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Executive Semmary
Introduction

The SR 20 North Whidbey Islund Access Feasibility Study was initiated to explore possille
uplions to provide additional vehicular aceess to North Whidbey lsland. The most recent update
to the Lsland County Comprehensive Plan indieaicd that luture iraffie velumes at the SR 24
Deccplion Pass Bridge wounld overlead the existing bridge capacity during the peak period with
traffic that is approximately double current levels. The current route for SR 20 runs through
Deceplion Pass State Park. The Deception Pass/Canoe Pass Iridges are listed as historic
landmarks. As such, any widening of the SR 20 Lueilily al the north end of Whidhey Tsland
would be constrained by 417 regulations regarding imuacts to parks and sipnificant cullural
resources, WoDOT and Island Counly cmbarked on this study to identify any feasible
alternatives that would connect 513 20 to Interstate § to resobve the lulure iraffic challenges.

Ganals and Objectives

The primary goal of the SR 20 Morth Whidbey Island Access Feasibility Sludy was to determine
ithe [easibility of increasing vehicular capacity by ferry and bridge access alternutives from Norlh
Whidbey Island to the mainland and I-5 corridor. Key tasks nf the study process were:

1. To evaluate potential locations for:
»  New bridge eonnection from North Whidbey Island to the I-5 corridor
+ Additional vehicular ferry service/factlity belween Whidbey Island and the
mainland/Stanwood or Camano Tsland.
2. Lo identify [casible alternalives from the potential locations for the expansion of the
existing transportation network serving on-/‘off-island wavel om Whidbey Tsland.
3. Toprovide feasibility analysis for further congideration in the update of local and
regionzl plans.

The major objeelives ol this sludy were:

A. To identify potential and feasible sites for bridge construction from North Whidbey Island to
the mainland, possibly acrnss Fidalge Island, Fir Tsland, or Camano Lsland.

B. Taoidentity possible construction types for bridge altematives.
€. To identify feasible locations for ferry system (erminals for ferry alternatives.

D. Tocstimate vehicular travel demand for new access connections from North Whidbey Island,
for either roadway or lerry nelwork addiions.

E. 'l'o provide an assessment of traftic impacts expeeted from addition of either bridge
connection or ferry conneclion o snd fom Nooth Whidbey Island.

T. 'T'oidentify environmental, land use, ceonomic and social aspects related to comstruction of
cither bridge or ferry systems connections.

5. Ta provide plamning level conslruction cost cslimates for feasible access alternatives.

The key objcctive ol this feasibility study was fo determine if there is one or more viable
alternatives worth spending an estimated $7.5 million [or an environmental impact study (EIS).
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Committees

Two multi-juisdictivnal committees were formed to gpuide the Norih Whidbey Island Access
Feaaibility Study, The Yechnical Steering Committes included representatives from the local
governments {counlies and cities) affceled by proposed transportation improvements, as well as
repional, slate, and federal agencies who would likely be involved in any subseguent review ol
access alternatives. The Poficy Committee included eleeted representatives from affected counties
and major cities.

Tlrough this study, the T'echnical Committee made reconunendations to the Policy Committee,
which made recommendations (o the Poliey Boards for actions and decisions. The ‘lechnical
Steering Committee mel with the project team six times to provide input for the study process and
decision-making guidance for the study work elements. The Policy Committee met three times
during the NWIAFS. Tl reviewed preliminary input from ihe Technical Committee and the
community on a wide range of possible access alternatives and recomumended 1o WSDOT and the
regional policy committees (Lsland Sub-RTPO, Snohomish County Tomorrow, Skagil Sub-
RPTO) the frve aceess alternatives to evaluate in greater detail. They also met to make final
recomnicndations to the Policy Boards.

Public Involvement

Conmumily inpuf concemning the alternatives lu be analyzed for [casibility was obiained from
Four avenmes: community open houscs, key person inlerviews, comnunity survey, and extensive
modia coverage.

Identification of Bridge and Ferry Opfions

A ficld review and review of topography and roadway counections revealed a collection of
possible locations for bridge and ferry landings on Whidbey Island, Camano Island and the
mainland in Skagit and Snohomish Countics. Initial screening was performed at Technical
Commitlee Meeting #2 using the five criteria for feasibility (Social, Cost/Financial, Tand
Use/Economic Development, Environmentat and Transportation Performance) end refleeting a
general knowledge ol the study area provided by both the consulting team and the collective
Techmical Steering Commillce knowledge, The aliernatives sclected for final review were:
Alternative 1: Bridge from vicinity of Dugualla Bay to vicinity of Lo Conner

Alternative 2: Bridie from north Strawherry Point to Conway via Fir Ilund Road
Alternativa 30 Bridge from Strawberry Point o vicinity north of Stanwood

