on the
east side of Seattle Center.

There will also be closures of August Wilson Way and portions of 2™ Avenue N. for five years
or more as these streets will be used for construction and construction staging. These closures have a
very significant adverse impact to Seattle Rep and Cornish as they use these streets for access and ADA
parking.

Portions of 1% Avenue N. both north and south of Republican Street will also be closed for
construction staging which will further exacerbate impacts to access and loading operations for the
NWR Occupants. Republican and 1% Avenue N. is also where dedicated school bus parking is located
so this closure will limit access to Seattle Center for groups of school children. The parenthetical
reference to the closure of Seattle Republican and 1% Avenue N. intersection does not reflect the
significant disruption to traffic and transit service needing to cross the construction zone.

The cumulative effect of these closures has not been adequately addressed, and the mitigation
suggested for these impacts is totally insufficient. Sound Transit has not analyzed sufficiently
temporary rerouting of traffic needed on account of street closures. The DEIS notes there are alternative
access point to Seattle Center even though such alternatives will not provide the necessary access for the
NWR Occupants, Seattle Rep, or Cornish. Although the closures are “temporary” that temporary period
will last five or more years. Five years is a very long period for these non-profit arts and cultural
organizations to be unable to fulfill their missions.

Besides the impacts to the Clients the DEIS does not detail viable detours that will be required

for the street closures. Moreover, there is no analysis of the resulting levels of service at intersections
that are part of the detour route. Traffic around Seattle Center can be problematic when all streets are
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open, but when key links are closed for significant periods of time, traffic will be incredibly bad and the
DEIS does nothing to evaluate this significant impact.

E. Chapter 4 AFFECTED ENVIRONMENT
4.3.3 Economics

p. 4.3.3-15 The DEIS notes with either alternative, road and lane closures around the Seattle
Center Station would cause increased congestion in the area and could make access to Climate Pledge
Arena and other Seattle Center venues and amenities more difficult. Project construction is not expected
to notably affect attendance at larger events and performances, such as hockey games. However, there
could be effects on event attendance and revenue for smaller non-profit events.

comment: The DEIS is inadequate for failing to quantify more precisely the significant financial
impacts on smaller events and festivals. The impacts noted are more severe than suggested. The street
closures and increased congestion will have a large and potentially devastating effect upon smaller
venues and festivals that may cease to exist on account of the significant financial impact. The
assumption that attendance at larger events such as hockey games will not be notably affected is also not
substantiated. Large events may also suffer a decrease in attendance creating a significant adverse
financial impact.

p. 4.3.3-15 The DEIS notes with Preferred Alternative DT-1, the closure of 2nd Avenue North
and August Wilson Way during construction could affect access for maintenance and event vehicles in
this area.

comment: The DEIS is inadequate for failing to note the closures of Republican Street, and 1%
Avenue N. The cumulative effect of these street closures will have a significant impact on the Clients
due to lack of access by delivery vehicles and vehicles bringing performers and their equipment to the
NW Rooms, Seattle Rep, and Cornish.

p. 4.3.3-15 The DEIS notes that during construction, Sound Transit would coordinate with
Seattle Center to minimize impacts to events on the campus and to permanent tenants. Impacts to freight
mobility and access would be minimal and are described in Section 3.19.4.6, Freight and Mobility
Access, in Chapter 3.

comment: The DEIS is inadequate for failing to recognize the significance of the impacts caused
by the street closures required for Preferred Alternative DT-1. The construction impacts will have a
large detrimental impact on attendance for organizations that have struggled with holding events and
getting patrons to attend during the two plus years of COVID-19 pandemic.

p. 4.3.3-18 The DEIS notes that construction might cause adverse impacts on businesses due to

reduced access or general construction activity. Mitigation measures presented in Chapter 3 and Section
4.3.1 and in Section 4.3.5, Visual and Aesthetics, and Section 4.3.7, Noise and Vibration, would
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minimize these impacts. Construction management plans would be developed to address the needs of
businesses and could include, but are not limited to, seven specified measures.

comment: The proposed mitigation measures are inadequate if vehicles, performing artists and
their equipment, and viewers cannot get to the NW Rooms, Seattle Rep, and Cornish. The Clients are
being surrounded by a significant construction zone for five or more years which will cause significant
adverse economic impacts to the Clients.

4.3.4 Social Resources, Community Facilities, and Neighborhoods

p- 4.3.4-9 The DEIS notes that Seattle Center is a publicly owned recreational area, arts hub, and
tourist destination, attracting over 12 million annual visitors. It is home to roughly 30 arts and cultural
organizations and hosts thousands of events annually, including several of Seattle's largest signature
community events and festivals. Seattle Center also functions as an emergency shelter when needed.

comment: The DEIS is inadequate for failing to account adequately for the significant adverse
social impacts that will result from construction of a station on the Seattle Center Campus and the
consequent inability of Seattle Center to accommodate the many events that depend on access to the
venues and the inability of the venues to function due to construction impacts. The DEIS needs to
recognize the arts, science, and sports “ecosystem” that exists at Seattle Center and how the loss of one
or two organizations can cause the entire to ecosystem to potentially fail.

p. 4.3.4-23 The DEIS notes that Cornish Playhouse, Seattle Repertory Theatre, The Vera Project,
the Seattle International Film Festival Film Center, and KEXP radio station and recording studio facility
may be affected by construction noise or vibration. Construction would also temporarily prevent access
along 2nd Avenue North (now a pedestrian walkway within Seattle Center and used by Seattle Center
maintenance and event vehicles) and impact access to Seattle Center in this location. Construction of
Alternative DT-2 could also have vibration or ground borne noise impacts on the Seattle Repertory
Theatre, Seattle Opera and KING FM, and McCaw Hall.

comment: The DEIS is inadequate for failing to consider the other significant impacts from
closing Republican Street, August Wilson Way, and 1% Avenue N.; for providing inadequate disclosure
of the noise and vibration impacts to the Clients; and for failing to disclose the potential loss of events
and festivals for five or more years during construction, a significant adverse social impact. The impact
on youth and education as field trips by school children become infeasible due to construction impacts is
also ignored by the DEIS.

F. 4.3.6 Air Quality
4.3.6.6 Mitigation Measures
The DEIS states the air pollutant and greenhouse gas emissions analyses demonstrated that no

substantial air quality impacts are expected to occur during the operation and construction of the project;
therefore, no mitigation measures would be required.
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This statement of no air quality impacts is a gross oversimplification of the facts. The NWR
Occupants, Seattle Rep, and Cornish are essentially going to be existing in a construction site with
station construction occurring on one side of them and construction staging occurring on Warren
Avenue and 1% Avenue N. Exhaust emissions from construction equipment and dust from the excavation
and construction will significantly impact air quality for these organizations. Increased dust is
problematic for SIFF’s projection equipment and screens, for the sound equipment at KEXP and the
Vera Project, for Climate Pledge Arena’s sophisticated audio-visual system, and for the throats and
lungs of vocalists and dancers who perform for Seattle Opera, PNW Ballet, Seattle Rep, Cornish, and
the other arts groups that utilize McCall Hall, Seattle Rep theaters, and Cornish Playhouse.

G. 4.3.7 Noise and Vibration

Table 4.3.7-2 of the DEIS notes that the Clients’ buildings are Category 1 and Special Building
Vibration-Sensitive Receivers.

comment: Noise and vibration impacts, particularly during construction, are significant adverse
impacts to the Clients. These are all arts and cultural organizations that require a quiet environment and
feature live performances with music, dance, theater, and recording sessions. They are all Category 1
and Special Building receivers. Exhibits A and B to this letter are noise and vibration analyses
performed by Landau Associates for KEXP and Seattle Rep, respectively, detailing the significant
noise/vibration impacts to be experienced by the NWR Occupants, Seattle Rep, and Cornish as a result
of construction of the Preferred Alternative DT-1 and Alternative DT-2.

_ p. 4.3.7-12 The DEIS states the Preferred Alternative DT-1 would have vibration impacts at
Seattle Center Category 1 special buildings including KEXP radio station, Seattle Repertory Theatre, the
Seattle International Film Festival (SIFF) Film Center, and The Vera Project.

comment: The DEIS fails to include Cornish, MoPOP, and SIFF Uptown Theater among the
impacted buildings. MoPOP’s building is almost exclusively a steel structure, which has a high
possibility of amplifying ground vibrations throughout and suffering negative impacts to the integrity of
the building’s features and artifacts.

4.3.7.4.1 Noise

p. 4.3.7-17 The DEIS notes the cut-and-cover construction of the Seattle Center Station for
Preferred Alternative DT-1 would likely result in noise impacts at the NW Rooms at Seattle Center,
which house several noise-sensitive spaces including KEXP, the Vera Project, the SIFF Film Center,
and the A/NT Art Gallery. The construction noise would also impact spaces in the north end of Seattle
Center, including Seattle Rep and Cornish. Cut-and cover construction of the Seattle Center Station for
Alternative DT-2 could result in noise impacts at the Seattle Repertory Theatre and Cornish Playhouse.
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comment: 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.

4.3.7.4.2 Vibration

Table 4.3.7-9. Groundborne Noise and Vibration Impacts at Category 1 and Special Buildings
During Construction — Ballard Link Extension Sensitive Receiver Alternatives with Impact
This table fails to include Pacific Northwest Ballet and SIFF Uptown Theater.

p. 4.3.7-21 The DEIS states, that where construction would be in close proximity to sensitive
Category 1 performance or recording spaces, Sound Transit would work with the venue to coordinate
periods of the loudest construction noise around their events. If the loudest work could not be scheduled
around performances, Sound Transit would coordinate with the venue regarding modifications to their
facility or temporary relocation.
comment: Given that the most affected Clients operate during the day and the evening, rescheduling is
not likely to be feasible. This is especially so for Seattle Children’s Theater and other Clients who
provide events for school children during the day Monday through Friday. Similarly, modifying their
facilities is not likely to be successful given the proximity of the noise and vibration, literally next to
their building walls. Based on the Landau data and the FTA thresholds in the DEIS, tenants of the NW
Rooms will face construction noise and vibration impacts that will likely make ordinary course
operations impossible. For example, the ambient noise level in the KEXP Audio Edit 2 studio, as
measured by Landau, is 24 dBA, which lines up with the applicable FTA threshold of 25 dBA for this
space. The DEIS contemplates ground borne noise levels from tunneling at 42 dBA, a very perceptible
18-dBA increase over ambient levels. This increase would be perceived as approximately 3.5 times
louder than ambient levels and the applicable FTA threshold. Similar impacts are anticipated from
airborne noise generated from surface construction north of the building. Landau anticipates that ground
borne noise impacts from Republican Street demolition and below-grade slurry wall demolition may be
even higher, although the DEIS does not provide an estimate of these impacts. The DEIS statement that
NW Rooms tenants "may" be required to relocate during construction should read "will likely be
required to relocate."

Thus, due to the expected significant impacts from road closures and construction noise and
vibration, temporary relocation will likely be required if the Preferred Alternative DT-1 Seattle Center
Station location remains the preferred one. However, temporary relocation may not be possible for the
Clients. These arts and cultural organizations have very specialized spaces and finding a replacement
space in Seattle may not be possible. This could result in the permanent loss of those organizations.
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H. 4.3.11 Geology and Soils
4.3.11.4.3 Groundwater

p. 4.3.11-8 As noted above, the DEIS notes that high groundwater levels make soils less stable
during excavation and could also require dewatering during construction. Dewatering would likely be
needed during construction of all Downtown Stations: Midtown, Westlake, Denny, South Lake Union,
and Seattle Center. Saturated soils could flow when disturbed and increase the potential for volume loss
and settlement.

comment: This was substantiated during the renovation of the Arena when KEXP experienced
cracked floors. The DEIS states no mitigation is required. This is an inadequate response. The NW
Rooms is a Seattle landmark, is over 60 years old, and deserves further analysis and protection from this
potentially significant impact.

I 4.3.16 Historic and Archeological Resources

Table 4.3.16-5. Effects to Built Environment Historic Properties: Downtown Segment
p. 4.3.16-30 This table states for Survey Number 1396a the International Commerce and Industry
Building, which is another name for the NW Rooms, is Adversely Affected with the Preferred
Alternative DT-1 due to Construction Disruption and Permanent Proximity Effects.

comment: The DEIS fails to note Cornish Playhouse is eligible for listing in the National
Historic Register and the International Plaza in front to the NW Rooms is landmarked. Moreover, no
mitigation is proposed for these significant adverse impacts. Evaluation of appropriate and feasible
mitigation should be done.

p. 228, Appendix N.5 The DEIS notes that one historic property, the NW Rooms, would be
adversely affected due to construction impacts. The north fagade canopy would be removed during
construction and rebuilt after construction. Overall, Preferred Alternative DT-1 would diminish the
building’s integrity of materials, setting, and feeling.

comment: The DEIS is inadequate for providing no explanation of the duration, nature or
severity of the diminished integrity and not providing appropriate mitigation. As an important historical
structure with a landmark designation, the buildings' integrity should not be diminished.

J. 4.3.17 Parks and Recreational Resources

p. 4.3.17-10 The DEIS notes Figure 4.3.17-6 shows the permanent impacts to this resource from
Alternative DT-1, which would permanently impact Seattle Center for a Seattle Center Station entrance.
The entrance would be on the east side of the Seattle Repertory Theatre and could remove the southern
exit to the Seattle Repertory Theatre, as well as landscaping, which includes Donnelly Garden and
Theater Commons. Views of the International Fountain and the Space Needle from the Seattle Repertory
Theatre lobby could be blocked by the station entrance. The station would be primarily under
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Republican Street but would extend to the south under the NW Rooms. Potential vibration impacts
during operation are discussed in Section 4.3.7, Noise and Vibration. Alternative DT-2 could require a
small area of underground easement on the northwest corner of the Seattle Repertory Theatre, but this
would not affect the current use of this property.

comment: The DEIS is inadequate for failing to include removal of exceptional trees along
August Wilson Way as a permanent impact, discuss the loss of approximately half an acre of open
space, or mention the loss of space to accommodate the festivals at Seattle Center.

p. 4.3.17-19 The DEIS notes that Figure 4.3.17-6 shows the temporary construction impacts to
this resource from the Downtown Segment alternatives. Preferred Alternative DT-1 would have
temporary impacts to Seattle Center for construction of a Seattle Center Station entrance for up to 6
years, plus time for park restoration. Construction activities and staging would occur for this cut-and-
cover station entrance in front of the Seattle Repertory Theatre, in a landscaped area known as Donnelly
Garden and Theater Commons.

comment: The DEIS is inadequate for failing to provide any mitigation for these impacts.
Alternative construction techniques such as mining to create the station should be evaluated.

p. 4.3.17-19 The DEIS notes that cut-and-cover construction would also occur on Republican
Street, east of 1st Avenue North, to the north of the Northwest Rooms. The Northwest Rooms house
KEXP radio station, the Vera Project, and the Seattle International Film Festival Film Center. These
facilities in the NW Rooms are expected to continue to operate during construction, but temporary
relocation may also be considered due to noise and vibration impacts.

comment: The DEIS is inadequate for failing to consider alternative construction techniques
such as mining to construct he station. The suggestion that the residents of the NW Rooms could
relocate is not sufficient mitigation as there may not be suitable space that can accommodate all the
functions provided in the NW Rooms.

p. 4.3.17-19 The DEIS notes that access from Mercer Street to August Wilson Way on the east
side of the Seattle Repertory Theatre (2nd Avenue North) would be closed during construction, but other
access points exist to the west and east along Mercer Street. This would affect non-motorized access as
well as campus maintenance and delivery access that uses this roadway. It is expected the theatre would
maintain operation during construction, accessible from the main entrance off Mercer Street. Access to
Seattle Center from the west along Republican Street and August Wilson Way would also be closed, but
access farther south at the current Climate Pledge Arena and Thomas Street would be maintained.
Seattle Center events and activities are expected to be able to continue during construction. Mature trees
along August Wilson Way that are designated as Exceptional Trees by the City would be removed for
construction. New landscaping would be provided after construction in coordination with the City of
Seattle and Seattle Center. Public artwork at 2nd Avenue North and August Wilson Way would also be
removed during construction but would be replaced following construction. Sound Transit would
coordinate with Seattle Center during final design regarding construction phasing and timing for work

{04536026.D0CX;3 }



WSBLE Draft Environmental Impact Statement Comments
April 27, 2022
Page 14

on and near the campus to minimize the construction impacts described above on events at the campus
as well as permanent campus tenants.

comment: The DEIS is inadequate for providing inadequate mitigation for significant
construction impacts. Loss of access is a significant operational impact for arts and cultural
organizations who must move equipment and materials in and out of their performance spaces.
Providing new landscaping is insufficient mitigation for the loss of exceptional trees. While coordination
is appreciated, it is not mitigation for the significant impacts that cannot be avoided.

p. 4.3.17-20 The DEIS notes that Alternative DT-2 would require partial closure of Mercer
Street for 3.5 years, between Warren Avenue North and 1st Avenue North, for construction of the
Seattle Center Station, which would affect access to the north side of Seattle Center from Mercer Street.
Closure of Mercer Street would affect traffic in this area and could make passenger and vehicle access to
parking and event loading areas for Seattle Center more difficult. Sound Transit would coordinate with
the Seattle Center for road closures during construction in order to minimize impacts on access.
comment: The DEIS is inadequate for noting the impacts but providing inadequate mitigation.
Coordination will not ameliorate the impacts. In addition, the conceptual drawing of the Mercer station
shown in Appendix J, Drawing B11-ASP700 shows cut-and-cover disrupting one additional block and
two major intersections of Mercer (Mercer and Queen Anne, and Mercer and 15 Ave W) for a scissors
cross-over. Which is accurate, the drawing, or the text of the DEIS?

K. 4.3.18 Section 4(f) Summary

Under Section 4(f) of the United States Transportation Act of 1966, 49 U.S.C. 303(c), the FTA
cannot approve the “use” of a Section 4(f) resource unless it determines that:

e There is no feasible and prudent avoidance alternative to the use of land from the property; and
the action includes all possible planning to minimize harm to the property resulting from such
use; or

e The use of the property, including any measure(s) to minimize harm (such as any avoidance,
minimization, mitigation, or enhancement measures) committed to by the applicant, will have a
de minimis impact on the property.

Table 4.3.18-4 In this table the DEIS states that the Preferred Alternative DT-1 will have de
minimis impact on the Seattle Center and Alternative DT-2 will have no use/temporary
occupancy of Seattle Center.

comment: There is certainly a feasible and prudent avoidance alternative and the action has not
included all possible planning to minimize harm to the property, so the first finding cannot be made. The
DEIS concludes, however, there is a de minimis impact in order to satisfy the second finding. This
conclusion is clearly wrong. The impacts of constructing a light rail station in the location proposed for
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Preferred Alternative DT-1 are significant. Open space will be lost permanently. Festival space will be
lost permanently. The Donnelly Garde and Theater Commons as well as the beautiful mature
exceptional trees along August Wilson Way will be lost permanently. Construction of the proposed
station also may result in the loss of valuable arts and cultural organizations for five or more years, and
they may or may not return. Such impacts are not de minimis. The Section 4(f) analysis is incorrect and
inadequate.

L. Failure to Provide Timely Information to Decision Makers.

The DEIS is also inadequate because it fails to provide adequate information to decision makers
by the time alignment and station locations are to be recommended by the Sound Transit Board in June
of 2022. This inadequacy is all the more striking because the Sound Transit Board will be acting
contrary to the requirements of WAC 197-11-070 by taking action that will limit the choice of
reasonable alternatives prior to the issuance of the Final EIS.

Conclusion

The DEIS has not adequately analyzed the significant adverse environmental impacts associated
with putting the Seattle Center Station at the location proposed in Preferred alternative DT-1. The
significant impacts that will be created for the arts and cultural organizations in close proximity to the
proposed station are enormous and cannot be mitigated without relocation of the organizations which
creates other issues because adequate spaces do not exist in Seattle. Yet the organizations are put into a
purgatory where they do not know whether the construction impacts can be mitigated or whether they
need to relocate owing mostly to the construction methods not being finalized for a couple of years after
the Sound Transit Board selects a proposed route. The DEIS does not discuss this very possible
occurrence which in turn could lead to the permanent loss of valuable arts and cultural organizations.
The only logical solution is to place the Seattle Center Station at a location other than that shown for
Preferred Alternative DT-1.

Thank you for the opportunity to comment on the DEIS. If you have any questions regarding the
foregoing comments, please contact the undersigned.

Sincerely,

Donald E. Marcy
dmarcy@cairncross.com
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CC:

Jane Zalutsky, Executive Director Seattle Center Foundation
Brenda Barnes, CEO Classical KING FM 98.1

Raymond Tymas-Jones, President Cornish College of the Arts
Jeffrey Henmann, Managing Director Seattle Repertory Theater
Clare Hausman, Sr. Director Strategic Initiatives, Seattle Children’s Theater
Tom Mara, Executive Director KEXP

Christina Scheppelmann, General Director Seattle Opera

Ellen Walker, Executive Director Pacific Northwest Ballet

Jason Clackley, Program Manager The Vera Project

Alexis Lee, Executive Director MoPOP

David Cornfield, Board Member Seattle International Film Festival

{04536026.DOCX;3 }



EXHIBIT A

April 26, 2022

KEXP
472 1%t Avenue N
Seattle, WA 98109

Attn: Jamie Alls
Transmitted via email to: jalls@kexp.org

Re: Sound Transit WSBLE DEIS Review for KEXP
Seattle, Washington
Project No. 2055001.010

Dear Jamie:

At the request of KEXP, Landau Associates, Inc. (Landau) prepared this summary of our assessment of
the noise and vibration sections of the Sound Transit West Seattle and Ballard Link Extensions
(WSBLE) Draft Environmental Impact Statement (DEIS).

Landau understands that KEXP has concerns regarding the proposed WSBLE project, specifically the
preferred alternative Downtown-1 (DT-1) alighment that includes the Seattle Center Station. The
station would be located immediately adjacent to the north of KEXP. Specific to this letter report,
Landau understands that KEXP is concerned that construction and operation of DT-1 may result in
noise and vibration impacts that could inhibit the use of some facilities within KEXP, such as for
recording and live broadcasts.

KEXP has retained Landau noise and vibration expert consultants to review the DEIS and provide
comment on the document’s accuracy and completeness regarding assessment of noise and vibration
impact. Further, Landau has been asked to provide additional supporting information as needed to

inform this review.

This letter report summarizes Landau’s assessment of the DEIS noise and vibration section and
technical appendix as it relates to the potential for impact to KEXP, and includes a summary of our
findings, a list of documents that were reviewed, and a detailed review of selected chapters of the
DEIS.

Summary

Landau finds the assumptions and methods used by Sound Transit to analyze noise and vibration
impacts to be reasonably correct. However, Landau finds some elements of the WSBLE DEIS analysis
to be incomplete and/or incorrect. These missing or incorrect analysis elements result in an
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incomplete assessment of noise and vibration impacts and mitigation. The key findings of this review

include:

City of Seattle (City) noise limits are not applied in the construction noise impact section when
determining the potential for noise impacts and whether additional mitigation is warranted.

There are missing receptors, including the Northwest Plaza, an outdoor use area between
KEXP and the Climate Pledge Arena.

The noise limit used for the KEXP Mastering Suite (now Production 1 and 2) is incorrect.
The assessment of airborne noise impacts during construction is incomplete.

An assessment of mitigation measures is required for expected airborne noise impacts at
KEXP.

Additional assessments of groundborne noise and vibration mitigation measures from
construction are warranted to fully address impacts from preferred alternative DT-1.

Station construction methods for DT-1 include breaking a slurry wall with a hoe ram, a
potential major source of groundborne noise and vibration that was not evaluated.

Operational groundborne noise impacts warrant additional assessment of proposed high-
resilience fasteners as mitigation for DT-1.

Landau’s assessment focused on the DT-1 alignment identified in the WSBLE DEIS. Downtown-2 (DT-2)
is located sufficiently far from KEXP facilities that impacts from construction and operation of DT-2 are
unlikely at KEXP.

Review Documents

Landau reviewed the following documents in support of the assessment:

Sound Transit and Federal Transit Administration’s (FTA’s) WSBLE DEIS, Chapter 4.2.7: Noise
and Vibration (pp. 4.2.7-1 to 4.2.7-23) (USDOT et al. 2022a)

Sound Transit and FTA’s WSBLE DEIS, Appendix N.3: Noise and Vibration Technical Report
(USDOT et al. 2022b)

Sound Transit and FTA’s WSBLE DEIS, Attachment N.3A: Noise Measurement Data, Site
Details, and Photographs

Sound Transit and FTA’s WSBLE DEIS, Attachment N.3B: Vibration Measurement Site
Photographs

Sound Transit and FTA’s WSBLE DEIS, Attachment N.3C: Vibration Propagation Measurement
Results

Sound Transit and FTA’s WSBLE DEIS, Attachment N.3D: Maps of Noise Impact Assessment
Sound Transit and FTA’s WSBLE DEIS, Attachment N.3E: Maps of Vibration Impact Assessment
Sound Transit and FTA’s WSBLE DEIS, Attachment N.3F: Tables of Noise Predictions

Sound Transit and FTA’s WSBLE DEIS, Attachment N.3G: Tables of Vibration Predictions
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e Sound Transit and FTA’s WSBLE DEIS, Attachment N.3H: Vibration Analysis of Category 1 Land
Uses and Special Buildings

e FTA’s Transit Noise and Vibration Impact Assessment Manual (FTA Guidance Manual; FTA
2018)

e Sound Transit’s Design Criteria Manual, Revision 5, Amendment 11 (Sound Transit 2021).