Afternative 4; Ferry Operation tn North Whidbey Island

Feasihility Asscssment of Alteroatives

Criteria and Measures of Feasibilily (MOT) were sclocled for this project by the Technical
Slecring Committec.  The Technical Conmmiltee at the November 1, 1999 meeting made a
recommendation that all of ihe four alternatives evaluated are noi [easible for implementation as
vehieular capacity seecss to North Whidbey Tsland. This recommendativn 18 based on rating of
four of the [ive eriteria for assessing feasibility ol the alternatives. On April |, 2000, the Policy
Committee approved the final recommendations for forwarding to the Policy Boards. On April
19, 2000, the Skagit Sub-Repional Transporlation Planning Organization {SRTPO) approved the
reconmmmcndations with the understanding that the issue would have to be revisiled in the future as
need increased, probably in five o cight years.
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The Policy Board members also recognized that the design life of the Deception Pass Bridge was
approaching. Although WSTXOT engineer's have cxtended the wselul life of the bridge, it will
eventually have to be roplaced. When this oceurs, the bridee could be closed for approximately
one and pne half years. A new structure could serve as access undil the current structure was
replaced.

As an information item the 'olicy Board was advised that the determination of non-feasihility of
all alternatives could open the doar fo revisiling wn allemative at or near the current local.
Section 41 prevents the taking of parklands for highway purposes, unless there are no teazible
akiernatives. Any such eonsiderations would have 1o minimize impacls. A possibility 1s a (unnl
under the park.

The Island County SRTPO Policy Board approved of the recommendations on April 26, 2000
and the full RTPO approved of them on hune 14, 2000 with the same qualifiers and
understandings.
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Summary of Project Process and Alternatives Evaluation

The SR 20 North Whidbey Island Access Feasibility Study was initiated to cxplore possible
options to provide additional vehicular aceess to North Whidbey Island. The most recent update
ta the Island County Conprehensive Plan indicaled that fature traffic volumes at the SR 20
Deception Pass Bridge would overload the existing bridge capacity during the peak period with
traffic that is approximately double current levels. The current route for 8R 20 runs through
Deception Pass State Park. The Deceplion Pass/Canoe Pass Bridges are listed as historic
landmarks. As such, any widening of the SR 20 facility at the north end of Whidbey Island
would be constrained by 4F regulations regarding impacts to parks and significant cultural
resources. WSDOT and Island County embarked on this shidy to idenlify any feasible
alternatives Lhatl would commeci SR 20 to Interstate 5 fo resolve the future traffic challenges.

‘I'he oulcome from this study will be incorporated inlo the next Comprehensive Plan update. for
each of the aflceted counties and arvas, Any new facility would be included as a toll facility.
Wiih respect to convurrency requirements, the County.is required to meet concurrency
requircmenls on SR 20,

The purpose of this summary is to provide a guide to the work accomplistied by the study team,
including consultant efforts, preceding the loss of funding for the study as a resull of the
November 1999 clection and passage of Tnitiztive 695, The projeet was initiated in Augusi 1998
and is close to conclusion with draft/pending recommendations regarding alternative feasibilily
that were developed by the Technical Steering Commitiee in November 1999, Ailached is a set
of three appendices that include copics of the products of the study for hoth process and
evalualion of altenatives.

Project Team

Jean Mabry and Mark Sinden of WSDOT Northwest Region Mount Baker Planming District staff
have provided projeet management and guidance through the projeet in conjunction waih Jerry
Schutz, Planning Manager and Bob Joscphison, Mount Baker Area Administrator. The consullani
team supporting this planning effort consisted of Parametrix, Inc. as prime consultant with five
sib-consullants to provide cxpertise as follows: HWA Geoseignces for geotechnical and sodls
cngineering, Larson Anthropological Archaeological Services lor investigation of cultural
resourees, 1.n & Associates for structural ungineering and bridge concepts, MeClure Consulting
for public invelvement and agency coordination, and Parsons Brinckerhoff for ey planning and
tinancial znalyses. Katherine Casseday was consultant project manager. An organization chart
of ihe consultant team is attached for reference.

Guuls and Objeetives
Il primary goal of the SR 20 North Whidbey Tsland Access Feasibilily Study was to detenmine
the teasibility of increasing vehicolar capacity by furmy and bridge access altemalives from Warth

Whidbey Tsland to the mainland and I-5 corrider. Key tasks of the study process were:

1. To evaluale potential locations for:
+ New bridpe connection from North Whidbey Island to the I-3 corridor
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*  Additional vehicular ferry service/facilily belween Whidbey Island and the
mainland/Stanwood or Camano Island.
2. 'To wdentify feasible allematives from the polential locations for the expansion of the
existing transportation network serving on-/off-island {ravel from Whidbey Island.
3. To provide feasibihily analysis for further consideration in the update of local and
regional plans.