Review Format

The following review of the DEIS has been organized by the chapters in DEIS Appendix N.3. The
headings in the follow review therefore represent the chapter numbers in DEIS Appendix N.3.

Landau’s assessment focused on chapters in the WSBLE DEIS that are relevant to the assessment of
noise and vibration impacts at KEXP from DT-1. Headings that begin with “Chapter” refer to the
corresponding chapter in WSBLE DEIS Appendix N.3: Noise and Vibration Technical Report (USDOT et
al. 2022b).

Chapter 3: Noise and Vibration Impact Criteria

The WSBLE DEIS applies the noise and vibration impact criteria established for transit projects
according to the Federal Transit Administration (FTA) Transit Noise and Vibration Impact Assessment
Manual (FTA 2018). Sound Transit is a public transit authority that receives federal funding to support
its projects. Landau finds the use of the FTA criteria to be appropriate for assessment of noise and
vibration impacts from this project.

WSBLE DEIS Appendix N.3, Chapter 3.1.3 identifies the City noise criteria, as established in Chapter
25.08 of the Seattle Municipal Code (SMC). SMC noise limits are applicable during daytime and
nighttime hours for various source and receiving “Districts.” Further, SMC 25.08 includes sound level
limits that apply specifically to construction. Landau finds the DEIS interpretation of the City’s noise
criteria to be correct.

Landau finds that the assessment does not identify impacts relative to the City’s noise criteria. That is,
the assessment is focused only on FTA criteria (that are applicable) and on whether construction or
operation would meet FTA criteria. The assessment refers to the required compliance with City
construction noise limits in WSBLE DEIS Appendix N.3, Chapter 7, Construction Noise Mitigation

(p. 7-16), but not when evaluating the potential for noise impacts throughout Seattle Center. Because
City construction noise limits apply to this project, the noise assessment should consider whether
construction noise is expected to meet these limits. If the project cannot meet these limits, sufficient
noise mitigation measures should be required; otherwise, alternative construction methods should be
explored.
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Chapter 4: Noise and Vibration Impact Analysis Assumptions and
Methods

WSBLE DEIS Appendix N.3, Chapter 4 summarizes the analysis assumptions and the methods for
assessment of noise and vibration impacts. This chapter reviews multiple elements that are
considered when predicting noise and vibration emissions from light rail projects and includes results
of vibration propagation testing and discusses noise and vibration measurements made by Sound
Transit to support the noise and vibration impact assessment. Landau finds the impact analysis
assumptions and methods to be reasonably correct.

Chapter 6: Impact Assessment

The following summarizes Landau’s review of the WSBLE DEIS impact assessment of DT-1, including
airborne noise from construction and groundborne noise and vibration from construction and
operation, as received at KEXP. The Station Area Below Grade figure on p. 3 of the KEXP Sound Transit
Construction Impact, April 26, 2022 presentation (KEXP Presentation; Attachment 1) provides an area
map that shows the location of KEXP relative to the location of DT-1, including the rail alignment,
station platform, and construction area extents, as well as nearby Seattle Center resident
organizations and facilities.

Noise and Vibration Limits

WSBLE DEIS Appendix N.3, Chapter 6.4 (p. 6-63) indicates that noise and vibration from construction,
including tunneling (cutterhead and supply train) and surface construction, were compared to the
same FTA operational noise limits “because this can be a relatively long-term activity.” Landau agrees
with this determination.

Landau notes that the noise limits in WSBLE DEIS Appendix N.3 are generally correct for most resident
organizations within the Seattle Center. However, a required adjustment and an omission were noted
for KEXP, as summarized below.

Noise and Vibration Limits - Adjustments

Landau notes that adjustments to the operational (and construction) groundborne noise and vibration
limits at the Mastering Suite within KEXP are warranted following measurements by Landau staff and
review of the noise- and vibration-sensitive nature of this space. That is, because the Mastering Suite
(now Production 1 and Production 2) is used for audio recording, a noise limit of 30 A-weighted
decibels (dBA), as provided in the DEIS, is not appropriate. An adjusted noise limit to 25 dBA aligns
with the FTA criteria for a “Recording Studio.”

A summary of the recommended adjustments to the groundborne noise and vibration limits, including
a rationale for the adjustments, is provided in Table 1 below.
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Table 1: DEIS Appendix N.3 KEXP Noise and Vibration Limit Adjustments

DEIS Limits for

Operation and Recommended Adjustments
Construction (a) to DEIS Limits (b)
Noise Vibration Vibration Notes
KEXP Space (dBA) (vdB) Noise (dBA) (vdB) Justification for Adjusted Limits
Mastering Suite 30 72 25 dBA 65 VdB Noise limit is appropriate as

“Recording Studio” per FTA
Guidance Manual, confirmed
through Landau measurements.

(a) Sound Transit WSBLE DEIS Appendix N.3, Attachment N.3H, Tables 8-2 and 8-3.
(b) Based on use of Mastering Suite (Production 1 and 2) as an audio recording space.
dBA = A-weighted decibels

VdB = vibration decibels

Noise and Vibration - Missing Sensitive Receivers

Landau finds that WSBLE DEIS Appendix N.3 omits the International Plaza, also known as the
Northwest Courtyards. The International Plaza is a hardscape area between the Northwest Rooms and
Climate Pledge Arena. Northwest Courtyards will be used by KEXP to host future outdoor
performances. This area also includes the historic DuPen Fountain, a popular family recreation spot in

the summer, and is used heavily during campus events and festivals.

The International Plaza is likely to be impacted by DT-1 construction noise and is classified as an FTA
Category 1 noise-sensitive receiver. FTA defines Category 1 receivers as “Land where quiet is an
essential element of its intended purpose. Example land uses include preserved land for serenity and
quiet, outdoor amphitheaters and concert pavilions, and national historic landmarks with
considerable outdoor use.” A summary of the missing noise-sensitive receiver is provided in Table 2

below.

Table 2: DEIS Appendix N.3 Missing KEXP Noise and Vibration Sensitive Receiver

Suggested Noise and Vibration Potential Source(s) of Noise
Omitted Facility Limits Summary of Use or Vibration Impact (b)

Recreational
International Plaza FTA Category 1 Noise Limits (a) Outdoor Use Area, DT-1 Surface Construction
Concerts

(a) Outdoor use areas at Seattle Center are subject to FTA noise limits for a Category 1 receiver. Applicable noise limits
are based on ambient levels; the City of Seattle construction noise limits identified in the Seattle Municipal Code (SMC)
Chapter 25.08 also apply.

(b) Potential for impact may be due to activities identified in this table and may also include activities not identified here.
A complete assessment is required.
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Chapter 6.2: Construction Noise Impacts

The construction noise impact assessment (i.e., airborne noise) was completed using the methods
described in the FTA Guidance Manual.

Chapters 6.2.1.5 (Tunneling) and 6.2.1.6 (Cut-and-Cover)

WSBLE DEIS Appendix N.3, Chapter 6.2.1.5 summarizes surface-level construction noise that would
occur in support of tunneling operations; WSBLE DEIS Appendix N.3, Chapter 6.2.1.6 summarizes
surface-level construction noise that would occur in support of cut-and-cover station construction.

As identified in WSBLE DEIS Appendix N.3, Table 6-30, the location of the cut-and-cover construction
area for DT-1 could be as near as 8 feet from KEXP. Therefore, noise from excavation of the cut-and-
cover station would be near enough to result in potential impact to operations at KEXP.

WSBLE DEIS Appendix N.3, Chapter 6.2.1.5 identifies the use of excavators and backhoes for portal
and shaft excavation, and of trucks and loaders for transporting spoils. In addition, WSBLE DEIS
Appendix N.3, Chapter 6.2.1.5 identifies ventilation fans that “would likely run continuously to provide
fresh air to construction crews working inside the tunnel.” For cut-and-cover construction, Chapter
6.2.1.6 identifies haul trucks and vibratory rollers as the loudest sources of construction noise, “over
88 dBA at 50 feet.”

Landau finds that the DEIS does not fully evaluate the potential for impact from surface noise
construction of stations or station entrances. Specifically, the following activities (i.e., sources of
surface construction noise) were either not identified in the DEIS or additional information is
required.

Tunnel Exhaust Fans

DEIS Chapter 6.2.1.5 states that “Ventilation fans would likely run continuously to provide fresh air to
construction crews working inside the tunnel”. Further, the DEIS states that “sound levels near the
tunnel portals may be over 86 dBA at 50 feet from construction activities”. DEIS Chapter 2.6.6, p 2-88
states that “fans could run for 24 hours a day and could be audible at tunnel portals, stations, or

access locations.”

Given the high volume of air required to maintain fresh air for construction workers, and the
proximity of KEXP to the station and potentially to the tunnel portals, additional information is
required to fully identify noise impacts from exhaust fans.

Truck Haul Routes

DEIS Chapter 2.6.6 (p. 2-88) states, “truck hauling would require a loading area, staging space for
trucks awaiting loading, and provisions to prevent tracking soil on public streets. Truck haul routes
and trucking hours would require approval by the City of Seattle. Surface hauling could occur at night
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during off-peak traffic periods or could be concentrated during the day to minimize noise in
noise-sensitive areas.” Table 7-1 of the FTA Guidance Manual (p. 176) identifies a sound level for haul
trucks of 84 dBA at 50 feet.

The DEIS does not include assessment of noise from haul trucks. Noise from haul trucks includes
engine idling during loading, travel to and from loading locations, and banging noise when trucks drive
over uneven or unsecured surfaces that are often found at and near construction sites. Airborne noise
from haul trucks collecting and moving spoils away from the DT-1 station, located very near KEXP,
could represent major sources of noise.

As indicated in the DEIS, haul trucks may operate during daytime or nighttime hours, depending on
the permitted hours of hauling. KEXP operates noise-sensitive recording spaces 24 hours per day, and
therefore impacts from truck hauling may impact KEXP during any hour of the day or night.

Construction Staging Areas

Noise from construction staging areas was not evaluated in the DEIS. Airborne noise from equipment
moving within and to/from staging areas could represent a major source of airborne noise during
construction.

Given the potential near proximity of KEXP to construction staging areas, an assessment of noise
impact from staging areas should be completed.

Cut and Cover Construction

WSBLE DEIS Appendix N.3, Chapter 6.2 (p. 6-30) identifies construction activities that would produce
the highest levels of airborne construction noise and includes tunneling and cut-and-cover station
construction proposed for preferred alternative DT-1, which would occur immediately adjacent to
KEXP. Landau finds this section to be incomplete based on predicted levels of construction noise.

Appendix N.3, Table 6-8 (p. 6-31) of the WSBLE DEIS provides a range of sound levels, referenced to
50 feet, that are anticipated from tunneling and cut-and-cover construction. Sound levels are based
on the FTA Guidance Manual. As identified in Table 6-30 (p. 6-70), and as illustrated in DEIS Drawing
B11-ASX102, construction activities could occur as near as 8 feet from KEXP. Table 3 below identifies
noise levels from construction summarized in DEIS Table 6-8, and calculates sound levels at 50 feet, 15
feet, and 8 feet from construction equipment. Distance adjustments are based on noise propagation
from a stationary source at +6 dBA per halving of distance to the source.
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Table 3: Surface Construction Airborne Noise Equipment and Sound Levels

Sound Level Sound Level Sound Level
at 50 feet at 15 feet at 8 feet Leq

Construction Activity (a) Construction Equipment (a) Leq (dBA) (a)  Leq (dBA) (b) (dBA) (b)
Tunneling Excavators, backhoes, haul trucks, loaders 84 to 86 94 to 96 100 to 102
Cut-and-C'over Station E.xcavators, backhoes, haul trucks, loaders, 84 t0 88 96 to 99 102 to 104
Construction vibratory rollers

(a) Sound Transit WSBLE DEIS Appendix N.3, Table 6-8.
(b) Calculated using standard adjustment for distance from a point source: SPL2 = SPL1 + 20*Log(D1/D2).

Leq = equivalent sound pressure level

WSBLE DEIS Appendix N.3 does not include a detailed assessment of noise from tunneling and
cut-and-cover construction. Rather, WSBLE DEIS Appendix N.3, Chapter 6.2.3.2, p. 6-38 indicates that
cut-and-cover construction of DT-1 “would likely result in airborne construction noise impacts at
Northwest Rooms at Seattle Center, which house several noise-sensitive spaces including KEXP, the
Vera Project, the SIFF Film Center, and the A/NT Art Gallery. The construction noise would also impact
spaces in the north end of the Seattle Center including Seattle Repertory Theatre (Seattle Rep) and
Cornish Playhouse.”

As noted in Table 3, for alternative DT-1, airborne noise levels from tunneling and cut-and-cover
station construction could reach up to 104 dBA at the building facade of KEXP. The SMC sound level
limits for construction, as correctly noted in WSBLE DEIS Appendix N.3, Table 3-4 (p. 3-7), is 85 dBA for
a commercial district noise source affecting a commercial district receiving property, with shorter-
duration increases permitted for impact-type equipment. This limit would apply to noise received at
KEXP from DT-1 construction. Predicted sound levels from construction therefore could well exceed
City sound level limits at KEXP when equipment operates within approximately 50 feet of the building
facade.

Noise reductions provided by the building envelope of KEXP (i.e., transmission loss, or “TL,” provided
by building construction materials) are not identified in the DEIS. Therefore, measurements were
made at KEXP in February 2022 by Landau staff members to document interior/exterior reductions in
noise provided by the building’s north wall (i.e., TL). The findings suggest that the building provides
approximately 61 dBA exterior-interior reduction in noise. Therefore, for sound levels at the exterior
facade that are 104 dBA, interior levels from exterior construction equipment could be up to 43 dBA.
As summarized below and in DEIS Appendix N.3, Chapter 6.3, the applicable sound level limits for
noise-sensitive recording spaces within KEXP is 25 dBA. Noise from construction could reach up to 18
dBA over applicable interior sound level limits. The DEIS does not quantify the potential for impacts at
interior recording spaces at KEXP; additional detail regarding mitigation measures is provided later in
this report, in the section covering Chapter 6.4.2. Surface Construction Vibration Impacts.
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Table 4 summarizes expected increases over ambient noise levels at rooms along the north facade of
the KEXP facility. Increases are based on surface construction noise reaching 43 dBA inside the north
facade of KEXP due to exterior noise levels that are up to 104 dBA; ambient noise levels are based on
measurements made by Landau staff in December 2021 (see Figure 1). Reductions through the north
wall facade of KEXP are based on Landau’s measured exterior-interior reduction of 61 dBA.

Table 4. KEXP Surface Construction Airborne Noise Impacts (DT-1)

DT-1 Construction Noise

KEXP Room
Along North Landau Ambient Noise Noise Level Inside North Facade Increase Over Existing Ambient
Wall Measurement (a) of KEXP (dBA) (b) Interior Level (dBA)
DJ2 37 43 6
Audio Edit 2 30 43 13
Production 1 27 43 16
Production 2 27 43 16
Video Edit 2 24 43 19
Video Control 43 43 0
Room

(a) Ambient measurements taken by Landau Associates staff on December 21, 2021. See Figure 1 (attached).
(b) Based on exterior sound level of 104 dBA and reduction of 61 dBA through KEXP north facade.

The Construction Noise — Multiple Years figure on p. 6 of the KEXP Presentation (Attachment 1) shows
the potential noise impact to KEXP as a “heat map,” highlighting potential impact from airborne
construction noise during station construction for DT-1. As summarized in Table 4 and shown on the
Construction Noise — Multiple Years figure on p. 6 of the KEXP Presentation (Attachment 1), airborne
noise from construction is expected to be up to 19 dBA over existing ambient interior sound levels at
KEXP along the north facade (at Video Edit 2), including up to 16 dBA over existing ambient levels at
audio recording spaces, including Production 1 and Production 2. Actual increases may be higher or
lower and will depend on the sound frequencies of exterior source of construction noise.

It is noted in WSBLE DEIS Appendix N.3, Chapter 6.2.3.2, p. 6-38 that “the loudest construction phase
is expected to be near the beginning of construction during the cutting and removal of the existing
street, which would likely include the use of impact equipment such as jackhammers or hoe rams.”
Landau notes that during other phases construction noise levels may be lower. Note that the ranges
of sound levels provided in Table 4, and estimates of impacts provided in Table 5, are based on the
FTA reference sound levels for excavators, backhoes, haul trucks, loaders, and vibratory rollers.
Therefore, reference sound levels in Table 4 do not represent the loudest noises that could occur from
use of jackhammers and hoe rams, and actual noise impacts during the initial phases are likely to be
higher than is predicted in Table 4.
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Landau finds that airborne noise impacts from DT-1 station construction, including during the initial
phases of demolition work and during ongoing use of heavy machinery, is likely to adversely impact
the use of these spaces.

Impact Noise

As indicated above, the loudest construction phase would likely include the use of impact equipment
such as jackhammers or hoe rams. WSBLE DEIS Appendix N.3, Chapter 3.1.3 correctly summarizes the
City construction criteria. Specifically, this section notes that impact noises, such as those noises
generated by jackhammers and hoe rams, will be limited to the daytime hours of 8 a.m.to 5 p.m.
weekdays and 9 a.m. to 5 p.m. weekends. The Final Environmental Impact Statement (FEIS) and
subsequent construction management plans should include consideration of timing restrictions for
these types of impact noises.

Northwest Courtyard

In addition to the above assessment of impact at interior recording spaces within KEXP, noise impacts
from airborne construction may occur within the Northwest Courtyard, located between KEXP and the
Climate Pledge Arena. The Northwest Courtyard is used as a public gathering space and is also
expected to be used for KEXP live performances. Noise from surface construction propagating through
the breezeway between KEXP and Vera Project may result in sound levels that impact the ability of
KEXP to stage a live performance at the Northwest Courtyard.

Chapter 6.3: Operational Vibration Impacts

The operational vibration section of WSBLE DEIS Appendix N.3 includes predicted impacts from both
vibration and groundborne noise during operation of the proposed WSBLE project. WSBLE DEIS
Appendix N.3, Tables 6-13 (p. 6-51) and 6-14 (p. 6-53) identify operational groundborne noise and
vibration impacts for DT-1 and DT-2, respectively.

The results in WSBLE DEIS Appendix N.3, Table 6-13 (and in WSBLE DEIS Appendix N.3, Attachment
N.3H, Table 8-2) indicate that during operation of DT-1, KEXP would likely experience groundborne
levels of up to 32 dBA at DJ2 and up to 35 dBA at the Mastering Suite. At DJ2 this level is a 7-dBA
increase over the applicable limit; at the Mastering Suite this level is 10 dBA over the corrected limit
of 25 dBA for a recording studio (see Table 1).

Landau finds that additional information and/or corrections are required to evaluate completely the
potential for operational vibration and groundborne noise impacts to KEXP. The following summarizes
these findings.

Groundborne Noise Limits

DEIS Appendix N.3, Table 6-13 (p. 6-51) and 6-14 (p. 6-53) identifies groundborne noise limits for
KEXP. As indicated in these tables, a limit of 25 dBA applies to the KEXP DJ booth, and as documented
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in Attachment N.3H, this limit also applies to the studio (live performance room) and audio edit room.
As noted, the limit applied for the Mastering Suite (Production 1 and 2) is incorrectly listed at 30 dBA
and should be 25 dBA, similar to other recording spaces and per FTA criteria.

Revised Assessment of Operational Groundborne Noise Impact

Landau conducted ambient measurements to further validate the limits established in the DEIS and
evaluate further potential for operation noise impacts at spaces within KEXP (see Figure 1). Note that
Landau also conducted ambient vibration measurements of these same spaces (see Figure 2).
Included in Table 5 is a summary of the DEIS operational noise limits and results of measurements
made within each space at KEXP. Also included for reference are measurements made in support of
the DEIS, as documented in WSBLE DEIS Appendix N.3, Attachment N.3H, Table 8-1.

With the noted exception of the Mastering Suite (Production 1 and 2), the limits established in the
DEIS are appropriate and highlight the need for mitigation of light rail operation. Note however that
DEIS Appendix N.3, Tables 6-13 and 6-14, should include an expanded assessment to include a
complete list of spaces within KEXP.

The final column of Table 5 below identifies the potential increase over existing ambient noise levels
during operation of DT-1.
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Table 5. KEXP Noise Limits, Ambient Noise Levels, and Operational Noise Levels

Sound Level (dBA)

Landau Ambient Increase over
DEIS Noise DEIS Ambient Noise DEIS Operational Ambient Levels

KEXP Room Limit (a) Measurement (b) Measurement (c) Noise Level (d) (e)
DJ1 25 - 38 26 0
DJ 2 25 33 37 32 0
Audio Edit 1 25 29 28 32 4
Audio Edit 2 25 - 30 32 2
Production A 30 (f) - 27 35 8
Production B 30 (f) - 27 35 8
Video Edit 1 30 - 25 32 7
Video Edit 2 30 - 24 32 8
Control Room 30 - 36 26 0
Live Room 25 28 28 26 0
Video Control 30 - 43 32 0

Room

(a) Sound Transit WSBLE DEIS Appendix N.3, Attachment N.3H, Table 8-2. For DJ2, Audio Edit 1, Production 1, Video Edit
1 and 2, Control Room and Video Control Room, sound level limits are based on use of similar spaces within KEXP as
defined in the DEIS.

(b) Ambient measurements summarized in Sound Transit WSBLE DEIS Appendix N.3, Attachment N.3H, Table 8-1.
(c) Ambient measurements taken by Landau staff on December 21, 2021. See Figure 1.

(d) Sound Transit WSBLE DEIS Appendix N.3, Attachment N.3H, Table 8-2. For DJ2, Audio Edit 1, Production A, Video Edit
1 and 2, Control Room and Video Control Room, predicted levels are based on impacts at spaces with similar
setbacks within KEXP.

(e) Increase based on DEIS predicted noise levels over Landau-measured ambient noise levels.

(f) DEIS noise limit is incorrect for Production 1 and 2. Should be 25 dBA based on use as recording spaces.

To further illustrate the results in Table 5, the Ongoing Light Rail Operational Groundborne Noise
figure on p. 8 of the KEXP Presentation (Attachment 1) provides a noise “heat map” that shows
operational noise impacts by room within KEXP, based on predicted DEIS operational noise over
ambient levels measured by Landau.

Train Speed

As summarized in DEIS Appendix N.3, Table 6-13 (p. 6-51) and 6-14 (p. 6-53) light rail train speeds
were assessed as part of the calculation of groundborne noise and vibration. It is noted that there are
inconsistencies or potentially errors that warrant further clarification.

For preferred alternative DT-1, the train speed through the Seattle Center campus is assumed to be
45 mph at all receivers except at KEXP, where speeds would be 55 mph and at the Seattle Rep and
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Vera, where it would be 30 mph. The DEIS does not provide an explanation for the discrepancy in rail
speeds. It understood that rail speeds would slow when trains were arriving at the station and would
increase when trains were departing. However, at KEXP DJ2, the nearest section of rail is at the
station itself, where trains would be driving at slow speeds or stopped, and would not likely be
traveling 55 mph. Additional clarification and analysis is needed to ensure that train speed
calculations are correct, and that resulting operational groundborne noise impacts from rail operation
are correct.

For the DT-2 alternative, the train speed through the Seattle Center campus is 45 mph at all receivers
except at the KEXP DJ booth, where is identified at 30 mph. Although impacts are not expected at
KEXP from DJ2, the discrepancy in train speeds suggests that additional analysis may be warranted to
ensure that the effect of rail speed has been adequately addressed.

Chapter 6.4: Construction Vibration Impacts

WSBLE DEIS Appendix N.3, Table 6-25 (p. 6-65) summarizes vibration impacts from construction. Table
6-25 identifies a predicted supply train vibration level of 69 vibration decibels (VdB) at KEXP, with a
limit of 64 VdB, an exceedance of vibration thresholds at KEXP by 4 VdB. Further, predicted vibration
from operation of the supply train and cutterhead (69 VdB and 60 VdB, respectively) would exceed
ambient vibration levels at each space within KEXP (see ambient vibration measurements made by
Landau in Figure 2).

WSBLE DEIS Appendix N.3, Table 6-27 predicts groundborne noise impacts at KEXP during tunneling,
both with the cutterhead and supply train. Predicted groundborne noise levels would reach 42 dBA
with the supply train and 38 dBA during use of the cutterhead, representing increases over the
25-dBA groundborne noise limit of 17-dBA and 13-dBA, respectively.

Table 8 below summarizes predicted tunneling groundborne noise emissions at each space within
KEXP and compares these predictions with existing ambient conditions, as documented by Landau
through noise measurements that were made in December 2021.
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Table 6. KEXP Tunneling Groundborne Noise Increases of Existing Ambient Noise Levels, DT-1

DT-1 Tunneling — Cutterhead DT-1 Tunneling — Supply Train
Landau
Ambient Noise Increase Over Increase Over
Measurement Noise Level (dBA)  Existing Ambient  Noise Level (dBA)  Existing Ambient
KEXP Room (a) (b) (dBA) (b) (dBA)

DJ1 38 38 0 42 4
DJ 2 37 38 1 42 5
Audio Edit 1 28 38 10 42 14
Audio Edit 2 30 38 8 42 12
Production 1 27 38 11 42 15
Production 2 27 38 11 42 15
Video Edit 1 25 38 13 42 17
Video Edit 2 24 38 14 42 18
Control Room 36 38 2 42 6
Live Room 28 38 10 42 14
Video Control 43 38 0 42 0

Room

(a) Ambient measurements taken by Landau staff on December 21, 2021. See Figure 1.
(b) Sound Transit WSBLE DEIS Appendix N.3, Table 6-27.

As summarized in Table 6, predicted groundborne noise levels from tunneling, including from the
cutterhead and supply train, were compared to existing ambient sound levels. The results suggest
high levels of impact at most spaces within KEXP for DT-1. The biggest impacts to KEXP recording
spaces are at Production 1 and 2, where groundborne tunneling noise is predicted to be up to 11 dBA
over ambient conditions during construction with the cutterhead, and 15 dBA over ambient
conditions during use of the supply train. Similar increases would occur at Audio Edit 1. Increases at
this level would be clearly audible and discernible and may inhibit use of KEXP’s audio recording
facilities with low-frequency “rumbling” noise.

Mitigation is addressed later in this letter report, including the effectiveness of rubber tires on supply
train vehicles. However, it is worth noting here that mitigation of supply train vehicles is strongly
recommended to minimize potential for impact to KEXP. That is, that rubber tires should be required
for the supply trains during tunneling given the high levels of groundborne noise anticipated at KEXP
and the long duration of tunneling activity (multiple years).

To further illustrate the results in Table 6, the Tunneling Groundborne Noise figure on p. 7 of the KEXP
Presentation (Attachment 1) provides a noise “heat map” that shows tunneling groundborne noise
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impacts by room within KEXP, based on predicted DEIS operational noise over ambient levels
measured by Landau.

Tunneling Equipment

WSBLE DEIS Appendix N.3, Section 6.4.1.2 and Table 6-26 (p. 6-66) identify equipment that would
generate the highest levels of vibration during tunneling, including the boring machine cutterhead,
thrust-jack retraction, and supply trains with steel wheels and jointed tracks.

In the footnote of Table 6-27 (p. 6-67), the WSBLE DEIS states, “The predicted levels for the thrust-jack
are more than 5 dB below the impact threshold for all sensitive receivers.” Groundborne noise
predictions for thrust jack retraction are not provided in the WSBLE DEIS. However, Table 6-26

(p. 6-66) provides a range of sound levels of 13 to 29 dBA, as measured between 0 and 200 feet from
thrust-jack operation. The range in sound levels for supply trains with steel wheels and jointed tracks
is 24 to 28 dBA. While the median level of groundborne noise for supply trains is clearly higher than
for thrust jack retraction, there is a potential for thrust jack retraction to generate groundborne noise
levels that are as high as supply trains, according to the data provided in Table 6-26. The potential for
groundborne noise impact is further increased when the limits for KEXP are adjusted (i.e., lowered).

A more detailed assessment should be conducted that further evaluates the potential for
groundborne noise and vibration impact from thrust jack retraction.

Chapter 6.4.2. Surface Construction Vibration Impacts

WSBLE DEIS Appendix N.3, Table 6-29, p. 6-70, identifies distances for impact to Special Buildings
during surface construction. The minimum distance for the least sensitive spaces (i.e., Vibration
Criteria A, or V.C.-A) is greater than would be realized at KEXP for the equipment identified in this
table. For example, the minimum distance for potential impact from a bulldozer under the V.C.-A
curve is 125 feet, and the nearest distance to Special Buildings located near surface construction areas
(i.e., KEXP) is 8 feet, as documented in Table 6-29.

WSBLE DEIS Appendix N.3, Chapter 6.4.2.2, p. 6-70 states that “surface construction vibration has not
been assessed for Category 1 or special-use buildings near tunnel alignments. However, vibration
from surface construction may be of concern if these buildings are close to the tunnel portals or
station construction. These activities should be assessed in the Construction Vibration Control Plan.”

Given the degree of impact that may occur from surface vibration during construction (see WSBLE
DEIS Appendix N.3, Tables 6-29 and 6-30) and given the need to understand if effective mitigation of
these impacts is feasible, a more detailed assessment of potential impacts and proposed mitigation
should be included in a supplemental DEIS study, in lieu of requiring future assessments only through
a control plan. Specifically, for cut-and-cover station excavation, in addition to the potential for usage
impacts to tenants of the Northwest Rooms, an additional assessment should be completed that
evaluates the potential for structural damage to the KEXP building.
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Slurry Wall Demolition

The south wall of the DT-1 station design includes a diagonal portion that would extend underneath
the Northwest Rooms, including underneath most of northern side of the KEXP building. A profile view
of the station is provided on WSBLE DEIS Appendix J, Drawing B11-ASX102. Landau understands,
through ongoing workshops hosted by Sound Transit during the WSBLE DEIS review period, that the
southern wall of the DT-1 station would be constructed first as a vertical slurry wall, and then widened
below grade toward the south to provide sufficient width for a station platform. Further, Landau
understands that construction methods to expand the station footprint include breaking large
portions of the slurry wall with a hoe ram. An illustration of how this construction activity may occur is
provided in figures from the KEXP Presentation [Section A — Slurry Wall Demo (p. 4) and Perspective —
Slurry Wall Demo (p. 5); Attachment 1].

The WSBLE DEIS does not include a review of impacts that are specific to the breaking of the slurry
wall. However, demolition of this wall would occur very near Seattle Center resident organizations,
including KEXP. It is anticipated that high levels of vibration would be emitted during use of the hoe
ram, and impacts from this activity were not considered or included in the DEIS. Given the likely
lengthy construction schedule (up to a year or more), there is a high potential for substantial impacts
to KEXP during this phase of construction.

In addition to the use of a hoe ram, excavation of materials behind the slurry wall and directly
underneath KEXP may result in additional vibration and groundborne noise impacts to multiple spaces
within this facility.

Chapter 7: Noise and Vibration Mitigation Measures
Chapter 7.2: Construction Noise Mitigation

DEIS Appendix N.3, Chapter 7.2 (p. 7-16) identifies standard mitigation measures for construction
noise. The following summarizes mitigation measures that were not included but should be
considered:

General Construction Equipment

Loud construction equipment operating within the cut-and-cover construction area could operate as
near as 8 feet from the KEXP building. As summarized above, estimated sound levels at the KEXP
building could reach 104 dBA, and accounting for measured 61 dBA transmission loss through the
building, could reach up to 43 dBA at interior spaces, potentially impacting recording operations
within KEXP.

Mitigation measures summarized in the DEIS are effective strategies to reduce construction noise but
do not specifically target the KEXP building and the potential for impacts therein.
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Mitigation measures could include administrative controls, scheduling the noisiest activities during
times that would be less likely to interfere with KEXP operations, including interior operations and
outdoor performances within the Northwest Plaza. In addition, a noise barrier should be installed
along the north wall of KEXP to provide additional shielding from construction equipment. A well-
placed barrier of sufficient density (mass) and tall enough to break line-of-sight between the KEXP
building and Northwest Plaza and construction equipment, could be effective at reducing noise
emissions by 5 to 10 dBA or more. While this would not remove entirely the potential for impact at
KEXP, it could reduce the degree of impact, especially if implemented in conjunction with other
mitigation measures. Noise barriers should be required as part of the project’s Construction Noise
Control Plan.

Tunnel Ventilation Fans

Ventilation fans will be required to provide fresh air to crew within the tunnel and could operate 24-
hours per day. The location of the fans is not yet defined but could be located very near to KEXP,
including adjacent to the north wall, near noise-sensitive recording spaces. Due to the low-frequency
noise generated by such fans, mitigation may be required to ensure fan noise at KEXP does not result
in impacts to interior recording spaces or during outdoor performances at the Northwest Plaza.

Potential mitigation measures could include quieter fan models, strategic placement of fans, silencers,
barriers, or other measures. Further, the EIS should include specific language within the Construction
Noise Control Plan regarding exhaust fan noise.

Haul Trucks

Noise from idling and movement of haul trucks during construction, as well as noises from driving
over uneven or unsecured surfaces, may result in impacts at noise-sensitive recording spaces within
KEXP. Haul truck routes are not yet defined; however, an assessment should be completed to
determine if mitigation of noise from haul trucks is warranted.

Further, the FEIS should include specific language within the Construction Noise and Vibration Control
Plan regarding permitted haul routes that minimize the potential for impact to KEXP.

Staging Areas

Mitigation of staging area noise should be included in an updated noise impact assessment. Mitigation
measures could include the strategic location of staging areas to minimize noise impacts, noise
barriers, and other measures as defined in WSBLE DEIS Appendix N.3, Chapter 7.

Chapter 7.3: Operational Vibration Mitigation

Operational groundborne noise impacts are predicted at KEXP to be 32 dBA, 7 dBA over the limit at
noise-sensitive recording spaces (see DEIS Appendix N.3, Attachment N.3H, Table 8-2, p. 8-21). DEIS
Appendix N.3, Chapter 7.3.2.2 (p. 7-26) provides DT-1 operational groundborne noise and vibration
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mitigation measures that would mitigate impacts at “recording studios and performances spaces in
Seattle Center” (Chapter 7.3.2.2., p. 7-26). Included are high-resilience fasteners along 900 feet of
new track between construction alignment stations 79+00 and 88+00.

The FTA 2018 Design Manual, in Table 6-11 (p. 140) states that high-resilience fasteners can achieve 5
dB of reduction in groundborne noise from tracks at frequencies above 40 hertz(Hz). As stated in DEIS
Appendix N.3, Attachment N.3H, Chapter 8.4, p. 8-20, “Because Sound Transit expects at least 5
decibels of reduction from the tunnel structure that is not included in the prediction model, no
additional mitigation measures beyond high-resilience fasteners are proposed.”

If the above-noted Sound Transit expectation is true, groundborne noise impacts from tunnel
operation would be mitigated. However, without additional predictive modeling to confirm, there is
not clear evidence provided in the DEIS that supports Sound Tpreransit’s position. Quantitative
assessment of proposed mitigation suggests that groundborne noise impacts would likely occur at
KEXP even with high-resilience fasteners. Therefore, additional assessment is needed to confirm that
operational groundborne noise impacts would not occur at KEXP with the use of high-resilience
fasteners and additional mitigation provided by the tunnel structure.

Chapter 7.4: Construction Vibration Mitigation
Chapter 7.4.1: Potential Surface Construction Vibration Mitigation

DEIS Appendix N.3, Chapter 7.4.1 (p. 7-31) identifies surface vibration mitigation measures that
include pre-construction surveys, construction timing, equipment locations, continuous vibration
monitoring, and alternative construction methods. The following summarizes mitigation measures

that are not included.

Construction Vibration Control Plan

As noted in Chapter 6.4.2.2 (p. 6-70) of the WSBLE DEIS Appendix N.3, “surface construction vibration
has not been assessed for Category 1 or special-use buildings near tunnel alignments, However,
vibration from surface construction may be of concern if these buildings are close to the tunnel
portals or station construction. These activities should be assessed in the Construction Vibration
Control Plan.”

Construction vibration measures should be updated once a more detailed assessment of surface
vibration measures is completed, to support a Construction Vibration Control Plan. Given the high
potential for surface vibration impact during construction, mitigation of surface vibration will be
critical to KEXP.

Slurry Wall Demolition

As indicated, the DEIS does not include detailed assessment of the potential for vibration impacts
from demolition of the slurry wall underneath KEXP. It is expected that both vibration and
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groundborne noise impacts would occur at KEXP as a result of the slurry wall demolition, and
therefore mitigation measures should be clearly evaluated and provided in the Construction Vibration
Control Plan.

Chapter 7.4.2: Potential Tunneling Vibration Mitigation

DEIS Appendix N.3, Chapter 7.4.2 (p. 7-32) identifies mitigation measures to reduce the potential for
vibration and groundborne noise impact during tunneling. The following summarize key elements of
this review.

Supply Train

Details provided in WSBLE DEIS Appendix N.3, Chapter 7.4.2 are focused on mitigating vibration from
the supply train, including reduced supply train speeds, smooth running surfaces, reduced gaps
between rail sections, adding rubber pads between ties, and using rubber tires on supply trains.
Specifically, WSBLE DEIS Appendix N.3, Chapter 7.4.2, p. 7-32 suggests that rubber tires on supply
trains could provide effective mitigation of vibration and groundborne noise at frequencies above

10 Hz.

As noted in WSBLE DEIS Appendix N.3, Table 6-27 (p. 6-67), groundborne noise from unmitigated
supply trains could result in noise levels inside KEXP that are up to 42 dBA, exceeding the 25-dBA
recording studio noise limit by 17 dBA. Mitigation of noise from supply trains in the vicinity of KEXP is
warranted.

Given the high level of impact that may occur due to the supply trains at multiple noise-sensitive
Seattle Center facilities and resident organizations, and that predictive modeling has not been
completed to fully evaluate the mitigating effect of rubber tires on supply trains, the Construction
Vibration Control Plan should be supported by a detailed assessment of rubber tires on supply trains,
including an assessment of impacts and mitigation effectiveness at KEXP. The assessment should
evaluate whether impacts to each of the spaces within KEXP are effectively mitigated to below
ambient levels.

Thrust Jack

As indicated, mitigation of vibration from thrust jacks may be warranted through slower retraction of
the jacks. A mitigation assessment of thrust jacks should be completed once a more detailed
assessment of the potential for impact from this activity is completed. If necessary, mitigation
measures should be included in the Construction Vibration Control Plan.

Cutterhead

As stated in WSBLE DEIS Appendix N.3, Chapter 7.4.2, p. 7-32, it is not possible to mitigate vibration
from the tunneling cutterhead. However, as stated, mitigation can be achieved through vibration
monitoring and coordination with Category 1 and special use buildings (i.e., KEXP). The Construction
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Vibration Control Plan should specify locations to be monitored at KEXP, including the number of
monitors and duration of monitoring, as well as the established thresholds above which action is
taken. Also, the Plan should include clear direction for the General Contractor to coordinate with KEXP
so that noise-sensitive events can be schedule accordingly.

*k ok ok ok ok

If you have you any questions or comments regarding the information provided in this letter report,
please contact the undersigned.

LANDAU ASSOCIATES, INC.

Kevin Warner
Principal

Kristen Wallace
Principal
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Attachments
Figure 1: Chart of Landau Ambient Noise Measurements at KEXP
Figure 2: Chart of Landau Ambient Vibration Measurements at KEXP

Attachment 1: KEXP Sound Transit Construction Impact, April 26, 2022
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EXHIBIT B

April 26, 2022
Seattle Rep

P.O. Box 900923
155 Mercer Street
Seattle, WA 98109

Attn: Jeffrey Herrmann

Transmitted via email to: jeff.herrmann@seattlerep.org

Re: Sound Transit WSBLE DEIS Review for Seattle Repertory Theater
Seattle, Washington
Landau Project No. 2063001.010

Dear Jeff:

At the request of Seattle Repertory Theatre (Seattle Rep), Landau Associates, Inc. (Landau) prepared
this summary of our assessment of the noise and vibration sections of the Sound Transit West Seattle
and Ballard Link Extensions (WSBLE) Draft Environmental Impact Statement (DEIS).

Seattle Rep is located at Seattle Center and contains two main theaters: the 696-seat Bagley Wright
Theater and the 282-seat Leo Kreielsheimer (Leo K.) Theater. Seattle Rep also houses additional
rehearsal spaces, including the Poncho Forum (also used for performances) and the Leo K. Theater
rehearsal space, set, prop, paint, and costume shops, administrative offices, and extensive lobby areas
for the general public.

Seattle Rep has retained Landau noise and vibration expert consultants to review the WSBLE DEIS and
provide comment on the document’s accuracy and completeness regarding assessment of noise and
vibration impacts.

This letter report summarizes Landau’s assessment of the WSBLE DEIS as it relates to the potential for
noise and vibration impact to Seattle Rep, and includes a summary of findings, a list of documents
that were reviewed, and a detailed review of selected chapters of the DEIS.

Summary

Landau finds the assumptions and methods used by Sound Transit to analyze noise and vibration
impacts to be reasonably correct. However, Landau finds some elements of the WSBLE DEIS analysis
to be incomplete and/or incorrect. These missing or incorrect analysis elements result in an
incomplete assessment of noise and vibration impacts and mitigation. The key findings of this review
include:

e City of Seattle (City) noise limits are not applied in the noise impact section when determining
the potential for construction noise impacts and whether additional mitigation is warranted.
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Edits to the document are required to adjust noise and vibration limits for sensitive spaces
within Seattle Rep; these adjustments will result in higher levels of impact at some sensitive
receivers.

There are missing receptors, including the Leo K. Rehearsal space and the Poncho Forum,
which are sensitive spaces within Seattle Rep.

The assessment of airborne noise impacts during construction is incomplete.

An assessment of mitigation measures is required for expected airborne noise impacts at
Seattle Rep.

Additional assessments of groundborne noise and vibration impacts from construction are
warranted to fully address potential impacts from both Downtown-1 (DT-1) and DT-2.

Additional assessments of groundborne noise and vibration mitigation measures from
construction are warranted to fully address impacts from both DT-1 and DT-2.

The surface construction vibration impact and mitigation assessment is incomplete.

Station construction methods for DT-1 include breaking a slurry wall with a hoe ram, a
potential major source of groundborne noise and vibration that was not evaluated.

East Station Entrances would be located immediately adjacent to Seattle Rep; groundborne
noise, vibration, and surface noise impacts from construction are not fully evaluated.

Operational groundborne noise impacts warrant additional mitigation for DT-1 beyond
high-resilience fasteners and beyond the linear extents identified in the DEIS.

Review Documents

Landau reviewed the following documents in support of the assessment:

Sound Transit and Federal Transit Administration’s (FTA’s) WSBLE DEIS, Chapter 4.2.7: Noise
and Vibration (pp. 4.2.7-1 to 4.2.7-23) (USDOT et al. 2022a)

Sound Transit and FTA’s WSBLE DEIS, Appendix N.3: Noise and Vibration Technical Report
(USDOT et al. 2022b)

Sound Transit and FTA’s WSBLE DEIS, Attachment N.3A: Noise Measurement Data, Site
Details, and Photographs

Sound Transit and FTA’s WSBLE DEIS, Attachment N.3B: Vibration Measurement Site
Photographs

Sound Transit and FTA’s WSBLE DEIS, Attachment N.3C: Vibration Propagation Measurement
Results

Sound Transit and FTA’s WSBLE DEIS, Attachment N.3D: Maps of Noise Impact Assessment
Sound Transit and FTA’s WSBLE, Attachment N.3E: Maps of Vibration Impact Assessment
Sound Transit and FTA’s WSBLE DEIS, Attachment N.3F: Tables of Noise Predictions

Sound Transit and FTA’s WSBLE DEIS, Attachment N.3G: Tables of Vibration Predictions

Sound Transit and FTA’s WSBLE DEIS, Attachment N.3H: Vibration Analysis of Category 1 Land
Uses and Special Buildings
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e FTA’s Transit Noise and Vibration Impact Assessment Manual (FTA Guidance Manual; FTA
2018)

e Sound Transit’s Design Criteria Manual, Revision 5, Amendment 11 (Sound Transit 2021).

Review Format

Landau’s assessment focused on chapters in the WSBLE DEIS that are relevant to the assessment of
noise and vibration impacts from DT-1 and DT-2. Headings that begin with “Chapter” refer to the
corresponding chapter in WSBLE DEIS Appendix N.3: Noise and Vibration Technical Report (USDOT et
al. 2022b).

Chapter 3: Noise and Vibration Impact Criteria

The WSBLE DEIS applies the noise and vibration impact criteria established for transit projects
according to the FTA Guidance Manual. Sound Transit is a public transit authority that receives federal
funding to support its projects. Landau finds that the use of the FTA criteria is appropriate for the
assessment of noise and vibration impacts from this project. However, as detailed below, the FTA
noise and vibration limits that were applied to some sensitive receiving spaces were incorrect.

WSBLE DEIS Appendix N.3, Chapter 3.1.3 identifies the City noise criteria, as established in Chapter
25.08 of the Seattle Municipal Code (SMC). SMC noise limits are applicable during daytime and
nighttime hours for various source and receiving “Districts.” Further, SMC 25.08 includes sound level
limits that apply specifically to construction. Landau finds the DEIS interpretation of the City’s noise
criteria to be correct.

Landau finds that the assessment does not identify impacts relative to the City’s noise criteria. That is,
the assessment is focused only on FTA criteria (that are applicable) and whether construction or
operation would meet FTA criteria. The assessment refers to the required compliance with City
construction noise limits in WSBLE DEIS Appendix N.3, Chapter 7, Construction Noise Mitigation (p. 7-
16), but not when evaluating the potential for noise impacts throughout Seattle Center. Because City
construction noise limits apply to this project, the noise assessment should consider whether
construction noise is expected to meet these limits. If the project cannot meet these limits, sufficient
noise mitigation measures should be required; otherwise, alternative construction methods should be
explored.

Chapter 4: Noise and Vibration Impact Analysis Assumptions and
Methods

WSBLE DEIS Appendix N.3, Chapter 4 summarizes the analysis assumptions and the methods for
assessment of noise and vibration impacts. This chapter reviews multiple elements that are
considered when predicting noise and vibration emissions from light rail projects and includes results
of vibration propagation testing and discusses noise and vibration measurements made by Sound
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Transit to support the noise and vibration impact assessment. Landau finds the impact analysis
assumptions and methods to be reasonably correct.

Chapter 6: Impact Assessment

The following summarizes Landau’s review of the WSBLE DEIS impact assessment of DT-1 and DT-2,
including airborne noise from construction and groundborne noise and vibration from construction
and operation, as received at Seattle Rep. Figure 1, a map of Seattle Rep within the Seattle Center
campus, illustrates the locations of DT-1 and DT-2, including rail alignments, stations, and station
entrances, as well as nearby Seattle Center resident organizations, facilities, and outdoor areas.

Noise and Vibration Limits

WSBLE DEIS Appendix N.3, Chapter 6.4 (p. 6-63) indicates that noise and vibration from construction,
including tunneling (cutterhead and supply train) and surface construction were compared to the
same FTA operational noise limits “because this can be a relatively long-term activity.” Landau agrees
with this determination and notes that the noise limits in WSBLE DEIS Appendix N.3 contain errors
and omissions for spaces within Seattle Rep. Table 1 summarizes the noise and vibration limits applied
for each space, highlighting the errors that require correction or further assessment. The list of noise
and vibration limits for Seattle Rep sensitive spaces was compiled from WSBLE DEIS Appendix N.3,
Attachment N.3H, Tables 7-2 and 7-3.

Noise and Vibration Limits - Corrections

WSBLE DEIS Appendix N.3, Section 6.3, Tables 6-13 and 6-14 identify operational groundborne noise
and vibration limits for DT-1 and DT-2, respectively. For Seattle Rep, the operational groundborne
noise and vibration limits were expanded to consider different rooms within the facility as shown in
Tables 7-2 and 7-3 in WSBLE DEIS Appendix N.3, Attachment N.3H. For example, in Table 6-13 Seattle
Rep is identified as “Seattle Repertory Leo K. Theatre.” In Attachment N.3H, Table 7-2, Seattle Rep
spaces include the Leo K. and the Bagley Wright Theaters.

Landau notes that adjustments to some Seattle Rep noise limits, as documented in the DEIS, are
warranted following measurements by Landau staff and review of the noise- and vibration-sensitive
nature of selected spaces. That is, for many spaces within Seattle Rep, a quiet environment is
germane to their use. Noise intrusion, such as low-frequency groundborne noise “rumbling” from
nearby surface construction, tunneling, and rail operations, may negatively affect Seattle Rep’s use
and audience experience. Vibration impacts, even at low levels, can affect the stability of Seattle Rep’s
suspended lighting systems (i.e., vibrations may cause suspending lighting systems to sway).