The major obyectives of thig sludy were:

A. To identily polential and feasible sites for bridge eonstruction from North Whidbey Island to
the mainland, possibly across Fidalgo Island, Fir Island, or Camanao Island,

B. 'l'oidentify possible construction fypes for brudpe alternatives.

™

. To wleniily feasible locations for ferry system terminals for ferry altematives.

. To estimate vehicular rave!l demand for new access comneclions fom North Whidbey Island,
[ur cather roadway or ferry network additions.

T:, To provide an assessment of traffic impacts expected rom addilion of either bridge
connoclion or ferry connection to and from North Whidbey 1sland.

T. To identify enviromuental, land use, economic and social aspeets related to construction of
cither bridge or ferty gystems connections.

G. To pmﬁd.e planning level construction cost estimates for feagible access alternatives.

The key objective of this feasibilily study was o delermine if thers 15 one or more viable
alternatives worth spending $7.5 million for an envirommental impacl study (EIS). The feasibility
study starled oul wilh a broad-brush regional planning process that identified the need for
capacity improvements, the next step was the feasibilily sludy (o narrow down the many
allcrnalives 1o those that are feasible for construction. “Then the environmendal and design
process would go forward to select a preferred allernative tor capacity improvements.

Concurrent with the NWTATS, WEDOT staff was updating the lsland Couniy Sub-Regional
‘l'tansportation Plan (SRTP). This plan is the fivst RTP in the state to incorporate a least cosl

planning methodology. Lhe SLE assumplions do nel inelude any new vehicular capacity on
wndd ol the Tsland,

It is important that the SI1P cllorl has been coordinated with this tfeasibility study. The two
sludics complement each ather in effort, and the key is the rm complementary. The SRTFP
conclusions and recommendations were intended to he brought forward alwad ol the easibility
study completion.

Committees

Two nmlti-jurisdictional committees were formed to guide the North Whidbey lsland Accoss
Feasibility Study, The Technical Steering Committee meluded representalives from the local
govenmients (countics and cities) affected by proposed transportation tmprovements, as wcll as
repional, state, and federal agencics who would likely be involved in any subsequent review of
access allernatives. The Podicy Cominitfee nchuded elected representatives Foim affected counties
and major cities,
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The role of the T'echnical Comimnittes was lo:

¢ Identify relcvant issues for the Project Study T'eam

» Define study parsmeters {inglading recommending techmically viable access alternatives
for stdy; committes roles and interface with other policy and technical entitics;
reviewing communily input procedures and results)
Develop feagibility criteria apainst which to evaluate the access alternatives

« Evaluate the access alternatives for feasibility and make recommendations among the
alternatives for policy consideration.

Through this study, the Technical Committee made recommendations to the Policy Comimittee,
which made recommendations to the Policy Boards for actions and decisiens. The Technicul
Steering Cormmiltee met with the projeet team six times Lo provide input for the study process and
deeision-making guidanee for the study work elements. Seven meetings were planned 1o oceur at
times appropriate with the study work elements. Six meetings were held covering the evalualion
of alternatives and the development of draftpending reconumendations regarding feasibility of
alicrnatives. The Technical Steering Commitiee roster is included in Appendix A.

The Policy Commnittee met twice during the NWIAFS. Il reviewed preliminary input from the
Technical Commitice and the cormmunily on & wide range of possible access alternatives and
recommicnded to WSDOT and the regional policy committees (1sland RTPO, Snohomish County
Tomorrow, Skagit RPTO) the five access altermatives lo cvaluate in greater delail.

‘The Policy committee was originally envisioned as a decision makang boedy. It became clear {hal
ihe Policy Commitice would be advisory to the three Policy Boards involved: [sland County
Sub-Regional Transportation Planning Organization Policy Board, Skagit County Sub-Regional
Transportation Planning Organization Policy Board, and Snohomish County Tomeorrow, a sub-
regional policy board of the Puget Sound Regional Council. Both the technical commilies
members and the policy committee members need to return to their respective/parent bodies [or
direction and to provide feedback to the project teamn. Ultimately, the decision regarding the
fcasibility of alternatives for increased vehicular access to Nerth Whidbey Island Lies with the
SIRTPO and the PSRC. The Policy Commillee roster is included in Appendix A.

Public Tnvolvemcnt

Community input coneerning the allernatives to he analyzed for Lbasihi]ity was oblained from
four avenues:

Community Open Houses: Three open houses were held al different locations in Oclober 1995:
South Whidbey, North Camano Island, and Oak Harbor, with 4 1otal of 39 people attending.