A summary of the recommended adjustments to the groundborne noise and vibration limits, including
a justification for the adjustment, is provided below in Table 1. Additional detail is provided in the text
after this table. Graphical illustrations of noise and vibration measurements made at spaces within
Seattle Rep are provided on Figures 2 and 3, respectively.
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Table 1: Summary of Noise and Vibration Limit Corrections

Corrections

Limits for Operation (Source of Adjusted
and Construction (a) Limits) (b)
Noise Vibration Noise Vibration Notes
Resident Organization (dBA) (vdB) (dBA) (vdB) Justification for Adjusted Limits
Seattle Rep Bagley 35 72 -- 65 VdB Vibration limit is appropriate for “Concert
Wright Theater Hall” per FTA Guidance Manual. DEIS
noise limit appropriate, confirmed
through DEIS and Landau measurements
Seattle Rep 35 72 25 dBA 65 VdB Noise and vibration limits are appropriate
Leo K. Theater for “Concert Hall” per FTA Guidance
Manual, confirmed through Landau
measurements

(a) Sound Transit WSBLE DEIS Appendix N.3, Attachment N.3H, Tables 7-2 and 7-3.
(b) Based on measurements made by Landau staff for Seattle Rep in early 2022.
dBA = A-weighted decibels

VdB = vibration decibels

Measurements at the Leo K. Theater by Landau staff in January 2022 suggest that a more appropriate
limit is 25 dBA, aligning with FTA criteria for a “Concert Hall.”
the DEIS and documented in WSBLE DEIS Appendix N.3, Attachment N.3H, Table 7-1 (p. 7-3) was

30 dBA for the Leo K. Theater (which is still 5 dBA lower than what was applied in Tables 6-13 and

6-14), the average ambient measurement by Landau was 26 dBA (see Figure 5) and align with the

Although the measurement made for

suggested adjustment to a limit of 25 dBA. Further, Landau notes that Seattle Rep’s experience during
construction of the Climate Pledge Arena indicates that the Leo K. Theater is highly sensitive to
groundborne noise intrusion due to the very low ambient noise levels within the theater and the
sensitive use of this space (i.e., unamplified performances).

Similarly, the vibration limit at Seattle Rep is identified as 72 VdB in DEIS Attachment N.3, Tables 6-13
and 6-14. A more appropriate limit for Seattle Rep, including both the Leo K. and Bagley Wright
Theaters, is 65 VdB, which also aligns with FTA criteria for a “Concert Hall.” In addition to
groundborne noise impacts during construction of the Climate Pledge Arena, vibration impacts from
this same construction resulted in movement (i.e., swaying) of lighting systems. An adjusted and more
stringent vibration limit should apply to the Leo K. and Bagley Wright Theaters, reducing the potential
for vibration impacts and stabilizing the lighting systems on these stages.

Noise and Vibration - Missing Sensitive Receivers

WSBLE DEIS Appendix N.3 omits two noise-sensitive spaces within Seattle Rep that should be included
in the assessment of impacts from the WSBLE project: the Leo K. Rehearsal Space and the Poncho
Forum. The Leo K. Rehearsal Space is regularly used for rehearsals. Performers rehearsing in this
space require an ambient environment that is similar to what would be experienced during a live
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performance in the Leo K. Theater. That is, it is expected that ambient noise and vibration levels
would be low, and that interference from sources exterior to Seattle Rep would be minimal.

The Poncho Forum is used as both a rehearsal space and performance space, with retractable seating
for audiences. The room is fitted with acoustic paneling to minimize reverberation of sounds. Similar
to the Leo K. Rehearsal Space, use of the Poncho Forum requires that ambient noise and vibration
levels are low to minimize disturbances to performers as well as the audience (when applicable).

Table 2 below summarizes proposed noise and vibration limits for these additional spaces, based on
measurements and Landau’s understanding of their uses. Included on Figure 5 are graphical
illustrations of average measurements made in these spaces. Note that Table 2 also includes a
summary of potential sources of noise and vibration impact that are anticipated in the Leo K.
Rehearsal Space and Poncho Forum from DT-1 or DT-2.

Table 2: DEIS Appendix N.3 — Missing Seattle Center Noise- and Vibration-Sensitive Receivers

Suggested Noise and
Vibration Limits (a)

Resident
Organization Noise Vibration Potential Source(s) of Noise or
Buildings (dBA) (vdB) Summary of Use Vibration Impact (b)

Rehearsal space for Leo K.

Seattle Rep Leo K. DT-1 and DT-2 surface construction and

30 65 Theater; quiet i t
Rehearsal Space cater; qmis: germane to tunneling; DT-1 and DT-2 operation
Seattle Rep 30 72 Rehearsal and performance DT-1 and DT-2 surface construction and
Poncho Forum space; quiet is germane to use = tunneling; DT-1 and DT-2 operation

(a) Suggested limits appropriate for use of space and sensitivities to noise and vibration. Based on measurements by
Landau and discussions with Seattle Rep.

(b) Potential for impact may be due to activities identified in this table and may also include activities not identified here.
A complete assessment is required.

Chapter 6.2: Construction Noise Impacts

The construction noise impact assessment (i.e., airborne noise) was completed using the methods
described in the FTA Guidance Manual. WSLBE DEIS Chapter 2.6, Table 2-6, Major Construction
Activities and Duration, provides estimated durations for various construction activities related to
WSBLE. Cut-and-cover station construction is estimated to take 4 to 6 years to complete. Therefore,
the following review of construction noise impacts applies to a construction schedule that could last
up to 6 years. Landau notes that construction noise levels will vary and likely decrease as construction
progresses. However, the duration of time required for each element of cut-and-cover station
construction (e.g., demolition, excavation, shoring, structural, etc.) is unknown.
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Chapters 6.2.1.5 (Tunneling) and 6.2.1.6 (Cut-and-Cover)

WSBLE DEIS Appendix N.3, Chapter 6.2.1.5 summarizes surface-level construction noise that would
occur in support of tunneling operations; WSBLE DEIS Appendix N.3, Chapter 6.2.1.6 summarizes
surface-level construction noise that would occur in support of cut-and-cover station construction.

As identified in WSBLE DEIS Appendix N.3, Table 6-30, the location of the cut-and-cover construction
area could be as near as 8 feet from Seattle Rep under either alternative DT-1 or DT-2. WSBLE DEIS
Appendix J, Drawing L50-GSP103, provides an illustration of the DT-1 Seattle Center station and
entrances. Upon review of this drawing, Landau notes that DT-1 surface construction near Seattle Rep
would impact the south side of the building during cut-and-cover and station construction, the east
side of the building during construction of the East Station Entrance, and the west side of the building
during construction activities along Warren Avenue North just north of the DT-1 station.

WSBLE Appendix J, Drawing L50-GSP703 provides an illustration of the DT-2 Seattle Center station and
entrances. Upon review of this drawing, Landau notes that DT-2 surface construction near Seattle Rep
would impact the west side of the building during construction of the East Station Entrance as well as
during cut-and-cover and station construction. Additional noise is likely to be received from
construction activities along Warren Avenue North just south of Mercer Street.

WSBLE DEIS Appendix N.3, Chapter 6.2.1.5 identifies the use of excavators and backhoes for portal
and shaft excavation, and trucks and loaders for transporting spoils. In addition, WSBLE DEIS
Appendix N.3, Chapter 6.2.1.5 identifies ventilation fans that “would likely run continuously to provide

III

fresh air to construction crews working inside the tunnel.” For cut-and-cover construction,
Chapter 6.2.1.6 identifies haul trucks and vibratory rollers as the loudest sources of construction

noise, “over 88 dBA at 50 feet.”

Give Seattle Rep’s close proximity to both DT-1 and DT-2, Landau finds that the DEIS does not
sufficiently evaluate the potential for noise impact to Seattle Rep from surface construction of
stations or station entrances. Further, in addition to the potential for impact from the equipment
identified in the DEIS, the following activities (i.e., sources of surface construction noise) were either
not identified in the DEIS or additional information is required:

Truck Haul Routes

DEIS Chapter 2.6.6 (p. 2-88) states, “truck hauling would require a loading area, staging space for
trucks awaiting loading, and provisions to prevent tracking soil on public streets. Truck haul routes
and trucking hours would require approval by the City of Seattle. Surface hauling could occur at night
during off-peak traffic periods or could be concentrated during the day to minimize noise in noise-
sensitive areas.” Table 7-1 of the FTA Guidance Manual (p. 176) identifies a sound level for haul trucks
of 84 dBA at 50 feet.
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The DEIS does not include assessment of noise from haul trucks. Noise from haul trucks includes
engine idling during loading, travel to and from loading locations, and banging noise when trucks drive
over uneven or unsecured surfaces that are often found at and near construction sites. Airborne noise
from haul trucks is expected when collecting and moving spoils away from the DT-1 or DT-2 stations
and station entrances. The likely haul routes would include Warren Avenue North and Mercer Street,
both adjacent to Seattle Rep, and could therefore represent major sources of construction noise.

As indicated in the DEIS, haul trucks may operate during daytime or nighttime hours, depending on
the permitted hours of hauling. Seattle Rep hosts both afternoon and late evening performances in
the Leo K. and Bagley Wright Theaters. In addition, rehearsals in the Leo K. Rehearsal Space and
Poncho Forum occur most days during typical daytime hours and may also occur during late evening
hours. Noise from truck hauling therefore may impact facilities within Seattle Rep during day, evening,
or late evening hours.

Construction Staging Areas

Noise from construction staging areas was not evaluated in the DEIS. Airborne noise from equipment
moving within and to/from staging areas could represent a major source of airborne noise during
construction.

Seattle Rep may be located within close proximity to construction staging areas either for DT-1 or
DT-2. Although the locations of the staging areas are yet to be defined, an assessment of noise impact
from staging areas should be completed that evaluates equipment within the staging areas and
potential routes to/from staging areas.

Tunneling and Cut-and-Cover Construction Airborne Noise - Impacts Assessment

WSBLE DEIS Appendix N.3, Chapter 6.2 (p. 6-30) identifies construction activities that would generate
the highest levels of airborne construction noise and includes tunneling and cut-and-cover station
construction, both of which are proposed for preferred alternative DT-1 and alternative DT-2, both of
which could occur near Seattle Rep.

Appendix N.3, Table 6-8 (p. 6-31) of the WSBLE DEIS provides a range of sound levels, referenced to
50 feet, that are anticipated from tunneling and cut-and-cover construction. Sound levels are based
on the FTA Guidance Manual. As identified in Table 6-30 (p. 6-70), equipment and activities associated
with cut-and-cover station construction (i.e., hydromill, caisson drilling, hoe ram, jackhammer, and
bulldozer) could operate as near as 8 feet from Seattle Rep. Table 3 below identifies noise levels from
the construction equipment summarized in DEIS Table 6-8, and calculates these sound levels at 8 feet,
15 feet, and 50 feet from construction equipment. Distance adjustments are based on noise
propagation from a stationary source at +6 dBA per halving of distance to the source.
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Table 3: Surface Construction Airborne Noise Equipment and Sound Levels

Sound Level Sound Level Sound Level
at 50 feet at 15 feet at 8 feet Leq

Construction Activity (a) Construction Equipment (a) Leq (dBA) (a)  Leq (dBA) (b) (dBA) (b)
Tunneling Excavators, backhoes, haul trucks, loaders 84 to 86 94 to 96 100 to 102
Cut-and-Cover Station Excavators, backhoes, haul trucks, loaders, 84 to 88 96 to 99 102 to 104
Construction vibratory rollers

(a) Sound Transit WSBLE DEIS Appendix N.3, Table 6-8.
(b) Calculations by Landau based on 6 dBA per halving of distance to a stationary noise source.

Leq = equivalent sound pressure level.

WSBLE DEIS Appendix N.3, Chapter 6.2.3.2, p. 6-38 indicates that for cut-and-cover construction of
DT-1, “The construction noise would also impact spaces in the north end of the Seattle Center
including Seattle Repertory Theatre and Cornish Playhouse.”

For DT-2, the same page of the DEIS states that cut-and-cover construction “could result in noise
impacts at the Seattle Repertory Theatre and Cornish Playhouse.” Further, the same page of the DEIS
states that “Most of these noise-sensitive spaces are on the perimeter of the building and face
Republican Street.” At Seattle Rep, facilities that are nearest Republican Street include the Leo K.
Theater and the Leo K. Rehearsal Space.

As noted in Table 3, airborne noise levels from tunneling and cut-and-cover station construction could
reach up to 104 dBA at a distance of 8 feet, expected at the south and east building facades of Seattle
Rep. Note that the SMC sound level limits for construction, as correctly noted in WSBLE DEIS Appendix
N.3, Table 3-4 (p. 3-7), is 85 dBA for a commercial district noise source affecting a commercial district
receiving property, with shorter-duration increases permitted for impact-type equipment. Predicted
sound levels from construction therefore could well exceed City sound level limits at Seattle Rep when
construction equipment associated with tunneling and cut-and-cover stations operates within
approximately 50 feet of Seattle Rep’s south facade.

Although not included in the DEIS, and as indicated earlier in this letter, noise impacts from
construction of the DT-1 East Station Entrance would occur immediately adjacent to the east side of
Seattle Rep. Landau anticipates that much of the equipment identified in Table 3 for cut-and-cover
stations also would be required for construction of the East Station Entrance. Therefore, the range of
sound levels presented in Table 3 also would be anticipated at the east side of Seattle Rep.

Tunneling and Cut-and-Cover Construction Airborne Noise - Assessment of Impacts
at Interior Spaces

Noise reductions provided by Seattle Rep’s building itself (i.e., transmission loss provided by building
construction materials) are not identified in the DEIS. Although Landau did not take exterior-interior
measurements at Seattle Rep, such measurements were made at a resident organization of Seattle
Center’s Northwest Rooms. Results of these measurements indicate that the north facade of the
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Northwest Rooms provides approximately 61 dBA in reduction to exterior noises. For the purposes of
this assessment, Landau assumed a similar interior-exterior reduction applies to Seattle Rep. It should
be noted that the actual level of reduction will vary depending on the effectiveness of the building to

shield exterior noise and on the dominant noise frequency of the construction noise source.

Assuming an exterior-interior reduction of 61 dBA, Landau expects that, for construction noise
received at Seattle Rep’s south or east facade at 104 dBA (the highest predicted noise level for cut-
and-cover construction, as received 8 feet from the noise source), interior noise levels would be
43 dBA (i.e., 104 dBA — 61 dBA = 43 dBA).

Using 43 dBA as an interior reference level 8 feet from construction activity, Landau estimated interior
sound levels at each of the sensitive spaces within Seattle Rep. Estimates of sound levels at interior
spaces were completed by estimating distances from the nearest areas of construction (i.e., the south
or east facades of Seattle Rep) to each interior space and then applying a 6-dBA reduction per
doubling of distance from the noise source, with 43 dBA at 8 feet as reference. The assessment
assumes an additional reduction of 10 dBA is provided by interior walls to the Poncho Forum and the
Bagley Wright Theater. The results of this assessment are summarized below in Table 4 for each noise-

sensitive interior space at Seattle Rep.

Table 4: Surface Construction Interior Airborne Noise Impacts (DT-1)

Impact Assessment Result
Distance from

Nearest Exterior Reference Interior
Construction Sound Level Construction Increase Over
Seattle Rep Noise Activity to Interior Ambient Noise Inside Building Noise Level Ambient Noise
Sensitive Space Space (feet) Level (dBA) (c) Facade (dBA) (d) Level (dBA)
Leo K. Theater 8(a) 26 43 17
Leo K. Rehearsal Space 8(a) 36 43 7
43
Poncho Forum 75 (b) 30 14 (e) 0
Bagley Wright Theater 45 (b) 32 18 (e) 0

(a) Sound Transit WSBLE DEIS Appendix N.3, Table 6-30, p. 6-70 applies to most sensitive spaces within Seattle Rep.
(b) Estimated by Landau.
(c) Sound level measurements by Landau, January and March 2022.
(d) Calculated using standard adjustment for distance from a point source: SPL2 = SPL1 + 20*Log(D1/D2).
)

(e) Includes an assumed 10-dBA reduction provide by interior walls.

The impact to the Leo K. Theater and the Leo K. Rehearsal Space is shown on Figure 2, which
illustrates impacts as a “heat map,” highlighting the spaces within Seattle Rep that would be impacted
by airborne construction noise during tunneling and construction of the East Station Entrance for
DT-1.

As summarized above in Table 4 and as shown on Figure 2, airborne construction noise could exceed
existing conditions in the Leo K. Theater and Leo K. Rehearsal Space by up to 17 dBA and 7 dBA,
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respectively for a period of up to 6 years (i.e., the estimated duration of cut-and-cover station
construction, as identified in WSBLE DEIS Chapter 2.6, Table 2-6). Note that a 10-dBA increase in noise
is perceived as a doubling of sound “loudness.” So, an increase of 17 dBA, as predicted at the Leo K.
Theater, would be perceived as more than twice as loud as ambient conditions, a clearly perceptible
increase in ambient noise. Actual increases in noise may be higher depending on exterior-interior
noise reductions provided by the building (i.e., if less than the estimated 61-dBA reduction). The
results of this assessment indicate that mitigation will be required during surface construction related
to tunneling and the cut-and-cover station. Increases over ambient conditions up to 17 dBA will very
likely result in significant impacts to the Leo K. Theater, affecting performances and the audience

experience.

It is noted in WSBLE DEIS Appendix N.3, Chapter 6.2.3.2, p. 6-38 that “the loudest construction phase
is expected to be near the beginning of construction during the cutting and removal of the existing
street, which would likely include the use of impact equipment such as jackhammers or hoe rams.”
Landau notes that during other phases construction noise levels may be lower. Note that the ranges
of sound levels provided in Table 3 and estimates of impacts provided in Table 4 are based on the FTA
reference sound levels for excavators, backhoes, haul trucks, loaders, and vibratory rollers. Therefore,
reference sound levels in Table 3 do not represent the loudest noises that could occur from use of
jackhammers and hoe rams and actual noise impacts may, during the initial phases, be higher than is
predicted in Table 4.

For DT-2, WSBLE DEIS Appendix N.3, Table 6-30 indicates that surface construction also could be as
near as 8 feet from Seattle Rep. Landau estimates that construction of the DT-2 East Station Entrance
would occur as near as approximately 60 feet to the west of Seattle Rep, and the location of the cut-
and-cover excavation area for DT-2 would be approximately 130 feet from Seattle Rep. Landau
estimates that impacts from DT-2 would be lower than is predicted for DT-1 during cut-and-cover and
East Entrance Station construction. However, should Warren Avenue North be used as a staging area
or include active construction that is near Seattle Rep, impacts to interior spaces from airborne noise

may occur.

Impact Noise

As indicated above, the loudest construction phase would likely include the use of impact equipment
such as jackhammers or hoe rams. WSBLE DEIS Appendix N.3, Chapter 3.1.3 correctly summarizes the
City construction criteria. Specifically, this section notes that impact noises, such as those noises
generated by jackhammers and hoe rams, will be limited to the daytime hours of 8 a.m. to 5 p.m.
weekdays and 9 a.m. to 5 p.m. weekends. The Final Environmental Impact Statement (FEIS) and
subsequent construction management plans should include consideration of timing restrictions for
these types of impact noises.
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Chapter 6.3: Operational Vibration Impacts

The operational vibration section of WSBLE DEIS Appendix N.3 includes predicted impacts from both
vibration and groundborne noise during operation of the proposed DT-1 and DT-2 alternatives. WSBLE
DEIS Appendix N.3, Tables 6-13 (p. 6-51) and 6-14 (p. 6-53) identify operational groundborne noise
and vibration impacts for DT-1 and DT-2, respectively.

The results in WSBLE DEIS Appendix N.3, Table 6-13 (and in WSBLE DEIS Appendix N.3, Attachment
N.3H, Table 7-3) indicate that the Leo K. Theater would likely experience groundborne levels of up to
48 dBA during operation of DT-1, a 13-dBA exceedance of the DEIS-applied limit of 35 dBA. Table 6-14
indicates that the Leo K. Theater would likely experience groundborne noise levels of up to 28 dBA
during operation of DT-2, below the DEIS-applied limit of 35 dBA.

Landau finds that additional information and/or corrections are required to evaluate completely the
potential for operational vibration and groundborne noise impacts to Seattle Rep. The following
summarizes these findings:

Groundborne Noise Limits
Leo K. Theater

As summarized in Table 1, the groundborne noise limit for Seattle Rep’s Leo K. Theater is not
sufficiently protective and should be adjusted to 25 dBA, identified as the FTA Special Buildings limit

IM

for a “Concert Hall” (i.e., not based on the 35-dBA limit for a theater). Correcting the limit at the Leo
K. Theater would result in a greater groundborne noise impact (23 dBA over limit) for operation of
DT-1. Further, for operation of DT-2, correcting the limit would result in a groundborne noise impact

(i.e., 3 dBA over limit of 25 dBA).

Bagley Wright Theater

WSBLE DEIS Appendix N.3, Attachment N.3H, Table 7-3 identifies groundborne noise levels from DT-2
that are higher at the Leo K. Theater (28 dBA) than at the Bagley Wright Theater (19 dBA). The Bagley
Wright Theater is substantially closer to DT-2 than the Leo K. Theater, and it would stand to reason
that predicted groundborne noise levels at the Bagley Wright Theater would be higher during
operation of DT-2. The assessment of impact at the Bagley Wright Theater should be confirmed and
likely corrected to accurately identify whether impacts are predicted for this space under DT-2.

Leo K. Rehearsal Space

The Leo K. Rehearsal Space was not included the DEIS. However, as previously mentioned, this space
is used for noise- and vibration-sensitive rehearsals and should be included when considering the
potential for groundborne noise and vibration impacts from WSBLE operation. This space is located at
the southwest corner of Seattle Rep and near the cut-and-cover area for DT-1; the space is also
adjacent to the proposed construction area defined in the DEIS, located east of Seattle Rep within the
right-of-way of Warren Avenue North. As suggested in Table 2, the proposed noise limit for this space
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is 30 dBA. The suggested noise limit is 6 dBA lower than was measured by Landau (see Figure 5; the
measured level at Leo K. Rehearsal Space is 36 dBA); however, groundborne noise is a different
character of sound than is present in the Leo K. Rehearsal Space ambient environment. A limit of
30 dBA would ensure that the noise environment of the Leo K. Rehearsal Space is protected.

Poncho Forum

Similar to the Leo K. Rehearsal Space, the Poncho Forum was not included the DEIS. However, as
previously indicated, this space is used for noise- and vibration-sensitive performances and rehearsals
and should be included when considering the potential for groundborne noise and vibration impacts
from WSBLE operation. As suggested in Table 2, the suggested noise limit for this space is 30 dBA,
which agrees with results of ambient measurements made by Landau (see Figure 5).

Revised Assessment of Operational Groundborne Noise Impacts

Assessment of Exceedance of Sound Level Limits

For this assessment, Landau compared predicted operational groundborne noise levels to the
corrected limits for the Leo K. Theater as well as new limits for spaces not included in the DEIS (i.e.,
the Leo K. Rehearsal Space and Poncho Forum). The results were compared with the operational
groundborne noise assessment results that are summarized WSBLE DEIS Appendix N.3, Table 6-13.
The results of this comparison for DT-1 are summarized below in Table 5.

Table 5: Assessment of Groundborne Noise Exceedance of Limits, DT-1

Groundborne Noise Limit Exceedance
DT-1
Operational Noise . Compared to
. Adjusted and Compared to .
Seattl.e.Rep Noise Level (a) DEIS (a) New Limits (d) DEIS (b) Adjuste.d ?nd
Sensitive Space New Limits
Leo K. Theater 48 35 25 (d) 13 23
Leo K. Rehearsal Space 48 (b) - 30 (d) - 18
Poncho Forum 43 (c) - 30 (d) - 13
Bagley Wright Theater 37 35 35 2 2

(a) Sound Transit WSBLE DEIS Appendix N.3, Table 6-13 and Attachment N.3H, Table 7-2.
(b) Impact assumed identical to Leo K. Theater due to similar distance from DT-1.
(c) Impact assumed approximately equal to average of predicted impact to Leo K. Theater and Bagley Wright Theater.

(d) Based on sound level measurements by Landau in 2022 and sensitivities of each space.

As summarized in Table 5, applying adjustments to the noise limit at the Leo K. Theater and including
an assessment of the Leo K. Rehearsal Space and Poncho Forum results in high levels of noise impact
at most spaces within Seattle Rep. Specifically, at the Leo K. Theater, DEIS-predicted groundborne
noise levels would exceed the adjusted limit by 23 dBA. Similarly, at the Leo K. Rehearsal Space DEIS-
predicted groundborne noise levels would exceed the assumed limit by 18 dBA. Exceedances of up to
13 dBA are predicted at the Poncho Forum.
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For DT-2, as summarized in WSBLE DEIS Appendix N.3, Attachment N.3H, Table 7-3, predicted
groundborne noise impacts would be below applicable limits at the Bagley Wright Theater. Adjusting
the Leo K. Theater limit to 25 dBA would result in an exceedance of 3 dBA for DT-2. However, as noted
previously, Landau finds that the predicted impacts under DT-2 do not appear correct and should be
re-evaluated before a thorough review and conclusion can be made.

Assessment of Impact

In addition to the assessment of exceedance of groundborne noise limits, Landau evaluated the
potential for impacts based on increases over existing ambient conditions (i.e., a comparison to actual
ambient levels, not limits). The assessment was completed to highlight the degree of impact that may
occur at Seattle Rep with the DT-1 alighment. Because Landau is not confident that the DEIS has
accurately estimated groundborne noise for DT-2, the following assessment focuses only on DT-1.

Table 6 summarizes predicted operational groundborne noise emissions at each space within Seattle
Rep and compares these predictions with existing ambient conditions, as documented by Landau
through noise measurements made in early 2022. The increase in sound levels over ambient
conditions is provided in the far right column of this table.

Table 6: Assessment of Operational Groundborne Noise Impacts, DT-1

DT-1 Existing Ambient Noise DT-1 Operational Noise

S::::\t;;;:psg:ci:e Operati:)dnBaA)N(t;i)se Level Level (dBA) (d) Increa'jce,i?:?;:l:r)\bient
Leo K. Theater 48 26 22
Leo K. Rehearsal Space 48 (b) 36 12
Poncho Forum 43 (c) 30 13
Bagley Wright Theater 37 32 5

(a) Sound Transit WSBLE DEIS Appendix N.3, Table 6-13 and Attachment N.3H Table 7-2.
(b) Impact assumed identical to Leo K. Theater due to similar distance from DT-1.
(c) Impact assumed approximately equal to average of predicted impact to Leo K. Theater and Bagley Wright Theater.

(d) Based on sound level measurements by Landau in 2022.

As summarized in Table 6, a comparison of predicted groundborne noise levels from operation with
existing ambient sound levels suggests high levels of impact at Seattle Rep for DT-1. Noise levels at
the Leo K. Theater would exceed ambient conditions by up to 22 dBA, a clearly audible and discernible
impact that could inhibit use of this facility. That is, as noted earlier, a 10-dBA increase in noise is
perceived as a doubling of sound “loudness.” So, an increase of 22 dBA, as predicted at the Leo K.
Theater for operational groundborne noise impact, would be perceived as more than four times as
loud as ambient conditions, a clearly perceptible increase in ambient noise. Increases in noise at the
Leo K. Rehearsal Space and Poncho Forum would be up to 12 dBA and 13 dBA over ambient
conditions, respectively, also clearly perceptible as more than twice as loud as ambient conditions. At
the Bagley Wright Theater, the impact would be less, but a 5-dBA increase over ambient conditions,
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especially from a noise source that is primarily a low-frequency rumble (i.e., groundborne noise), is
expected to negatively affect the usability of this theater.

Included on Figure 4 is a heat map that highlights impacts that would occur from increases over
ambient conditions from DT-1 operational groundborne noise.

Train Speed

As summarized in WSBLE DEIS Appendix N.3, Tables 6-13 (p. 6-51) and 6-14 (p. 6-53), light rail train
speeds were assessed as part of the calculation of groundborne noise and vibration. Landau finds that
there are inconsistencies or potential errors that warrant further clarification.

For preferred alternative DT-1, the train speed through the Seattle Center campus is identified in
Table 6-13 as 45 miles per hour (mph) near most noise-sensitive receivers, including the Seattle
International Film Festival (SIFF) Film Center, which is located immediately southeast of Seattle Rep.
But at Seattle Rep and the Vera Project, rail speeds are predicted to be 30 mph. Landau anticipates
that rail speeds between Seattle Rep and SIFF would be identical and not differ by 15 mph.

Appendix N.3 of the WSBLE DEIS does not provide an explanation for the discrepancy in rail speeds. It
is understood that rail speeds would slow when trains are arriving at the station and would increase
when trains are departing. However, the discrepancies in rail speeds suggest that there may be
calculation errors related to the speed of trains along the rail alignment.

Chapter 6.4: Construction Vibration Impacts

Construction-related vibration impacts, including groundborne noise, are predicted to occur from
tunneling (Chapter 6.4.1) and surface construction (Chapter 6.4.2). As indicated earlier, WSLBE DEIS
Chapter 2.6, Table 2-6 provides estimated durations for various construction activities related to
WSBLE. Tunneling for the Downtown Segment is estimated to take 2.5 to 3 years and cut-and-cover
station construction is estimated to take 4 to 6 years to complete.

Chapter 6.4.1: Tunneling Vibration Impacts

During tunneling, the DEIS predicts that vibration impacts would not occur at Seattle Rep. The
following summarizes adjustments in vibration and groundborne noise limits, as previously identified
(see Table 1), as well as limits for spaces that should be included in the assessment (see Table 2) that
would result in additional or greater impacts to sensitive spaces within Seattle Rep.

As summarized in Table 1, Landau recommends adjusting the vibration limit for Seattle Rep to 65 VdB
from 72 VdB for both the Leo K. and Bagley Wright Theaters. WSBLE DEIS Appendix N.3, Chapter 6.4.1,
Table 6-25 identifies a predicted supply train level of 67 VdB at Seattle Rep. Adjusting the limit at
Seattle Rep would result in a predicted vibration level that is 2 VdB over the 65 VdB limit at Seattle
Rep during unmitigated use of the supply train with alternative DT-1.
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Regarding groundborne noise, Landau recommends adjusting the groundborne noise limit at Seattle

Rep to 25 dBA (see Table 1). This would result in groundborne noise impacts from both cutterhead

and supply train operation that exceed what is predicted in WSBLE DEIS Appendix N.3, Chapter 6.4.2,

Table 6-27. For example, unmitigated supply train groundborne noise at Seattle Rep is predicted to be

40 dBA, which would exceed the adjusted limit of 25 dBA by 15 dBA and would be clearly discernible

and disruptive.

Table 7 summarizes predicted tunneling groundborne noise emissions at each space within Seattle
Rep and compares these predictions with existing ambient conditions, as documented by Landau
through noise measurements made in early 2022. The increase in sound levels over ambient
conditions is provided in the far right column of this table.

Table 7: Assessment of Tunneling Groundborne Noise Impacts, DT-1

DT-1 Existing Ambient Noise DT-1 Operational Noise
Seattle Rep Noise Tunneling Noise Level (dBA) Lesel (dBA) (d) Increase Over Ambient
Sensitive Space (a) Noise (dBA)
Leo K. Theater 40 26 14
Leo K. Rehearsal Space 40 (b) 36 4
Poncho Forum 35 (c) 30 5
Bagley Wright Theater 29 32 0

(a) Sound Transit WSBLE DEIS Appendix N.3, Table 6-27.
(b) Impact assumed identical to Leo K. Theater due to similar distance from DT-1.
(c) Impact assumed approximately equal to average of predicted impact to Leo K. Theater and Bagley Wright Theater.

(d) Based on sound level measurements by Landau in 2022.

As summarized in Table 7, a comparison of predicted groundborne noise levels from tunneling with
existing ambient sound levels suggests high levels of impact at Seattle Rep for DT-1. Noise levels at

the Leo K. Theater would exceed ambient conditions by up to 14 dBA, a clearly audible and discernible

impact that would be perceived as more than twice as loud as ambient conditions and could inhibit

use of this facility for up to 3 years (the estimated duration of tunneling for the Downtown Segment).

Impacts to the Leo K. Rehearsal Space and Poncho Forum would be much less, but very likely
perceptible and possibly disruptive during use of these spaces.

Included on Figure 3 is a heat map that highlights impacts that would occur from increases over
ambient conditions from DT-1 tunneling groundborne noise.

Tunneling Equipment

WSBLE DEIS Appendix N.3, Section 6.4.1.2 and Table 6-26 (p. 6-66) identify equipment that would
generate the highest levels of vibration during tunneling, including the boring machine cutterhead,
thrust-jack retraction, and supply trains with steel wheels and jointed tracks.
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In the footnote of Table 6-27 (p. 6-67), the WSBLE DEIS states, “The predicted levels for the thrust jack
are more than 5 dB below the impact threshold for all sensitive receivers.” Groundborne noise
predictions for thrust-jack retraction are not provided in the WSBLE DEIS. However, Table 6-26

(p. 6-66) provides a range of sound levels of 13 to 29 dBA, as measured between 0 and 200 feet from
thrust-jack operation. The range in sound levels for supply trains with steel wheels and jointed tracks
is 24 to 28 dBA. While the median level of groundborne noise for supply trains is clearly higher than
for thrust-jack retraction, there is a potential for thrust-jack retraction to generate groundborne noise
levels that are as high as supply trains, according to the data provided in Table 6-26. The potential for
groundborne noise impact is further increased when the limits for Seattle Rep are adjusted (i.e.,

lowered).

A more detailed assessment should be conducted that further evaluates the potential for
groundborne noise and vibration impact from thrust-jack retraction.

Chapter 6.4.2: Surface Construction Vibration Impacts

WSBLE DEIS Appendix N.3, Table 6-29, p. 6-70 identifies distances for impact to Special Buildings
during surface construction. The minimum distance for the least sensitive spaces (i.e., Vibration
Criteria A, or V.C.-A) is greater than would be realized at Seattle Rep for the equipment identified in
this table. For example, the minimum distance for potential impact from a bulldozer under the V.C.-A
curve is 125 feet, and the nearest distance to Special Buildings located near surface construction areas
(Seattle Rep) is 8 feet, as documented in WSBLE DEIS Appendix N.3, Table 6-29.

WSBLE DEIS Appendix N.3, Chapter 6.4.2.2, p. 6-70 states that “Surface construction vibration has not
been assessed for Category 1 or special-use buildings near tunnel alignments. However, vibration
from surface construction may be of concern if these buildings are close to the tunnel portals or
station construction. These activities should be assessed in the Construction Vibration Control Plan.”

Given the degree of impact that may occur from surface vibration during construction (see Tables
6-29 and 6-30) and given the need to understand if effective mitigation of these impacts is feasible, a
more detailed assessment of the potential impacts and proposed mitigation should be included in a
supplemental DEIS study, in lieu of only requiring future assessments through a control plan.
Specifically, for cut-and-cover station excavation, an additional assessment should be completed that
evaluates the potential for structural damage to Seattle Rep.

Slurry Wall Demolition

The south wall of the DT-1 station design includes a diagonal portion that would extend underneath
the Northwest Rooms, including underneath the SIFF Film Center, Vera Project, and KEXP. A profile
view of the station is provided on WSBLE DEIS Appendix J, Drawing B11-ASX102. Landau understands,
through ongoing workshops hosted by Sound Transit, that the southern wall of the DT-1 station would
be constructed first as a vertical slurry wall, and then widened below grade, toward the south, to
provide sufficient space for a station platform. Further, Landau understands that construction
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methods to expand the station footprint include breaking large portions of the slurry wall with a hoe
ram.

The WSBLE DEIS does not include a review of impacts that are specific to the breaking of the slurry
wall. However, demolition of this wall would occur very near and to the south of Seattle Rep. It is
anticipated that high levels of vibration would be emitted during this process, and these were not
considered or included in the DEIS. Given the high levels of vibration from this activity and the likely
lengthy construction schedule, there is a high potential for substantial impacts to Seattle Rep during
this phase of construction.

Station Entrances

The WSBLE DEIS provides very minimal information on the potential for noise and vibration impacts
from construction of the station entrances. Specifically, for DT-1 the proposed East Station Entrance
would be located directly adjacent to Seattle Rep. Construction of this station entrance would likely
require demolition of existing structures and surfaces, excavation and hauling of materials,
reinforcement of station walls, and construction of the station itself. Vibration and groundborne noise
impacts are likely to be experienced at Seattle Rep.

Adjusting the vibration limits for the Leo K. and Bagley Wright Theaters to 65 VdB from 72 VdB would
be protective of these facilities during surface construction of the East Station Entrance given the low
levels of ambient vibration at both facilities (see ambient vibration measurement data in WSBLE DEIS
Appendix N.3, Attachment N.3H, Table 7-1, and verified by Landau measurements in January 2022).

Given the very close proximity of the DT-1 East Station Entrance to Seattle Rep and the proximity of
Seattle Rep to the DT-2 East Station Entrance, as well as the recommended adjustments of vibration
limits for Seattle Rep, an assessment of station entrance construction should be completed to
evaluate the potential for impacts. In addition, an assessment should be completed of the potential
for structural damage to Seattle Rep’s building.

Chapter 7: Noise and Vibration Mitigation Measures
Chapter 7.2: Construction Noise Mitigation

DEIS Appendix N.3, Chapter 7.2 (p. 7-16) identifies standard mitigation measures for construction
noise. The following summarizes mitigation measures that were not included but should be
considered:

General Construction Equipment

Loud construction equipment operating within the cut-and-cover construction area could operate as
near as 8 feet from Seattle Rep. As summarized in Table 3, estimated sound levels could reach

104 dBA at the exterior facade of the Seattle Rep and could reach up to 43 dBA at interior spaces,
potentially impacting noise-sensitive performance and rehearsal spaces (see Table 4).
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Mitigation measures summarized in the WSBLE DEIS are effective strategies to reduce airborne
construction noise but do not specifically target the potential for noise impacts.

Mitigation measures should include an emphasis on administrative controls, scheduling the noisiest
activities during times that would be less likely to interfere with noise-sensitive operations. This will
require continued coordination with Seattle Rep.

Noise barriers could be installed at locations where airborne noise impacts are predicted or
anticipated, and where there is sufficient room to build a wall that is long and tall enough to be
effective. Noise barriers should be required as part of the project’s Construction Noise Control Plan
and should be considered for the south, east, and west walls of Seattle Rep, shielding them from
station and East Entrance construction noise impacts.

Tunnel Ventilation Fans

Ventilation fans will be required to provide fresh air to crew within the tunnel and could operate
24 hours per day. The locations of the fans are not yet defined but could be located very near to
Seattle Rep. Due to the low-frequency noise generated by such fans, mitigation may be required to
ensure that fan noise does not result in impacts to interior performance and recording spaces.

Potential mitigation measures could include quieter fan models, strategic placement of fans, silencers,
barriers, or other measures. Further, the FEIS should include specific language within the Construction
Noise Control Plan regarding exhaust fan noise.

Haul Trucks

Noise from idling and the movement of haul trucks during construction, as well as noises from driving
over uneven or unsecured surfaces, may result in impacts at noise-sensitive spaces along routes
accessing DT-1 or DT-2. Haul truck routes are not yet defined; however, an assessment should be
completed to determine if mitigation of noise from haul trucks is warranted.

Further, the FEIS should include specific language within the Construction Noise and Vibration Control
Plan regarding permitted haul routes that minimize the potential for impact.

Landau anticipates that Mercer Street would likely serve as a primary haul route for either DT-1 or
DT2. If so, there is a possibility that additional noise impacts may occur at Seattle Rep. A study should
be completed to identify the number of trucks in use per hour during various construction phases,
what the predicted impacts may be to Seattle Rep, and what mitigation measures may be warranted
(e.g., limited hauling hours, limited trucks per hour).

Staging Areas

Mitigation of staging area noise should be included in an updated noise impact assessment. Mitigation
measures could include the strategic location of staging areas to minimize impacts from noise

April 26, 2022 19



Letter Report: Sound Transit WSBLE DEIS Review for Seattle Repertory Theatre Landau Associates

emissions related to staging areas, noise barriers, and other measures as defined in WSBLE DEIS
Appendix N.3, Chapter 7.2.

Chapter 7.3: Operational Vibration Mitigation

WSBLE DEIS Appendix N.3, Chapter 7.3.2.2 (p. 7-26) provides DT-1 operational groundborne noise and
vibration measures that would mitigate impacts at “recording studios and performance spaces in
Seattle Center” (Chapter 7.3.2.2., p. 7-26). Included are high-resilience fasteners along 900 feet of
new track between construction alignment stations 79+00 and 88+00.

Table 6-11 (p. 140) of the FTA Guidance Manual states that high-resilience fasteners can achieve 5 dB
of reduction in groundborne noise from tracks at frequencies above 40 hertz (Hz). As stated in WSBLE
DEIS Appendix N.3, Attachment N.3H, Chapter 8.4, p. 8-20, “Because Sound Transit expects at least 5
decibels of reduction from the tunnel structure that is not included in the prediction model, no
additional mitigation measures beyond high-resilience fasteners are proposed.”

If the above-noted Sound Transit expectation is true, groundborne noise impacts from DT-1 operation
would not be mitigated for Seattle Rep. As noted in this review, Landau recommends that for Seattle
Rep, groundborne noise limits be adjusted to a lower level that is more protective of the uses within
these spaces, including the Leo K. Theater (see Table 1). The result would be DT-1 operational
groundborne noise that exceeds the limits at Seattle Rep by 23 dBA. Accounting for an assumed 5-dBA
reduction from high-resilience fasteners and an additional 5-dBA reduction from the structure itself,
the Leo K. Theater would likely experience increases of 13 dBA above the limit. Therefore, because
impacts would occur even with high-resilience fasteners, Landau recommends that a higher degree of
mitigation be considered, such as a floating slab and thicker tunnel materials.

For DT-2, WSBLE DEIS Appendix N.3, Attachment N.3H, Table 7-3 indicates that impacts may occur at
the Leo K. Theater when applying the adjusted groundborne noise limit identified in Table 1 (i.e.,
predicted level is 28 dBA; the proposed limit is 25 dBA). Further, as previously noted, there are
apparent errors in the calculation of impacts at the Bagley Wright Theater that result in predicted
groundborne noise impacts at this space from DT-2. Sound Transit should confirm whether impacts
are predicted, and the degree to which these impacts might occur. Once confirmed, a reassessment of
DT-2 operational mitigation should be completed.

Chapter 7.4: Construction Vibration Mitigation

Chapter 7.4.1: Potential Surface Construction Vibration Mitigation

WSBLE DEIS Appendix N.3, Chapter 7.4.1 (p. 7-31) identifies surface vibration mitigation measures
that include pre-construction surveys, construction timing, equipment locations, continuous vibration
monitoring, and alternative construction methods. The following summarizes mitigation measures

that are not included or that require additional detail:
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Construction Vibration Control Plan

As noted in Chapter 6.4.2.2 (p. 6-70) of the WSBLE DEIS Appendix N.3, “Surface construction vibration
has not been assessed for Category 1 or special-use buildings near tunnel alignments. However,
vibration from surface construction may be of concern if these buildings are close to the tunnel
portals or station construction. These activities should be assessed in the Construction Vibration
Control Plan.”

Construction vibration measures should be updated once a more detailed assessment of surface
vibration measures is completed to support a Construction Vibration Control Plan. Given the high
potential for surface vibration impact during construction, mitigation of surface vibration will be
critical to Seattle Rep.

Chapter 7.4.2 Potential Tunneling Vibration Mitigation

WSDBLE DEIS Appendix N.3, Chapter 7.4.2 (p. 7-32) identifies mitigation measures to reduce the
potential for vibration and groundborne noise impact during tunneling. The following summarizes key
elements of this review:

Supply Train

Details provided in WSBLE DEIS Appendix N.3, Chapter 7.4.2 are focused on mitigating vibration from
the supply train, including reduced supply train speeds, smooth running surfaces, reduced gaps
between rail sections, adding rubber pads between ties, and using rubber tires on supply trains.

As noted, WSBLE DEIS Appendix N.3, Table 6-27 (p. 6-67) summarizes impacts from construction that
states unmitigated supply trains could result in groundborne noise levels at Seattle Rep that are up to
40 dBA and exceed the unadjusted noise limit by 5 dBA (and exceed the adjusted noise limit by

15 dBA). In addition to the mitigating effects of the measures identified above, Chapter 7.4.2 (p. 7-32)
of the WSBLE DEIS Appendix N.3 suggests that rubber tires on supply trains could provide effective
mitigation of vibration and groundborne noise at frequencies above 10 Hz.

Given the high level of impact that may occur due to the supply trains at Seattle Rep and that
predictive modeling has not been completed to fully evaluate the mitigating effect of rubber tires on
supply trains, the Construction Vibration Control Plan should be supported by a detailed assessment
of rubber tires on supply trains. The assessment should demonstrate that impacts to Seattle Rep are
effectively mitigated to below applicable noise limits and ambient levels.

Thrust Jack

As indicated, mitigation of vibration from thrust jacks may be warranted through slower retraction of
the jacks. An evaluation should be completed once a more detailed assessment of the potential for
impact from this activity is completed. If necessary, mitigation measures should be included in the
Construction Vibration Control Plan.
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Cutterhead

As stated in WSBLE DEIS Appendix N.3, Chapter 7.4.2, p. 7-32, it is not possible to mitigate vibration
from the tunneling cutterhead. However, as stated, mitigation can be achieved through vibration
monitoring and coordination with Seattle Rep. The FEIS and Construction Vibration Control Plan
should specify locations/receivers to be monitored at Seattle Rep, including the number of monitors
and duration of monitoring, as well as the established thresholds above which action is to be taken.
Also, the Plan should include clear direction for the General Contractor to coordinate with Seattle Rep
to provide sufficient advance notice to allow noise-sensitive events to be scheduled accordingly.

k %k k% k %

If you have you any questions or comments regarding the information provided in this letter report,
please contact the undersigned.

LANDAU ASSOCIATES, INC.

Kevin Warner
Principal

Kristen Wallace
Principal
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Attachments

Figure 1: Overview Map

Figure 2: Landau Ambient Noise Measurements at Seattle Rep
Figure 3: Landau Ambient Vibration Measurements at Seattle Rep
Figure 4: Surface Construction Noise Impact, DT-1

Figure 5: Tunneling Noise Impact, DT-1

Figure 6: Operational Noise Impact, DT-1
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Thank you. Good evening. My name is Donald Marcy. I'm a land use lawyer at Cairncross & Hempelmann in Seattle. We represent the Seattle Center
Foundation and many of its resident organizations, including KEXP, the Seattle Repertory Theater, The Vera Project, and Cornish College of the Arts. Seattle
Center is an unusual and wonderful place for its aggregation of so many arts and cultural organizations and as a valuable resource for the region. The Seattle
Center Foundation and the resident organizations are eager to welcome light rail and a Sound Transit station that serves Seattle Center, but they want to be
served in a manner that does not make it difficult for them to exist. We will be submitting a detailed comment letter on the draft EIS on behalf of our clients, but
some of our important concerns are as follows. First, the preferred location for the Seattle Center station is perhaps the worst place to put the station. KEXP, The
Vera Project, Seattle International Film Festival, Seattle Rep, and Cornish College of the Arts are all sensitive receptors, and all are located in buildings adjacent
to the preferred location for Sound Transit's Seattle Center station. The draft EIS is inadequate for failing to include more alternatives for the station location. Both
the preferred location and the alternative location at Mercer have significant issues during construction. Construction activities are not permanent, but these
construction activities will last for five years, maybe longer. That is a long time for nonprofit arts and cultural organization to shut down or have their operations
limited. They are dependent on the revenue generated through their performances and the donations of their supporters. The construction impacts of building the
Seattle Center station in the preferred location has not been adequately disclosed and analyzed in the draft EIS. Although the draft EIS notes that there are
sensitive receptors next to the station, the vibration and noise impacts to those receptors are not disclosed. The draft EIS notes that the organizations in the
Northwest Room, such as KEXP, The Vera Project, and SIFF may have to move during construction, but we will not know that until a contractor is hired and
further information is developed.
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Hi. Thank you, and thank you for all of your efforts this evening and throughout this process. | share our collective excitement about the Sound Transit's planned
extension through the city from West Seattle to Ballard. I'm a member of the board of directors of the Seattle Children's Theater. While it's extremely important to
increase access and ease the traveling to the city and Seattle Center, we have grave concerns, which you've heard about from my other neighboring partners.
It's extremely important to increase access and the ease of traveling. At the same time, we have grave concerns about the proposed station on the preferred
alternative extension line.The location on Republican potentially presents a crisis for some of the organizations housed at the Seattle Center. The impacts of five
to seven or ten years of construction will have a serious impact on our ability to serve the 12 million annual visitors who enjoy the arts and culture and science
organizations that bring them to the center. We're the heart and soul of much of our innovation and cultural entertainment in the city, and we provide really
important access and inclusive ways for children and families across our region to enjoy these centers and come together to honor our cultural entertainment
sectors. | support the organizations who are housed at the center who are concerned. We play an important role in the city. | believe we have to do whatever it
takes to mitigate the impact of construction and access to ensure that our leading cultural organizations survive the development and construction period. Thank
you very much. We're very excited about the prospects of light rail coming to the center. We want to do everything we can to maximize the benefit while retaining
our cultural organizations. Thank you very much.
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Thank you for soliciting comments regarding the proposed location of the Seattle Center Link Light Rail Station. Seattle Children's Theatre shares the concerns of

our peers and fellow resident organizations about the proposed location of the Seattle Center Link Light Rail station. That location potentially presents a very real
challenge for many organizations housed at the Seattle Center.

Date Recieved:
3/23/2022

As we dig into the details of a potential 5-7 years of construction, it is clear to see that this will serious impact on the ability of the Seattle Center’s 12 million
Created by: annual visitors to enjoy the arts, culture, science, and sports that bring them to the Center.

Cecelia Gunn Housed on the Seattle Center campus since the mid-nineties, SCT sits in the shadow of the Space Needle and presents world-class theatre to the region's young

people. A field trip to Seattle Center and an SCT production is often the first arts experience for many of our youth. Our schools and busses will be challenged to
make this important experience happen with the disruption proposed by the light-rail location.
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L SCT gives its full support of light rail coming to the Seattle Center, we simply ask for more consideration of the station location to allow Seattle Center

Participation: o . . .
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April 27, 2022

WSBLE Draft Environmental Impact Statement Comments
c/o Lauren Swift

Sound Transit

401 S. Jackson St.

Seattle, WA 98104

Re: WSBLE DEIS Comments
Dear Ms. Swift:

Thank you for the opportunity to comment on the West Seattle and Ballard Link Extensions (WSBLE)
Draft Environmental Impact Statement (DEIS). We endorse and adopt the comments provided on behalf
of the larger group of Seattle Center tenants and clients by Don Marcy of Cairncross & Hempelmann
along with the comments provided by Uptown Alliance. This letter is intended to address comments
more specifically related to SIFF and its uses and facilities.

Seattle International Film Festival (SIFF) is the Northwest’s leading year-round film organization, bringing
the best in international and independent film to the Puget Sound region. Founded in 1976, its mission is
to create experiences that bring people together to discover extraordinary films from around the world.
It is through the art of cinema that we foster a community that is more informed, aware, and alive. SIFF
fulfills its mission through year-round screenings with annual attendance exceeding 175,000 attendees,
its education programs connecting over 8,500 students to filmmakers and supplying space to create, and
its annual international film festival that features 400 films from over 85 countries. SIFF is committed to
be a long-term member of the Seattle Center Arts Community at the Seattle Center. SIFF is also
committed to maintaining an operating cinema in the Uptown neighborhood.

Four of SIFF’s five year-round screens are in the Uptown neighborhood — one at the Seattle Film Center
(SFC) on the Seattle Center campus in the Northwest Rooms and three at the Cinema Uptown at the
corner of Queen Anne Avenue North and Republican Street. SIFF is a seven-day-a-week operation with
these two venues making up over half (57%) of SIFF’s overall cinema ticketing capacity, which is SIFF’s
primary year-round revenue generating activity.

In the operational phase, frequent, intermittent ground-borne noise and vibration from underground
rail traffic is not compatible with a quality cinematic/theatrical experience. Further, the anticipated
higher-intensity disruptions from a prolonged 5- to 8-year construction period (intense noise and
vibration, dust, vehicular and pedestrian access limitations, etc.) could significantly impair or completely
prevent SIFF’s operation resulting in complete and extended shutdowns or loss of revenue/attendance
that would threaten the financial viability of this treasured not-for-profit arts organization.

SIFF's mission is to create experiences that bring people together to discover extraordinary films from around the world. It is through
the art of cinema that we foster a community that is more informed, aware, and alive.

SIFF Film Center; 305 Harrison Street; Seattle, WA 98109 206.464.5830



The presentation of artistic cinematic programs requires a quiet, distraction-free theatrical
experience.

This requirement is fundamental to SIFF’s existence so SIFF engaged specialists at Landau Associates to
determine threshold levels that cannot be exceeded for our screens to continue to show films,
uninterrupted, throughout the construction and operational phases of the project, which is something
we did not experience during the construction of Climate Pledge Arena. Conditions that exceed these
levels must be mitigated to ensure SIFF’s ability to continue operation. The result of Landau Associates’
work is attached to this comment letter for Sound Transit’s review along with a summary of our specific
comments to the DEIS.

Uninterrupted, universal access to our screens and administrative offices, compliance with best
practices for fire & life safety issues along with noise and vibration issues during construction and
operational phases are of paramount concern to SIFF. The DEIS does not adequately address noise and
vibration levels to give SIFF confidence that Sound Transit understands SIFF’s facilities or its operations.

SIFF supports the WSBLE project and eagerly awaits the arrival of the Link light rail in the Uptown Urban
Center. SIFF is excited by the opportunities created by eventual proximity of its SFC and Uptown Cinema
venues to a light-rail station on the ST3 Ballard Link Extension. Audiences will be able to reach these
venues quickly, easily, and inexpensively from a wide geographic area. Further, youth audiences will be
able to reach our venues from neighborhoods that would otherwise be inaccessible without a car and
driver. However, this opportunity comes with significant concerns.

SIFF does not support the DEIS DT-1 Preferred Alternative (Republican Street) station location because
the impacts during the construction and operational phases and necessary mitigation for each of
those phases is not adequately addressed in the DEIS. SIFF is not confident it will be able to operate
during an extraordinarily long and disruptive construction phase, which could result in the closing of
SIFF after five decades in Seattle, unless the construction and operational impacts are adequately
mitigated. SIFF believes Sound Transit should move this station to the Alternative Alignment DT-2
location on Mercer.

We look forward to you incorporating our comments into further analysis before your final decision on
the best location for the Seattle Center/Uptown station, the station design, and the integration of the
station into the fabric of the community. We appreciate your commitment to this important endeavor
and look forward to working together to deliver the West Seattle and Ballard Link Extensions.

Sincerely,

Diana Knauf, President
SIFF Board of Directors

SIFF's mission is to create experiences that bring people together to discover extraordinary films from around the world. It is through
the art of cinema that we foster a community that is more informed, aware, and alive.

SIFF Film Center; 305 Harrison Street; Seattle, WA 98109 206.464.5830



CC: Kent Keel, Sound Transit Board Chair

Dow Constantine, Sound Transit Board Vice Chair

Dave Somers, Sound Transit Board Vice Chair

Mayor Bruce Harrell, City of Seattle

Council President Debora Juarez, City of Seattle

Councilmember Andrew Lewis, City of Seattle

Robert Nellams, Seattle Center Director

Marshall Foster, Office of the Waterfront & Civic Projects

Rico Quirindongo, Office of Planning & Community Development Acting Director
Kristen Simpson, Seattle Department of Transportation Interim Director

Attachment:  SIFF’'s Summary of DEIS comments
Landau Associates letter dated April 26, 2022

SIFF's mission is to create experiences that bring people together to discover extraordinary films from around the world. It is through
the art of cinema that we foster a community that is more informed, aware, and alive.
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DEIS COMMENTS

SIFF appreciates the extensive research conducted by Sound Transit, the City of Seattle, King County
Metro, and other partner agencies as part of the WSBLE DEIS. However, more information is necessary
to understand the true impacts of WSBLE construction.

RECOMMENDATIONS: Overall

Select the Alternate Alignment (Mercer)

- ST should move this station to the Alternative Alignment DT-2 location on Mercer. Selecting
the Alternative Alignment (moving the station North) would avoid all of the noise and vibration
issues that are potentially fatal for the surrounding (sensitive receiver) Arts Organizations.

The DT2 Station Entrance locations would not need modification, however, alternative
Construction Techniques must be considered to eliminate significant and prolonged lane
restrictions on Mercer Street such as:

0 Sequential Mining Techniques

0 Acquiring Property and constructing temporary detour lanes to maintain land capacity

on Mercer

0 Rapid Lidding of cut-and-cover to minimize duration of lane closures

0 Reducing extent of disruption by relocating scissors cross-over

0 Etc.

- ST should evaluate using a mining technique for Station Construction for both the Preferred
and Alternative Alignments. ST is already proposing the use of a mining technique underneath
the NW Rooms at a depth of 25-115 feet directly underneath the foundations of the NW Rooms
in the Preferred Alternative station location. Sound Transit considers mining for other WSBLE
stations in the DEIS that are only 15 — 20 feet deeper than the SC-DT1 Republican or SC-DT2
Mercer station locations. Given the severe traffic, transit, and noise and vibration concerns in
this area, mining methods should be seriously considered.

- ST should pay special attention to operational Noise and Vibration for the Uptown area.
The area has a very high concentration of sensitive receiver artistic presentation and production
venues, including Classical KING-FM, Seattle Opera, McCaw Hall and Nesholm Family Lecture
Hall, PNW Ballet, Cornish Playhouse, Rep, SIFF Film Center, Vera Project, KEXP, SIFF-Uptown
Cinema.

The design of the tunnel, rail and railbed (continuous rails, isolated rail ballast, floating slab,
gentle curves, etc.) and operational rules (approach/exit speeds, braking, etc.) should err on the
side of quiet. Should operational ground-borne noise and vibration turn out to adversely affect
the cinematic, theatrical, or musical experiences of quiet auditorium conditions, the costs of
retrofitting once the line is in operation will be prohibitive or impossible.

SIFF - WSBLE DEIS COMMENTS 2022.04.27 DJC.docx
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Final EIS Design Process

Sound Transit should involve stakeholders more directly in the design process for the Final EIS.
It seems clear that Sound Transit did not have a deep understanding of the complex issues
surrounding the Seattle Center/Uptown station location during the production of the DEIS.

Local stakeholders with detailed knowledge are eager to work with Sound Transit to bring a light
rail to the district as rapidly as possible while preserving the important businesses, institutions
and residences in the neighborhood.

RECOMMENDATIONS: Specific Refinement Suggestions for Further Study

ST Preferred Alignment DT-1

Mining Technique for station construction
0 Expected noise and vibration may be within limits for sensitive receivers
0 Already using a mining technique 20 — 115 feet below NW Room Foundations
0 Eliminates need for 15-month full closure of 1%t Ave N at Republican
0 Preserves Tree Canopy on August Wilson Way and access to Rep and Cornish
Shift Station Entrance to the former Postal Building
O Eliminates 115 ft cut and cover construction in between 3 unique sensitive receivers
(SIFF, Rep, Cornish)
Already partially excavated
Building is vacant at present
Excellent TOD opportunity
Excellent connection to northbound bus connections
One-half to one block away from southbound transit connections

O O O 0 O

ST Alternative Alignment DT-2

Review Construction Methods to preserve major arterial and freight corridor flows on Mercer
0 Mining Techniques
0 Cut-and-Cover with lane shift south onto demolished properties until temporary cover is
installed.
Move scissors crossover to elevated section near (minimal project end-of-line) at Smith Cove
Noise and Vibration Mitigations (floating slab, etc.) will be needed in vicinity of McCaw Hall
sensitive receiver.
Great TOD opportunities
Great opportunity to enhance pedestrian access to Seattle Center along Warren Ave
Improved Kiss-and-ride drop-off/pickup for Queen Anne Hill residents
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REQUEST: Construction Management Planning

Construction of the ST3 network in downtown Seattle will be the largest infrastructure project in
Seattle’s history. More work is needed to ensure that we maximize this opportunity to connect our
region while minimizing the undue harm to communities, businesses, and our transportation network
during the 11+ years of WSBLE construction. While construction activities may be temporary, their
impacts may cause lasting harm. We believe we can build one of the largest light rail expansion projects
in the country while preserving the health and vibrancy of downtown Seattle, but more work is needed
before finalizing the alignment and construction plans.

We request that Sound Transit and its partners prepare a detailed construction management plan that
includes:

e Establishing a Construction Coordination Committee for north downtown comprised of South
Lake Union, Uptown, and Seattle Center representatives and working with the committee to
develop a plan to minimize construction impacts.

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

e Providing assistance to employers that encourages and facilitates transit ridership.

e Establishing requirements for maintaining access to venues and businesses in construction
contract documents.

e 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.

e Providing mitigation measures for business impacted in Uptown.

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

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

DEIS

Fails to identify and include the historic SIFF Uptown Theater as a sensitive receiver
Insufficient consideration or analysis of Special Event and Surge Load Analysis unique to this
station.

Inadequate consideration of construction impacts to sensitive Arts and Culture organizations
and their unique performance, presentation and production facilities that surround the DT-1
station location.

Inadequate consideration of Transportation and Transit Effects of a 15-month full closure of 1%
Ave N and Republican (or arterial N/S crossings of Mercer at 15 N, Queen Anne and 1 W).

Preferred Alignment SC-DT-1

The proposed cut-and-cover construction methodology in this location is unacceptable. Noise
and vibration impacts over a 5-8-year period on such a concentrated area of specialized Arts
Performance and Production space sensitive receivers cannot be successfully mitigated. The
current proposal would jeopardize the survival of 5 significant community arts organizations and
destroy the Seattle Center arts and cultural community that the station is intended to serve.
Use of a mining technique for station construction could significantly reduce the noise and
vibration impacts to 7/24 sensitive receivers like KEXP and eliminate the substantial traffic and
Transit impacts in a geographically constrained location.
0 Note however: cut-and-cover excavation for the proposed East Entrance location would
still impact the SIFF Film Center, likely requiring a 5—8-year relocation of SIFF Business
Offices, and the location of the East Entrance building would negatively impact the
ambiance of the Seattle Center Grounds.

Alternative Alignment SC-DT-2

The proposed cut-and-cover construction methodology in this location is problematic. The
proposed traffic impacts on Mercer Street are untenable. (Hight volume, No alternative route,
Passenger and Freight Mobility, Transit Routes)

The inclusion of a track-crossover adjacent to the station invalidates simple comparison of
alternatives. Using Cut-and-Cover for the track cross-over adds two blocks of disruption to
major Mercer intersections and with primary, non-redundant North-South arterials,
exacerbating the already unacceptable traffic impacts of cut-and-cover station-box construction
on Mercer Street.
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DEIS INADEQUACIES — Overarching Comments

e Comment 1 - Road Closures & Detours: The DEIS provides some information pertaining to road
closures, but the analysis leaves out information about most closures less than one year (See
Section 3, Table 3-30). In addition, detour routes are suggested for some closures, but not
others. The full network of road closures, detours, and durations must be analyzed. It is
improper to ignore closures of shorter durations and study each segment in a silo. The DEIS also
does not analyze the full traffic volumes and patterns that must be mitigated as part of the
decade-long construction window, nor does it analyze capacity and impacts during surge events.
This information is necessary to understand the full impacts during construction and to prepare
plans for mitigation.

e Comment 2 - Construction Methodology: The DEIS proposes only one construction technique
(cut-and-cover) for each station in north downtown. It is unclear how specific methodologies
were selected and why, or if other less impactful construction means may be possible. Sound
Transit should study the possibility of constructing the Denny, South Lake Union, and Seattle
Center/Uptown stations via means other than cut-and-cover and weigh the trade-offs with
alternative approaches. This may include consideration of mined stations and other creative
approaches.

e Comment 3 - Pedestrian Impacts: The DEIS analysis for pedestrian impacts is lacking across all
segments. Pg. 6-47 of the DEIS Transportation Technical Report notes that “the Ballard Link
Extension Build Alternatives could close sidewalks or reduce the sidewalk width within the
construction areas along the impacted roadways...,” however, the DEIS does not contain any
detailed information about the location or duration of sidewalk closures. This analysis must be
included in the Final Environmental Impact Statement. Information about sidewalk closures is
critical to evaluate the impacts of different alternatives and provides critical data necessary to
inform the analysis of anticipated business displacements. SIFF makes significant use of
sidewalk spaces for audience holding lines, particularly during the 25-day Festival period.

e Comment 4 - Construction Sequencing: The DEIS identifies an 11-year construction window, but
it does not specify the timing for each station or concurrent construction activities. Before
finalizing the alignment, Sound Transit should study and disclose the estimated construction
sequencing to better understand the impacts of WSBLE construction.

e Comment 5 - Cumulative Impacts: The DEIS appears to study construction impacts and road
closures in isolation from one another. These construction plans must be studied as concurrent
actions to understand the cumulative impacts of construction and mitigate appropriately.
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DEIS INADEQUACIES - Specific Comments

Chapter 2 Alternatives Considered

e Comment 6 - Page 2-10, Section 2.1.1.2
A Mined Tunnel Center Platform design is shown but the DEIS does not indicate when or how
Sound Transit selects this option so the reader cannot determine if Sound Transit has
adequately analyzed the significant adverse impacts cut and cover construction will have on the
sensitive receivers around the SC DT-1 station site.

e Comment 7 - Page 2-54, Section 2.1.2.2.2
CID-1b “allow the station to be mined rather than constructed using cut-and-cover methods
*and would reduce surface disturbance during construction*”. There is no mention of time or
cost differences between mining and cut-and-cover. This is another instance where the DEIS
does not show adequate analysis of the significant adverse impacts of the WSBLE project or
make the case for why the different method are selected. There is no analysis of cost differences
between mined and a cut-and-cover construction of the SC DT-1 station in relation to the
mitigation costs and operational risks for the six unique sensitive-receiver Arts Performance and
Production Spaces adjacent to the station and tunnel.

e Comment 8 - Page 2-82, Section 2.5.3.2
Table 2-5 only shows 2 alternatives carried forward. Options for an alignment to the south (on
Harrison or Thomas) to avoid sensitive receivers was not carried forward but considering the
significant number of sensitive receives adjacent to and near the Republican Street station and
along Mercer Street, a southern alignment should be reconsidered.

e Comment 9 - Page 2-83, Section 2.6
"Concurrent work at multiple construction areas would be required to complete the project in
this timeframe". We have not found a meta-analysis of combined traffic impacts to mobility
throughout the city. A clearer understanding of these external costs might increase the value of
using mining techniques for station construction in more locations throughout the Downtown
Segment. The DEIS has not adequately analyzed the significant, adverse, combined traffic
impacts to mobility throughout the city.

e Comment 10 - Page 2-84, Section2.6.1
"Civil Construction would take between.......... 4 to 7 years along tunnel areas". The duration of
construction to complete the SC-DT1 Republican Street Station will put SIFF Film Center out of
business if access, noise, and vibration cannot be adequately mitigated.

e Comment 11 - Page 2-84, Section2.6.1
"Work Specific Construction Plan would be confirmed during final design" - up to 5 years from
now. How can SIFF be assured that appropriate mitigation exists that would allow continued
operation since this is not addressed in the DEIS?
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Comment 12 - Page 2-84, Section2.6.1

"Typical construction for surface and elevated guideways and stations.... 5-6 days between 7am
and 10pm and tunneling work would typically occur between 20 and 24 hours per day, 6 to 7
days per week” but there is no discussion of cut-and-cover excavated station construction
hours. Yet, Sound Transit is recommending cut-and-cover for the Republican Street Station
without any discussion of the impacts in the DEIS, which is another example where the DEIS has
not provided adequate analysis of the significant adverse environmental impacts associated
with putting the DT-1 Preferred Alternative station in the Republican Street ROW.

Comment 13 - Page 2-88, Section 2.66

Discussion of cut-and cover, and sequential excavation mining. Seattle Center is assigned C&C,
but SEM is suggested for CID1b, CID2b, Midtown and Westlake "because station depths make
cut-and cover impractical", but no discussion of whether/if C&C is 'practical' considering the
concentration of sensitive receivers near the Seattle Center station location. The SC DT-1
station at Republican is only 10 — 20 feet shallower than these other stations, and the DEIS
proposes high-vibration mining techniques in addition to cut-and-cover from 20 to 120 feet
below the foundations of the historic NW Rooms. This is one more instance where the DEIS had
not provided adequate analysis of significant adverse impacts and alternatives.
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Chapter 3 Transportation

Comment 14 - Page 3-6, Section 3.3.1

"Major Arterials include 4th Ave, 5th Ave, 6th Ave, Westlake Ave.... 15th Ave, Leary Way, NW
Market" but 1st Ave N is not included or studied, yet it is a major arterial and has a 15-month
full closure. Once again, another example where adequate analysis has not been demonstrated.
Comment 15 - Page 3-78, Section 3.12.1.1

Although RapidRide D-line is mentioned, the DEIS does not mention the many bus routes that
serve Queen Anne and Magnolia that travel north on 1st N, and south on Queen Anne Ave that
will be cut off during the 15-month closure of the 1st & Republican intersection.

Comment 16 - Page 3-85, Section 3.12.3.4

Passenger Drop-off and Pick-up facilities should be carefully designed to serve local
neighborhood access. For example, kiss-and-ride operations for residents of upper Queen Anne,
etc... that are topographically difficult for pedestrian and bike access.

Comment 17 - Page 3-101, Section 3.13.4

Mitigation for Operational (traffic) Impacts - Why not emphasize designing *efficient*
pickup/drop-off station infrastructure?

Comment 18 - Page 3-110, Section 3.15.3.4

The assertion that "DT2 would require event attendees crossing at least one roadway" is a bit of
areach. There is very little traffic on Warren, and that is the only street that would need to be
crossed, and an underpass could be constructed to allow an exit on the east side of Warren.
Further, the SC-DT1 Republican station location will require two street crossings for intermodal
bus and light-rail passenger transfers.

Comment 19 - Page 3-116, Section 3.16.3.4

"The Project is not expected to affect the number of people going to these events..." Easy Light
Rail access to the Seattle Center will make attending events (bumbershoot, folk life, SIFF, etc.)
much more accessible for people in a wide (multi-county) geographic area who can't or
otherwise wouldn't drive in heavy congestion and hunt for expensive parking. Itis a fine
conservative (low) assumption for ridership revenue calculation, but this seems to be a very bad
assumption for design and planning of infrastructure itself.

Comment 20 - Page 3-126, Section 3.19.1.1.2

"For Long-term (over 1 year on key arterial streets) closures, an assessment of the traffic
impacts was performed" However, we have not found an assessment of 1st Ave N and
Republican - possibly because "Republican" is not a "key arterial", but 1st Ave is a major arterial.
Another example where adequate analysis has not been demonstrated.

Comment 21 - Page 3-127, Section 3.19.1.2.1

"Similar to the streetcar system, the Metro bus system would be potentially impacted by
construction activities.... modifications could occur in CID, DT and IBB segments", but no details
or discussion is provided. The unique topography and one-way traffic patterns of Uptown and
of Queen Anne significantly limit re-routing opportunities. There may be no practical way to
mitigate these closures. Specific work identifying the traffic and transit mitigations must be
studied, proposed, and get public and property-owner input before making this decision.
Another example where adequate analysis has not been demonstrated.
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e Comment 22 — General Transit Integration Comment
Construction: The DEIS does not address the transit issues that result from full closures of
arterial intersections during construction in a topographically challenged area with non-
redundant arterials and limited options for re-routing buses.

Station Comparison: The SC/Uptown DT-1 (Republican) station location is several blocks away
from existing bus-stop locations. The DT-2 (Mercer) location has superior connections to the
Metro bus system.

DT1 - Republican
- Northbound Busses:
O East Station Entrance — two-block walk.
0 West Station Entrance — one-half to one-block walk plus street crossing
- Southbound Busses:
0 West Station Entrance - two street Crossings, and a one long block walk
= Unless large bus stop is shifted a block south
- Future East/West Mercer Busses
0 One long block away uphill

DT2 — Mercer

- Northbound Queen Anne Busses — adjacent to station, one street crossing
0 Northwest Busses — adjacent to station, no crossings

- Southbound Busses
O SE Entrance —two block walk, one street crossing
0 NW Entrance- half block, two street crossings

- Future East/West Mercer Busses
0 Adjacent to station, no street crossings needed

Impacts of potential changes: If bus stops are relocated south to be nearer SC/U DT-1 station
entrance on Queen Anne, the specifics of the location could adversely impact sidewalk use for
and access for audience holding areas.

Station Entrance Connections to Metro Bus Stops (green)
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Chapter 4 Environmental Consequences

Appendix L4.1 Acquisitions, Displacements, and Relocations

e Comment 23 - Page L4.1-54 & Page L4.1-55/L4.1.2 Relocation Opportunities/L4.1.2.1
Commercial and Industrial/Figure L4.1-28j, Alternative DT-1, Affected Parcels, Table L4.1-13

The sections above and the data in Table L4.1-13 misrepresent the ease or difficulty in relocating
businesses, non-profits, tenants, etc. impacted by the WSBLE project. The macro-level data used is
misleading and does not provide the necessary information to adequately assess the ability of any
office, industrial, retail or hotel tenants to be relocated, let alone the unique and specialized Arts
Production and Performance spaces adjacent to SC EDT-1 Republican station location.

SIFF occupies approx. 5200 sq ft in the Northwest Rooms. In addition to a theater, SIFF’s business
offices are located in the Northwest Rooms. Non-profit Arts Tenants of the NW Rooms at the
Seattle Center may have a rental rate that is offset by the public benefits they provide. There kind
of in-kind arrangement is unlikely to be found through a commercial land-lord, for office space,
increasing the organization’s baseline costs during a relocation.

The overall vacancy rate and total amount of vacant space in a sector of the market mean nothing to
any one of the relocated parties on an individual basis because every relocation requirement is
unique to the relocated party. For example, for a relocated office tenant that needs 50,000 SF of
space, it doesn’t matter if there is 5.5MM SF of vacant office space available if the largest
contiguous space is only 15,000 SF. What this means to the office tenant is that there is zero space
available for it to be relocated. The DEIS does not recognize that there is no realistic inventory of
unused specialized arts performance and production spaces that could substitute for the facilities
clustered around the SC-DT-1 Republican station location.

Lastly, the idea of vacant land and new development sites as another viable relocation solution for
relocated tenant is an oversimplification of this as a possible solution. It ignores 1) the limits zoning
codes put on the types of uses that can occupy land, 2) the limits site geography and development
regulations put on the ability to develop a site for a desired use, and 3) the extraordinarily long,
protracted, and uncertain land use and construction entitlement and permitting processes that are
undertaking in the City of Seattle before new construction can occur. Further, if a new specialized
arts performance and production venues were constructed, it is unlikely that a non-profit
organization would subsequently incur the costs and disruptions to return to the Seattle Center
Campus a decade later when ST3 construction is completed.

Given the examples above, SIFF is left with zero confidence that Sound Transit understands or has
adequately:

1. assessed the significant impacts of relocating any of the parties, on a temporary or
permanent basis, that will be displaced or disrupted by this project or

2. accounted for the degree of mitigation needed to address the significant impacts caused
by relocation.
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e Comment 24 - Page L4.1-54 & Page L4.1-55/1L4.1.2 Relocation Opportunities/L4.1.2.1
Commercial and Industrial/Figure L4.1-28j, Alternative DT-1, Affected Parcels, Table L4.1-13

SIFF Cinema Uptown at the NW corner of Republican Street and Queen Anne Avenue North is not
identified as an Affected Parcel on Figure L4.1-28j. |t should be noted that SIFF’s building at the
corner is constructed with unreinforced masonry, is a building eligible for the National Register, the
building houses three of SIFF’s five screens, and SIFF is a “sensitive receiver”. This property will
absolutely be an Affected Parcel as it will experience significant impacts from the boring of the
tunnel adjacent to and/or under its building, the construction of the west portal of the Republican
Street station diagonally across the intersection from SIFF’s building, and the operation of the
system with a station entrance near the cinema building as a sensitive receiver.

The noise and vibration issues during construction and operational phases must be mitigated to
eliminate the impacts to allow SIFF to stay open and offer regular screenings throughout the day, 52
weeks a year. Universal access to and from the cinema building by all modes of transportation must
be maintained throughout the duration of construction of the tunnel and station. As noted above,
relocation is not as simple as stating there is enough vacant space in a specific sector of the market
to easily facilitate relocation for generic space, let alone relocation for a special use tenant, which is
the category of tenant SIFF falls into, and why many special use tenants must build their own space
to meet their unique space/operational needs.

West Seattle Ballard Link Extensions Draft Section 4(f) Evaluation January 2022
e Comment 25 - Page ix | AE 0036-17

SIFF does not understand how a Republican Street Station could be considered a viable alternative,
let alone a Preferred Alternative, in the Uptown/Seattle Center neighborhood for the WSBLE
project. There are:
a. alternatives that avoid using the Seattle Center campus,
b. all possible planning to minimize harm to the Seattle Center campus and its buildings has
not been satisfactorily demonstrated in the DEIS analysis, and
c. theimpacts are significant, not di minimis, to i) the fulltime, non-profit, arts organizations
that reside on the campus, ii) the festival organizations that program the campus year-
around with culturally significant events for the public to participate in and enjoy, and iii)
the public who come to the Seattle Center campus to enjoy it as a park with open space,
contemplative space, and green space.

e Comment 26 - Page 4-41 | AE 0036-17 | Draft Section 4(f) Evaluation and Figure 4-4. Seattle
Center Impacts, Ballard Link Extension — Downtown Segment
The drafting of this section is deceptively misleading and completely inaccurate. First, by
discussing the Republican Street ROW separately from the Seattle Center campus, both of which
are owned and controlled by the City of Seattle, gives the reader the impression they are
separate but related areas. However, the reality is that the Republican Street ROW (August
Wilson Way, aka AWW) is imbedded within the Seattle Center Campus. AWW is lined on the
north and south sides of the ROW with 50+ year old London Plane trees, which can live for
hundreds of years and we imagine were selected for that reason, that are integral to the campus
master plan planting plan. The trees are a gateway to the campus. The removal of the London
Plane trees along AWW during construction would absolutely, adversely impact this experience
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and is a significant, permanent impact without options to mitigate except to not locate the
station in the Republican Street ROW.

Second, the expectation that SIFF, or any of the tenants in the Northwest Rooms, will continue
to operate during construction is a statement not based on nor supported by facts. The
significant impact from noise and vibration that these sensitive receivers will experience for a
construction duration that is expected to last more than 5 years will not allow them to operate
and will require them to be relocated, which will not be easy since all the tenants are “special
use” tenants and a relocation will not allow them to continue the symbiotic relationship they
enjoy with each other and the other resident organizations on the Seattle Center campus.

Third, the north wall of the SIFF’s space includes fire exits that will not be useable during the
construction duration of the Republican Street station, which is another significant impact that
would need to be mitigated or SIFF could not operate during construction. This is not
acknowledged or addressed in the DEIS.

Fourth, the idea that there will be no impact to the greens is not an accurate statement. The
construction of the west portal to the station in an area currently occupied by a garden will
permanently remove this green space and event space from the campus. Additionally, the scale
of the west portal will permanently remove open space and view corridors that contribute to a
park-like setting with an openness and expansiveness currently enjoyed in this part of the
campus.

Fifth, the queuing issue at the west portal to the station is another impact SIFF is concerned
about. The current station design doesn’t appear to accommodate surge volumes that are a
regular condition at Seattle Center given the opening of Climate Pledge Arena (CPA) and there
isn’t sufficient distant between the west portal and CPA to allow for reasonable crowd dispersal
without significantly impacting the ability to access and enter SIFF. If changes aren’t made to
the station design to allow for surge volumes to be accommodated within the station and
conveyance system, SIFF will be forever significantly impacted by surge volumes.

Based on the five items mentioned above, SIFF does not agree with Sound Transit’s conclusion
that, “Based on the above discussion, Preferred Alternative DT-1 would not adversely affect the
recreational amenities of this resource either permanently or temporarily during construction;
therefore, impacts to Seattle Center under Preferred Alternative DT-1 are proposed to be de
minimis....”

e Comment 27: - Figure 4-1h, Section 4(f) Resources, Seattle Center Vicinity, Ballard Link
Extension — Downtown Segment and Page 4-24 & Page 4-25 | AE 0036-17 | Draft Section 4(f)
Evaluation
There are several buildings that are on or eligible for the National Register, including two
buildings housing four of SIFF’s five screens. Given the number of buildings with this status that
are directly adjacent to or near the DT-1 Preferred Alternative Republication Street Station and
the Section 4(f) resource status of the Seattle Center, SIFF does not understand how this station
location could be included as a viable alternative, especially a Preferred Alternative, for the
WSBLE project.
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POSSIBLE REFINEMENTS to the DEIS:

SIFF is eager to work more closely with Sound Transit during the drafting of the Final EIS to ensure that
these concerns are successfully addressed so that the project can proceed without delay.

The following subsections cover various refinements that have originated from within Sound Transit, or
the affected organizations during the DEIS review process. The list is not comprehensive. We are sure
creative solutions can be found if we work together.

What is Sound Transit’s design process, and where are the opportunities for community input prior to
the release of the Final EIS?

Select the SC-DT2 (Mercer) Station Location
There are many benefits to choosing the Alternate DT2 mercer Station Location

Minimizes pedestrian street crossing of Mercer with N and S side entrances

Serves Seattle Center and CP Arena by a pedestrian-improved Warren Street
Improved connections to Metro Bus Routes

Serves Uptown directly

Provides significant TOD opportunities at under-built south-side of Mercer properties.

O O o oo

However, a less disruptive construction method needs to be seriously considered for this location.

Mining Method for Station

The intense and prolonged disruptions caused by cut-and-cover methods for the Mercer location in the
Uptown district are unacceptable to QA and Uptown residents and businesses, as well as through-traffic
to Ballard, Magnolia and NW Seattle.

Cut and Cover at the DT-2 station location (Mercer) would adversely impact significant freight and
passenger vehicular traffic and will be unacceptable to the surrounding neighborhoods. Maintaining
Mercer traffic flow is essential.

Other Methods of maintaining Traffic Flow on Mercer

Studying the possibility of constructing bypass-lanes and sequencing excavation of the South East
Station Entrance until after cut-and-cover is lidded over are examples of possible creative solutions to
the Mercer Traffic Flow issue.

Relocate Scissors Crossing
The DEIS shows no Scissors-crossing associated with the SC DT1 Republican Station Location but there is
a crossing shown at SC-DT2.

The DEIS does not provide any information explaining why a cross-over is necessary at the SC-DT2
Mercer Station Location, but not at SC-DT1 Republican Station Location.

Locating a scissors crossing immediately west of the Mercer Station Box significantly exacerbates the
traffic impact on non-redundant arterials and intersections (like Queen Anne Ave and Mercer) if a cut-
and-cover method is used.
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It would appear from the DEIS that this cross-over could be located to the westward in a manner similar
to that shown for the DT-1 Republican station — either proximate to the hillside tunnel portal, or
proximate to the next SIB station.

Scissors Cross-overs downstream of Seattle Center/Uptown Stations

Scissors Cross-over downstream (west) of SC-DT1
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Scissors Cross-over adjacent to west of SC-DT2

Shifting DT-1 Station West
Sound Transit has shown a possible refinement shifting the DT1 Republican station westward.

This would have significant adverse impacts on the SIFF Uptown Cinema, likely resulting in SIFF’s
inability to viably operate that venue during construction. This is addressed specifically in the Noise and
Vibration report from Landau Associates (attached).
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SIFF’S OPERATIONAL CONSIDERATIONS:

This section is provided to help inform Sound Transit of the operational details of SIFF’s specialized,
sensitive receiver venues as design and mitigation plans are refined. Noise and vibration constraints for
these venues are discussed in the attached engineering report from Landau Associates.

SIFF Cinema Uptown
Typical Hours of Operation:

Year-Round Festival
e Mon -Thurs 1400 - 0000 e 7 Daysaweek 1000-0100
e Fri-Sun 1200 - 0000

Access

Fire Safety

The Uptown Cinema has an Exit Door on the south side of the
building on Republican. If the station was moved two blocks
west, it is possible that the sound barrier wall would restrict
emergency fire egress from one of the theaters for 5-8 years and
could result in the loss of its occupancy permit for the duration
of construction.

Audience Access and Queueing

SIFF uses sidewalks on the South and East sides of the building
(green arrows) for audience holding lines, particularly during the
festival which is typically 25 days long. Loss of this audience
holding area would significantly impact SIFF Festival operations
at this venue.

Air Quality and Dust

SIFF Operates both mechanical film projectors and high-resolution Digital Projectors. Similarly, the
projection screens are large and need to be kept clean to function properly. Professionally cleaning
these specialized pieces of equipment is expensive and time consuming and can impact the availability
of the cinema for revenue generating activities.

Further, the amount of external air mixed into the HAVAC system has been increased as a COVID
mitigation measure. An increase in construction dust will shorten the cleaning and replacement intervals
for our HVAC Filtration equipment and may even necessitate the addition of additional (finer) filtering
systems to protect projectors and screens.

Finally, an increase in exhaust emissions from diesel and gasoline powered construction equipment is
likely during the 5- to 8-year construction period, affecting the comfort, enjoyment and safety of our
audiences.
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Seattle Film Center
Typical Hours of Operation:

Year-Round Festival
e Mon-Thu 0800 - 1800 e Mon, Tues 0800 - 1800
o Fri 0800 - 2300 e Wed, Thu 0800 - 0000
e Sat, Sun 1200 - 0000 e Fri 0800 - 0100
e Sat, Sun 1000 - 0100
Access
Fire Safety

The SFC has an Exit Door on the north side of the NW Rooms (small red circle) that serves as an essential
second stairway and fire egress. Loss of this exit for 5-8 years could result in the loss of occupancy
permit and require relocation of SIFF Offices

Neighborhood Connections for Audience and Staff

Preferred Alternative DT-1 would eliminate direct access from the Uptown Neighborhood (transit,
parking, restaurants) via August Wilson Way, Republican, Warren and 2" Ave N during the 5- to 8- year
construction period.

The only remaining access will be through a narrow corridor (large red circle) between CPA and NW
Rooms. Wayfinding and discovery of SFC along this route will be a challenge for our audiences, and
free and easy access through this space would be significantly impaired during surge events at the
Arena.

Air Quality and Dust

SIFF Operates both mechanical film projectors and high-resolution Digital Projectors. Similarly, the
projection screen is large and need to be kept clean to function properly. Professionally cleaning these
specialized pieces of equipment is expensive and time consuming and can impact the availability of the
cinema for revenue generating activities.

Further, the amount of external air mixed into the HAVAC system has been increased as a COVID
mitigation measure. An increase in construction dust will shorten the cleaning and replacement intervals
for our HVAC Filtration equipment and may even necessitate the addition of additional (finer) filtering
systems to protect projectors and screens.

Finally, an increase in exhaust emissions from diesel and gasoline powered construction equipment is
likely during the 5- to 8-year construction period, affecting the comfort, enjoyment, and safety of our
audiences.
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April 26, 2022

Seattle International Film Festival
305 Harrison Street

Seattle, WA 98109

Attn: David Cornfield

Transmitted via email to: davidco3@farstar.com

Re: Sound Transit WSBLE DEIS Review for Seattle International Film Festival
Seattle, Washington
Landau Project No. 2062001.010

Dear David:

At the request of the Seattle International Film Festival (SIFF), Landau Associates, Inc. (Landau)
prepared this summary of our assessment of the noise and vibration sections of the Sound Transit
West Seattle and Ballard Link Extensions (WSBLE) Draft Environmental Impact Statement (DEIS).

SIFF operates two facilities within the vicinity of the WSBLE alignment: the SIFF Film Center, located in
the Northwest Rooms at Seattle Center, and the SIFF Cinema Uptown, located at the northwest corner
of Queen Anne Avenue and Republican Street. The SIFF Film Center is a multi-use facility that houses a
90-seat multi-use theater, multi-media classroom, exhibition spaces, archives, and offices for SIFF and
its Film School. The SIFF Film Center is bordered by August Wilson Way to the north, the Dupen
Fountain courtyard to the south, the International Fountain Lawn to the east, and the Vera Project to
the west.

SIFF Cinema Uptown is a historical three-screen theater building bordered by adjacent commercial
businesses to the north, Republican Street to the south, Queen Anne Avenue to the east, and a multi-
use building to the west that houses residential apartments and a grocery store. Seating capacities for
the three theaters at the SIFF Cinema Uptown are: 450 seats at Theater 1, 200 seats at Theater 2, and
150 seats at Theater 3.

SIFF has retained Landau noise and vibration expert consultants to review the WSBLE DEIS and
provide comment on the document’s accuracy and completeness regarding assessment of noise and
vibration impacts. This letter report summarizes Landau’s assessment of the WSBLE DEIS as it relates
to the potential for noise and vibration impact to the SIFF Film Center and SIFF Cinema Uptown, and
includes a summary of findings, a list of documents that were reviewed, and a detailed review of
selected chapters of the DEIS.
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Summary

Landau finds the assumptions and methods used by Sound Transit to analyze noise and vibration
impacts to be reasonably correct. However, Landau finds some elements of the WSBLE DEIS analysis
to be incomplete and/or incorrect. These missing or incorrect analysis elements result in an
incomplete assessment of noise and vibration impacts and mitigation. The key findings of this review
include:

e (City of Seattle (City) noise limits are not applied in the noise impact section when determining
the potential for noise impacts and whether additional mitigation is warranted.

e There are missing receptors, including the SIFF Cinema Uptown.
e The assessment of airborne noise impacts during construction is incomplete.

e An assessment of mitigation measures is required for expected airborne noise impacts at the
SIFF Film Center.

e Additional assessments of groundborne noise and vibration impacts from construction are
warranted to fully address potential impacts from DT-1.

e Additional assessments of groundborne noise and vibration mitigation measures from
construction are warranted to fully address impacts from Downtown-1 (DT-1).

e The surface construction vibration impact and mitigation assessment is incomplete.

e Station construction methods for DT-1 include breaking a slurry wall with a hoe ram, a
potential major source of groundborne noise and vibration that was not evaluated.

e Groundborne noise, vibration, and surface noise impacts from construction of the DT-1 East
Station Entrance were not fully evaluated for impact to SIFF Film Center.

e Operational groundborne noise impacts warrant additional mitigation for DT-1 beyond high-
resilience fasteners and beyond the linear extents identified in the DEIS.

e Station Refinement for DT-1, including moving DT-1 station farther west, would result in
significant noise impacts to SIFF Cinema Uptown.

Landau’s assessment focused on the DT-1 alignment identified in the WSBLE DEIS. DT-2 is located
sufficiently far from SIFF facilities that impacts from construction and operation of DT-2 are unlikely at
the SIFF Film Center or SIFF Cinema Uptown.

Review Documents
Landau reviewed the following documents in support of the assessment:

e Sound Transit and Federal Transit Administration’s (FTA’s) WSBLE DEIS, Chapter 4.2.7: Noise
and Vibration (pp. 4.2.7-1 to 4.2.7-23) (USDOT et al. 2022a)

e Sound Transit and FTA’s WSBLE DEIS, Appendix N.3: Noise and Vibration Technical Report
(USDOT et al. 2022b)

e Sound Transit and FTA’s WSBLE DEIS, Attachment N.3A: Noise Measurement Data, Site
Details, and Photographs
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e Sound Transit and FTA’s WSBLE DEIS, Attachment N.3B: Vibration Measurement Site
Photographs

e Sound Transit and FTA’s WSBLE DEIS, Attachment N.3C: Vibration Propagation Measurement
Results

e Sound Transit and FTA’s WSBLE DEIS, Attachment N.3D: Maps of Noise Impact Assessment

e Sound Transit and FTA’s WSBLE DEIS, Attachment N.3E: Maps of Vibration Impact Assessment
e Sound Transit and FTA’s WSBLE DEIS, Attachment N.3F: Tables of Noise Predictions

e Sound Transit and FTA’s WSBLE DEIS, Attachment N.3G: Tables of Vibration Predictions

e Sound Transit and FTA’s WSBLE DEIS, Attachment N.3H: Vibration Analysis of Category 1 Land
Uses and Special Buildings

e FTA’s Transit Noise and Vibration Impact Assessment Manual (FTA Guidance Manual; FTA
2018)

e Sound Transit’s Design Criteria Manual, Revision 5, Amendment 11 (Sound Transit 2021).

Review Format

Landau’s assessment focused on chapters in the WSBLE DEIS that are relevant to the assessment of
noise and vibration impacts at SIFF facilities from DT-1. Headings that begin with “Chapter” refer to
the corresponding chapter in WSBLE DEIS Appendix N.3: Noise and Vibration Technical Report (USDOT
et al. 2022b).

Chapter 3: Noise and Vibration Impact Criteria

The WSBLE DEIS applies the noise and vibration impact criteria established for transit projects
according to the FTA Guidance Manual. Sound Transit is a public transit authority that receives federal
funding to support its projects. Landau finds that the use of the FTA criteria is appropriate for the
assessment of noise and vibration impacts from this project. However, as detailed below, the FTA
noise and vibration limits that were applied to the sensitive receiving space within the Film Center

was incorrect.

WSBLE DEIS Appendix N.3, Chapter 3.1.3 identifies the City noise criteria, as established in

Chapter 25.08 of the Seattle Municipal Code (SMC). SMC noise limits are applicable during daytime
and nighttime hours for various source and receiving “Districts.” Further, SMC 25.08 includes sound
level limits that apply specifically to construction. Landau finds the DEIS interpretation of the City’s
noise criteria to be correct.

Landau finds that the assessment does not identify impacts relative to the City’s noise criteria. That is,
the assessment is focused only on FTA criteria (that are applicable) and whether construction or
operation would meet FTA criteria. The assessment refers to the required compliance with City
construction noise limits in WSBLE DEIS Appendix N.3, Chapter 7, Construction Noise Mitigation

(p. 7-16), but not when evaluating the potential for noise impacts. Because City construction noise
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limits apply to this project, the noise assessment should consider whether construction noise is
expected to meet these limits. If the project cannot meet these limits, sufficient noise mitigation
measures should be required; otherwise, alternative construction methods should be explored.

Chapter 4: Noise and Vibration Impact Analysis Assumptions and
Methods

WSBLE DEIS Appendix N.3, Chapter 4 summarizes the analysis assumptions and the methods for
assessment of noise and vibration impacts. This chapter reviews multiple elements that are
considered when predicting noise and vibration emissions from light rail projects and includes results
of vibration propagation testing and discusses noise and vibration measurements made by Sound
Transit to support the noise and vibration impact assessment. Landau finds the impact analysis
assumptions and methods to be reasonably correct.

Chapter 6: Impact Assessment

The following summarizes Landau’s review of the WSBLE DEIS impact assessment of DT-1 and DT-2,
including airborne noise from construction and groundborne noise and vibration from construction
and operation, as received at SIFF facilities. Figure 1 is an area map that shows the locations of the
SIFF Film Center and SIFF Cinema Uptown, relative to the location of DT-1, including rail alignments,
stations, and station entrances, as well as nearby Seattle Center resident organizations, facilities, and
outdoor areas.

Noise and Vibration Limits

WSBLE DEIS Appendix N.3, Chapter 6.4 (p. 6-63) indicates that noise and vibration from construction,
including tunneling (cutterhead and supply train) and surface construction were compared to the
same FTA operational noise limits “because this can be a relatively long-term activity.” Landau agrees
with this determination.

Landau notes that the noise limits in WSBLE DEIS Appendix N.3 are generally correct for most resident
organizations within the Seattle Center. However, regarding SIFF facilities, discrepancies and
omissions were noted. Table 2 summarizes the noise and vibration limits applied for the SIFF Film
Center, highlighting discrepancies that require correction or further assessment. Noise and vibration
levels in this table are compiled from DEIS Appendix N.3, Attachment N.3H, Tables 8-2 and 8-3. If a
different noise or vibration limit was identified in another table in WSBLE DEIS Appendix N.3, it is
noted in the center columns of Table 2.

Noise and Vibration Limits - Discrepancies

WSBLE DEIS Appendix N.3, Section 6.3, Tables 6-13 and 6-14 identify operational groundborne noise
and vibration limits for DT-1 and DT-2, respectively. WSBLE DEIS Appendix N.3, Section 6.4.1,
Tables 6-25 and 6-27 identify vibration and groundborne noise limits for construction, respectively.
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As noted above, the WSBLE DEIS indicates that groundborne noise and vibration from operation and
construction were compared to the same FTA criteria. However, in reviewing the groundborne noise
limits in the tables identified above, Landau finds that there is a discrepancy regarding groundborne
noise limits at the SIFF Film Center. That is, a different groundborne noise limit was applied for
construction and operation. Landau notes that operational groundborne noise in Table 6-13 and
Table 6-14 are correct (although an adjustment to this limit is recommended, see Table 2), and the
different limit in Table 6-27 (construction groundborne noise) is incorrect. This discrepancy is
summarized below in Table 1.

Table 1: Summary of DEIS Discrepancies, Noise and Vibration Limits: SIFF Film Center

DEIS Limits for DEIS Limits for
Operation Construction Explanation of Discrepancy
Resident Noise Vibration Noise Vibration
Organization (dBA) (vdB) (dBA) (vdB) Noise Vibration

Construction limit
35(a) 72 (a) 40 (b) -- is 5 dBA above N/A
operation limit

SIFF Film Center
Theater

(a) Sound Transit WSBLE DEIS Appendix N.3, Tables 6-13 and 6-14
(b) Sound Transit WSBLE DEIS Appendix N.3, Tables 6-27

dBA = A-weighted decibels

VdB = vibration decibels

N/A = not applicable

Correcting the groundborne noise limit for the SIFF Film Center to 35 dBA (as identified for light rail
operation in Tables 6-13 and 6-14) would result in a predicted groundborne noise impact due to
supply train operation during tunneling (see DEIS Appendix N.3, Table 6-27). That is, a limit of 35 dBA
would fall below the predicted level of 37 dBA, whereas the incorrect limit of 40 dBA is above the
level. Currently, Table 6-27 does not identify impacts at the SIFF Film Center. See the following section
and Table 2 for a rationale to adjust this limit to 30 dBA.

Noise and Vibration Limits - Adjustments

Landau notes that an adjustment to the operational (and construction) groundborne noise and
vibration limits at the SIFF Film Center is warranted following measurements by Landau staff and
review of the noise- and vibration-sensitive nature of this facility. That is, for the SIFF Film Center, a
quiet environment is essential to its use. Noise intrusion, such as low-frequency groundborne noise
“rumbling” from nearby surface construction, tunneling, and rail operations, may negatively affect the
audience experience at the SIFF Film Center. Vibration impacts, even at low levels, can affect the
theater film projector.

A summary of the recommended adjustments to the groundborne noise and vibration limits, including
a rationale for the adjustment, is provided in Table 2. Additional detail is provided in the text
following this table.
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Table 2: Summary of Noise and Vibration Limit Corrections

DEIS Limits for

Operation and Recommended Adjustments
Construction (a) to DEIS Limits (b)
Noise Vibration Vibration Notes
SIFF Facility (dBA) (vdB) Noise (dBA) (vdB) Justification for Adjusted Limits
Noise limit is appropriate per
Landau and DEIS measurements.
SIFF Film Center Vibration limit is appropriate for
Theater 35 2 30 dBA 65 vdB “Auditorium” per FTA Guidance

Manual, confirmed through
Landau measurements.

(a) Sound Transit WSBLE DEIS Appendix N.3, Attachment N.3H, Tables 8-2 and 8-3.

(b) Based on measurements made by Landau staff for SIFF in early 2022. See Figure 2 (noise) and Figure 3 (vibration).

At the SIFF Film Center theater, the noise level measured by Landau staff is 31 dBA (see Figure 2). This
is the same level measured by Sound Transit and documented in the DEIS (see DEIS Appendix N.3,
Attachment N.3H, Table 8-1, p 8-4). Based on ambient noise measurements made for the DEIS and by
Landau, a noise limit of 30 dBA at the SIFF Film Center would be most appropriate, especially given
the low-frequency characteristics of groundborne noise compared with the ambient environment
inside the SIFF Film Center. This adjusted noise limit aligns with the FTA criteria for an “Auditorium.”

Ambient levels of vibration measured by Landau at the SIFF Film Center were well below 65 VdB,
which support the measurement data reported in WSBLE DEIS Appendix N.3, Attachment N.3H,
Table 8-1 (i.e., 54 VdB). Applying a limit of 72 VdB (using the FTA criteria for an “Auditorium”) is not
appropriate given the sensitivities of this space; a more appropriate limit for the SIFF Film Center is
65 VdB, which aligns with the FTA criteria for a “Concert Hall.” Landau recognizes that this space is a
theater and not a concert hall; however, the SIFF Film Center’s projector is highly sensitive to impact
from vibration, which can result in film projections that are not stable, negatively impacting the
audience experience. Applying a limit of 65 VdB would ensure that the theater’s existing ambient
environment is maintained for its intended use.

Noise and Vibration - Missing Sensitive Receivers

Landau finds that WSBLE DEIS Appendix N.3 omits the SIFF Cinema Uptown in the assessment noise
and vibration impacts. Table 3 summarizes recommended noise and vibration limits for the SIFF
Cinema Uptown, and the potential sources of impact to the SIFF Cinema Uptown from Preferred
Alternative DT-1.
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Table 3: DEIS Appendix N.3 Missing SIFF Noise and Vibration Sensitive Receivers

Suggested Noise and Vibration

Limits (a)
Potential Source(s) of Noise
Omitted SIFF Facilities Noise (dBA) Vibration (VdB) Summary of Use or Vibration Impact (b)
SIFF Cinema Uptown, Three-Screen DT-1 tunneling; DT-1
30 65 . .
Theaters 1, 2, and 3 Cinema operation

(a) Suggested limits based on use of space and sensitivities to noise and vibration.

(b) Potential for impact may be due to activities identified in this table and may also include activities not identified here.
A complete assessment is required.

As identified in Table 3, the SIFF Cinema Uptown is a three-screen cinema that may be impacted by
groundborne noise and vibration from DT-1 tunneling and rail operations. Landau estimates that the
SIFF Cinema Uptown would be located approximately 100 feet, in a steep slant direction, to the
nearest light rail tunnel. This estimated distance follows review of the WSBLE DEIS Appendix J,
Drawing L50-GSP103.

Chapter 6.2: Construction Noise Impacts

The construction noise impact assessment (i.e., airborne noise) was completed using the methods
described in the FTA Guidance Manual.

Chapter 6.2.1.5 (Tunneling) and 6.2.1.6 (Cut-and-Cover)

WSBLE DEIS Appendix N.3, Chapter 6.2.1.5 summarizes surface-level construction noise that would
occur in support of tunneling operations; WSBLE DEIS Appendix N.3, Chapter 6.2.1.6 summarizes
surface-level construction noise that would occur in support of cut-and-cover station construction.

As identified in WSBLE DEIS Appendix N.3, Table 6-30, the location of the cut-and-cover construction
area for DT-1 could be as near as 8 feet from the SIFF Film Center. Therefore, noise from excavation of
the cut-and-cover station, and potentially also from the DT-1 East Station Entrance, would be near
enough to result in potential impact to operations at the SIFF Film Center.

WSBLE DEIS Appendix N.3, Chapter 6.2.1.5 identifies the use of excavators and backhoes for portal
and shaft excavation, and trucks and loaders for transporting spoils. In addition, WSBLE DEIS Appendix
N.3, Chapter 6.2.1.5 identifies ventilation fans that “would likely run continuously to provide fresh air
to construction crews working inside the tunnel.” For cut-and-cover construction, Chapter 6.2.1.6
identifies haul trucks and vibratory rollers as the loudest sources of construction noise, “over 88 dBA
at 50 feet.”

Landau finds that the DEIS does not fully evaluate the potential for impact from surface noise
construction of stations or station entrances. Specifically, the following activities (i.e., sources of
surface construction noise) were either not identified in the DEIS or additional information is
required:
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Truck Haul Routes

DEIS Chapter 2.6.6 (p. 2-88) states, “truck hauling would require a loading area, staging space for
trucks awaiting loading, and provisions to prevent tracking soil on public streets. Truck haul routes
and trucking hours would require approval by the City of Seattle. Surface hauling could occur at night
during off-peak traffic periods or could be concentrated during the day to minimize noise in noise-
sensitive areas.” Table 7-1 of the FTA Guidance Manual (p. 176) identifies a sound level for haul trucks
of 84 dBA at 50 feet.

The DEIS does not include assessment of noise from haul trucks. Noise from haul trucks includes
engine idling during loading, travel to and from loading locations, and banging noise when trucks drive
over uneven or unsecured surfaces that are often found at and near construction sites. Airborne noise
from haul trucks collecting and moving spoils away from the DT-1 station and station entrance areas,
located very near the SIFF Film Center, could represent major sources of noise.

As indicated in the DEIS, haul trucks may operate during daytime or nighttime hours, depending on
the permitted hours of hauling. The SIFF Film Center operates during both daytime and late evening
hours; SIFF Cinema Uptown operates during afternoon and late evening hours. Therefore, impacts
from truck hauling may impact these facilities during most hours of the day or late evening.

Specifically, if Republican Street is used as a haul route, additional impacts from hauling should be
evaluated at the SIFF Cinema Uptown located at northwest corner of Republican Street and Queen
Anne Avenue. Increased truck traffic along Republican Street may impact usage of SIFF Cinema
Uptown during afternoon or evening hours.

Construction Staging Areas

Noise from construction staging areas was not evaluated in the DEIS. Airborne noise from equipment
moving within and to/from staging areas could represent a major source of airborne noise during
construction.

Both the SIFF Film Center and SIFF Cinema Uptown may be within proximity of DT-1 construction
staging areas. Although the locations of the staging areas are yet to be defined, an assessment of
noise impact from staging areas should be completed that evaluates equipment within the staging
areas and potential routes to/from staging areas.

Tunneling and Cut-and-Cover Construction Airborne Noise

WSBLE DEIS Appendix N.3, Chapter 6.2 (p. 6-30) identifies construction activities that would produce
the highest levels of airborne construction noise and includes tunneling and cut-and-cover station
construction proposed for preferred alternative DT-1, which would occur immediately adjacent to the
SIFF Film Center.
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Appendix N.3, Table 6-8 (p. 6-31) of the WSBLE DEIS provides a range of sound levels, referenced to
50 feet, that are anticipated from tunneling and cut-and-cover construction. Sound levels are based
on the FTA Guidance Manual. As identified in Table 6-30 (p. 6-70), and as is illustrated in DEIS Drawing
B11-ASX102, construction activities could occur as near as 8 feet from the SIFF Film Center. Table 4
below identifies noise levels from construction summarized in DEIS Table 6-8, and calculates sound
levels at 8 feet, 15 feet, and 50 feet from construction equipment. Distance adjustments are based on
noise propagation from a stationary source at +6 dBA per halving of distance to the source.

Table 4: Surface Construction Airborne Noise Equipment and Sound Levels

Sound Level Sound Level Sound Level
at 50 feet at 15 feet at 8 feet Leq

Construction Activity (a) Construction Equipment (a) Leq (dBA) (a)  Leq (dBA) (b) (dBA) (b)
Tunneling Excavators, backhoes, haul trucks, loaders 84 to 86 94 to 96 100 to 102
Cut-and-C'over Station E.xcavators, backhoes, haul trucks, loaders, 84 t0 88 96 to 99 102 to 104
Construction vibratory rollers

(a) Sound Transit WSBLE DEIS Appendix N.3, Table 6-8.
(b) Calculated using standard adjustment for distance from a point source: SPL2 = SPL1 + 20*Log(D1/D2).

Leq = equivalent sound pressure level

WSBLE DEIS Appendix N.3 does not include a detailed assessment of noise from tunneling and cut-
and-cover construction. Rather, WSBLE DEIS Appendix N.3, Chapter 6.2.3.2, p. 6-38 indicates that cut-
and-cover construction of DT-1 “would likely result in airborne construction noise impacts at the
Northwest Rooms at Seattle Center, which house several noise-sensitive spaces including KEXP, the
Vera Project, the SIFF Film Center, and the A/NT Art Gallery. The construction noise would also impact
spaces in the north end of the Seattle Center including Seattle Repertory Theatre (Seattle Rep) and
Cornish Playhouse.”

As noted in Table 4, for alternative DT-1, airborne noise levels from tunneling and cut-and-cover
station construction could reach up to 104 dBA at the building facade of the SIFF Film Center. The
SMC sound level limits for construction, as correctly noted in WSBLE DEIS Appendix N.3, Table 3-4
(p. 3-7), is 85 dBA for a commercial district noise source affecting a commercial district receiving
property, with shorter-duration increases permitted for impact-type equipment. This limit would
apply to noise received at the SIFF Film Center from DT-1 construction. Predicted sound levels from
construction therefore could well exceed City sound level limits at the SIFF Film Center when
equipment operates within approximately 50 feet of these building facades.

Noise reductions provided by the building envelope of the SIFF Film Center (i.e., transmission loss
provided by building construction materials) are not identified in the DEIS. Exterior-interior noise
measurements made at an adjacent tenant space of the Northwest Rooms by Landau staff indicate
that the north facade of this building may provide approximately 61 dBA in reduction of exterior
noise. It is reasonable to assume a similar reduction at the SIFF Film Center, also a tenant of the
Northwest Rooms; however, interior design elements and construction materials within the SIFF Film
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Center may result in higher or lower reductions. Assuming an exterior-interior noise reduction of

61 dBA, construction noise received at the exterior facade at a level of 104 dBA (see Table 4) could be
received inside the SIFF Film Center at 43 dBA. Noise-sensitive spaces located inside and along the
north wall of the SIFF Film Center that could be exposed to noise levels of 43 dBA include offices for
the SIFF Film School and SIFF Artistic Director. Accounting for distance to the SIFF Film Center theater
(approximately 18 feet from the north wall of the SIFF Film Center), construction noise levels could
reach 33 dBA inside the theater. Levels may vary when accounting for intervening wall materials.

Table 5 summarizes expected increases over ambient noise levels and established limits, based on
surface construction noise reaching 43 dBA inside the north facade of the SIFF Film Center.
Table 5: Surface Construction Airborne Noise Impacts at SIFF Film Center (DT-1)

Impact Assessment Result
Distance from

Nearest Exterior Sound Level Construction
Noise-Sensitive Location Construction Inside Building  Noise Level at Increase Over
Inside SIFF Film Center Activity to Interior Ambient Noise Facade from Sensitive Ambient Noise
North Wall Space (feet) Level (dBA) Construction Space (dBA) Level (dBA)
Theater 26(a) 31 (b) 43 33 (c) 2

(a) Distance measured by Landau (8 feet to north facade from nearest equipment + 18 feet to theater wall from north
facade = 26 feet).

(b) Sound level measurement by Landau staff, early 2022. See Figure 2.

(c) Calculated using standard adjustment for distance from a point source: SPL2 = SPL1 + 20*Log(D1/D2).

Figure 4 shows potential noise impact to the SIFF Film Center theater as a “heat map,” highlighting
potential impact from airborne construction noise during station construction for DT-1. As
summarized in Table 5 and shown on Figure 4, airborne noise from construction is expected to be up
to 2 dBA over applicable interior sound level limits at the SIFF Film Center theater. However, actual
increases may be higher or lower and will depend on the exterior-interior noise reductions provided
by the building envelope and on intervening structures between the north facade wall and the theater
space.

It is noted in WSBLE DEIS Appendix N.3, Chapter 6.2.3.2, p. 6-38 that “the loudest construction phase
is expected to be near the beginning of construction during the cutting and removal of the existing
street, which would likely include the use of impact equipment such as jackhammers or hoe rams.”
Landau notes that during other phases construction noise levels may be lower. Note that the ranges
of sound levels provided in Table 4, and estimates of impacts provided in Table 5, are based on the
FTA reference sound levels for excavators, backhoes, haul trucks, loaders, and vibratory rollers.
Therefore, reference sound levels in Table 4 do not represent the loudest noises that could occur from
use of jackhammers and hoe rams and actual noise impacts during the initial phases are likely to be
higher than is predicted in Table 5.
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SIFF Film Center offices are located immediately adjacent to the north wall of this facility. The existing
ambient noise environment at these offices is typical of office environments where quiet is germane
to use. Airborne noise impacts from DT-1 station construction, especially during the initial phases of
demolition work, is likely to adversely impact the use of these offices.

Impact Noise

As indicated above, the loudest construction phase would likely include the use of impact equipment
such as jackhammers or hoe rams. WSBLE DEIS Appendix N.3, Chapter 3.1.3 correctly summarizes the
City construction criteria. Specifically, this section notes that impact noises, such as those noises
generated by jackhammers and hoe rams, will be limited to the daytime hours of 8 a.m. to 5 p.m.
weekdays and 9 a.m. to 5 p.m. weekends. The Final Environmental Impact Statement (FEIS) and
subsequent construction management plans should include consideration of timing restrictions for
these types of impact noises.

Chapter 6.3: Operational Vibration Impacts

The operational vibration section of WSBLE DEIS Appendix N.3 includes predicted impacts from both
vibration and groundborne noise during operation of the proposed DT-1 and DT-2 alternatives. WSBLE
DEIS Appendix N.3, Tables 6-13 (p. 6-51) and 6-14 (p. 6-53) identify operational groundborne noise
and vibration impacts for DT-1 and DT-2, respectively.

The results in WSBLE DEIS Appendix N.3, Table 6-13 (and in WSBLE DEIS Appendix N.3, Attachment
N.3H, Table 8-2) indicate that the SIFF Film Center is predicted to experience groundborne levels of up
to 45 dBA during operation of DT-1, a 10-dBA exceedance of the DEIS-applied limit of 35 dBA (15 dBA
higher than the recommended adjusted limit of 30 dBA) and a 14-dBA increase over existing ambient
conditions, as documented in the DEIS and confirmed by Landau measurements.

Landau finds that additional information and/or corrections are required to evaluate completely the
potential for operational vibration and groundborne noise impacts to the SIFF Film Center and the
SIFF Cinema Uptown. The following summarizes these findings.

Groundborne Noise Limits
SIFF Film Center

As summarized in Table 2, the groundborne noise limit for the SIFF Film Center should be 30 dBA, not
35 dBA, consistent with ambient noise measurements taken at this space by Landau (see Figure 2) and
as reported in WSBLE DEIS Appendix N.3, Attachment N.3H, Table 8-1. This limit would be similar to
an “Auditorium” per FTA definition (see WSBLE DEIS Appendix N.3, Table 3-8, p. 3-10). Further, the
limit would mitigate the potential for low-frequency groundborne noise “rumbling” from rail
operation impacts during film screenings, including the patron experience and potentially the stability
of the film projector.

April 26, 2022 11



Letter Report: Sound Transit WSBLE DEIS Review for Seattle International Film Festival Landau Associates

SIFF Cinema Uptown

As summarized in Table 3 and previously described, the SIFF Cinema Uptown was not included in the
assessment of noise and vibration impacts from the construction or operation of the WSBLE project.
SIFF Cinema Uptown would be located approximately 100 feet from the nearest tunnel at a steep
slant angle. Existing ambient noise levels at the nearest two SIFF Cinema Uptown theaters to the DT-1
alignment, Theaters 2 and 3, are 25 dBA and 27 dBA, respectively (see Figure 2). An appropriate sound
level limit that would be protective of these theaters is 30 dBA, similar to the groundborne noise limit
for an “Auditorium” per FTA definition (see WSBLE DEIS Appendix N.3, Table 3-8). Landau notes that
FTA includes a groundborne noise limit of 35 dBA for “Theaters” but finds that for SIFF Cinema
Uptown, this limit would not be sufficient to be protective of the quiet ambient noise environment.
An ambient limit of 30 dBA would mitigate the potential for low-frequency groundborne noise
“rumbling” from rail operation that would likely impact film screenings, including the patron
experience and potentially the stability of the film projector.

Revised Assessment of Operational Groundborne Noise Impact
Assessment of Exceedance of Sound Level Limits

For this assessment, Landau compared predicted operational groundborne noise levels to the
corrected or new limits for SIFF facilities. Predicted DT-1 operational noise levels at the SIFF Film
Center are summarized in WSBLE DEIS Appendix N.3, Table 6-13. For the SIFF Cinema Uptown, a
facility that was not included in the DEIS, estimates of operational groundborne levels are based on a
review of impacts identified in WSBLE DEIS Appendix N.3, Table 6-13 for various noise-sensitive
facilities that are similar distances from the proposed DT-1 alignment. Landau acknowledges that
predictive modeling of impacts to the SIFF Cinema Uptown may result in groundborne noise levels
that are higher or lower than estimated for this review; however, assumptions made for this
assessment are considered reasonable for this review. The results of the revised assessment of DT-1
operational groundborne noise impacts, as received at the SIFF Film Center and SIFF Cinema Uptown,
are summarized in Table 6 below.
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Table 6: Groundborne Noise Exceedance of Limits, DT-1

Groundborne Noise Limit Exceedance
DT-1 Compared to
Operational Adjusted and Adjusted and
SIFF Noise-Sensitive Space Noise Level DEIS (a) New Limits (c) DEIS (b) New Limits

SIFF Film Center Theater 45 (a) 35 30 (c) 10 15
SIFF Cinema Uptown, Theater 1 30(b) -- 30 (c) -- 0
SIFF Cinema Uptown, Theater 2 40 (b) -- 30(c) -- 10
SIFF Cinema Uptown, Theater 3 40 (b) -- 30(c) -- 10

(a) Sound Transit WSBLE DEIS Appendix N.3, Table 6-13 and Attachment N.3H, Table 7-2.

(b) Estimated by Landau based on operational noise impacts identified in WSBLE DEIS Appendix N.3, Table 6-13 for listed
noise-sensitive spaces.

(c) Sound Transit WSBLE DEIS Appendix N.3, Table 6-13.

As summarized in Table 6, applying adjustments to the noise limit at the SIFF Film Center and applying
new noise limits to the SIFF Cinema Uptown theaters would result in noise impact at all spaces except
SIFF Cinema Uptown Theater 1. At the SIFF Film Center, groundborne noise from operation is
predicted to be 45 dBA, 15 dBA over the 30-dBA limit, considered a significant impact. At the SIFF
Cinema Uptown Theaters 2 and 3, applied limits of 30 dBA would result in groundborne noise levels
exceeding limits by 10 dBA.

Assessment of Impact

In addition to the assessment of exceedance of groundborne noise limits, Landau evaluated the
potential for impacts based on increases over existing ambient conditions (i.e., a comparison to actual
ambient levels, not limits), based on measurements made by Landau staff (see Figure 2). The
assessment was completed to highlight the degree of impact that may occur at the SIFF Film Center
and SIFF Cinema Uptown during operation of the DT-1 alignment.

Similar to Table 6, Table 7 summarizes DEIS-predicted operational groundborne noise levels at the
SIFF Film Center as well as estimates of the groundborne noise levels at the SIFF Cinema Uptown
theaters. Groundborne noise levels from DT-1 were compared with existing ambient conditions, as
documented by Landau through noise measurements made in early 2022. The increases in sound
levels over ambient conditions are provided in the far right column of this table.
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Table 7: Operational Groundborne Noise Impacts, DT-1

DT-1 DT-1 Operational Noise
Operational Noise Level Existing Ambient Noise Increase Over Ambient
SIFF Noise-Sensitive Space (dBA) Level (dBA) (c) Noise (dBA)
SIFF Film Center Theater 45 (a) 31 14
SIFF Cinema Uptown, Theater 1 30 (b) 34 0
SIFF Cinema Uptown, Theater 2 40 (b) 25 15
SIFF Cinema Uptown, Theater 3 40 (b) 27 13

(a) Sound Transit WSBLE DEIS Appendix N.3, Table 6-13 and Attachment N.3H, Table 7-2.

(b) Estimated by Landau based on operational noise impacts identified in WSBLE DEIS Appendix N.3, Table 6-13 for
various noise-sensitive spaces; Landau does not have access to data collected for the DEIS to make equivalent
groundborne noise calculations.

(c) Sound Transit WSBLE DEIS Appendix N.3, Table 6-13.

As summarized in Table 7, noise levels at the SIFF Film Center would likely exceed ambient conditions
by 14 dBA. At SIFF Cinema Uptown, Theaters 2 and 3 could experience increases of 15 dBA and

13 dBA, respectively, over ambient conditions. SIFF Cinema Uptown Theater 1 is not expected to be
impacted by DT-1 operations.

Operational noise impacts to the SIFF Film Center and SIFF Cinema Uptown Theaters 2 and 3 would be
clearly audible and discernible and may inhibit use of these facilities by impacting the audience
experience, especially from a noise source that would be received primarily as a low-frequency
rumble (i.e., groundborne noise).

Included on Figures 5 and 6 are heat maps that highlight DT-1 operational groundborne noise impacts
at the SIFF Film Center and SIFF Cinema Uptown, respectively.

Train Speed

As summarized in WSBLE DEIS Appendix N.3, Tables 6-13 and 6-14, light rail train speeds were
assessed as part of the calculation of groundborne noise and vibration. Landau finds that there are
inconsistencies or potential errors that warrant further clarification.

For preferred alternative DT-1, the train speed through the Seattle Center campus is identified in
Table 6-13 as 45 miles per hour (mph) near most noise-sensitive receivers, including the SIFF Film
Center. At Seattle Rep and Vera Project, rail speeds are predicted to be 30 mph. These facilities are
located adjacent to the northwest and to the west of the SIFF Film Center, respectively. It is
reasonable to expect that rail speeds between SIFF and Seattle Rep would be identical and not differ
by 15 mph. Appendix N.3 of the WSBLE DEIS does not provide an explanation for the discrepancy in
rail speeds. It is understood that rail speeds would slow when trains are arriving at the station and
would increase when trains are departing. However, the discrepancies in rail speeds suggest that
there may be calculation errors related to the speed of trains along the rail alignment.
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Chapter 6.4: Construction Vibration Impacts

Construction-related vibration impacts, including groundborne noise, are predicted to occur from
tunneling (Chapter 6.4.1) and surface construction (Chapter 6.4.2).

Chapter 6.4.1: Tunneling Vibration Impacts

During tunneling, the DEIS predicts that vibration impacts would not occur at the SIFF Film Center. The
following summarizes adjustments and corrections to vibration and groundborne noise limits, as
previously identified (see Tables 1 and 2) that would result in additional or greater impacts to the SIFF
Film Center and SIFF Cinema Uptown.

WSBLE DEIS Appendix N.3, Chapter 6.4.1, Table 6-25 identifies a predicted supply train vibration level
of 65 VdB at the SIFF Film Center, with a limit of 72 VdB. Adjusting the vibration limit to 65 VdB for the
SIFF Film Center (as previously recommended) would result in supply train levels that just meet this
limit. While this does not constitute an impact, Landau predicts that continued exposure to years of
vibration from unmitigated supply trains at 65 VdB (the recommended vibration limit for the SIFF Film
Center) could result in an impact to the SIFF Film Center. This is based on the SIFF Film Center having
previously experienced impacts to its main screening room projector due to vibration from nearby
construction.

Landau recommends adjusting the groundborne noise limit at the SIFF Film Center to 30 dBA from

35 dBA (see p. 6 and Table 2). This would result in groundborne noise impacts from both cutterhead
and supply train operation; currently WSBLE DEIS Appendix N.3, Chapter 6.4.2, Table 6-27 predicts no
impacts at the SIFF Film Center during tunneling using an inc