These open house meetings were held in conjunclion with open house mecunys [or the Island
County Regional Transportation Plun Update. Due to low aliendance at the three vpen house
meetings, quostionnaires were distributed to a colleetion of more than [fty organizations to solicit
input on possible allernatives for evaluation. This effort (Conmnunity Survey noled below) was a
successful outreach activity resulting in a significant response md dircetion for the alternalives
development slage of the study,
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Key Person Interviews: In-depih interviews were conducted among sixteen civic leaders o
identify the social, economic, and envirenmental igsues that are of concern to the potentially
affected communities, due to either enhanced access to North Whidhey or continued poor access.

A Covmmunity Survey was conducied to achieve wide opportunity for residents of Whidbey
Island, Camano Island, and (less broadly) Skagit County to comment on the range of altermatives
that were initially propesed for feasibility anakysis. Questionnaires were distributed using Lwo
different methods: first, 30+ communily organizations were contacted and asked fo participate in
this community-wide cflort by distributing copies of the quesiionnaire to their members; second,
gucslionnaires were provided throughout the study area for pick-up (post ollices, government
offices, community centers, etc.). A total of 3000 questionnaires were distributed.

In respomse, 895 questionnaires were returned. These were tabulated quantitatively and the write-
it comments were individually recorded. A written anakysis of community inpilt was preparcd
for the Study Team’s and the Conmmillecs’ use in determining which alternalives to earry forward
for further analysig in the North Whidbey Access Feasibility Study.

In addition to these communily inpul measures unique to this study, the Projecl Team undertook a
re-analysis of a North Whidbey Island OriginDestinalion Survey that was conducted in

April 1998, Much of the information from that survey was germane Lo the North Whidbey Access
Feagibility Study, but had nol been [ully data coded at the time of its onginal use.

Extensive media coverdge, with pre-survey information and then results of the Community
Survey was distribated to every local newspaper in the tri-county area. This resulted in 2 lively.
printed discussion of the community issues relevani lo the siudy.

“I'he seeond scl of open house meetings would follow completion of a draft feasibilily report,
however the effort for a draft report and completion of the study has been truncated in
consequence of the passage of Iniliative 695 and restriction of funds for Lhis study.

Project Sequence and Prucess

The study was organized around a series of technieal steering commitioe and policy committee
meetings, slarting with identification of projeel purpose, goals and objectives, bascline
assuniptions, identification of alternatives, preliminary screening, and evaluation of feasiblily.
What follows is a sequential review of the study with note of key topics ol discussion, analysis
aid decigions through the project leading (o the prezentation of feasibility evaluation and
preliminary conclugions of feasibility for each allernaiive,

Project Apency Scoping Meeting

‘I'he combined technical committee and policy commilles memberships for the project met in
September, 1998 to discuss the overall project scope, the goals and vbjeetives of the project and
to atart u discussion of possible alternatives [or consideration through this study process.
Meeting notes are included in Appendix A.

Initial Identification of Bridge and Ferry Options

A field review and teview of lopography and roadway coimections revealed a colleetion of
possible locations for hridge and ferry landings on Whidhey Island, Camano [sland and the
mainland in Skagit snd Snohomish Counties. These pussible locations were combined wilh it
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from the public via the public open house and public cutreach cffort to create a collection of
comnection vplions for imilial screcning by the Technical Steering Commitice and the Policy
Committee for the project. Initial screening was performed al Technical Commitiee Mecting #2
using the [ve criteria or feasibility {(Social, Cost/Financial, Land Use/Economic Develomment,
Environmental and ‘Iransportation Performance) mnd reflecting a general knowledpe of the study
area provided by both the consulting team and the collective Technical Sicering Comuimittee
knowledge. This initial screening was a qualitative assessment, with séveral options eliminated
due to social or cultural constrainis and transportation performance. A coverage of the initial
sereening process is detailed in the meeting notes for Technical Committee Meeting #2.

Deseription of Alternatives for Feasibility Evaluation
Sce parc 9 for vicinily map of the toltowing four alternatives,

Alternative 1) Bridpe from vicinity of Dugualia Bay to vicinity of La Conner

Roadway improvemenls would extend from SB 20 along Frostad Reoad e Dugualla Bay, a 4.8
mile bridge would cross Skagit Bay between Guat and Tka Islands and land near the north edge of
the North Fork Skagit River defta. The route would then continuc along Dodge Valley Road,
Best/Chilbery Road, 10 cross the North Fork Skagit River south to Fir Island Road, and follow Fir
Island Road through Conway to I-5.

Alfernative 2. Bridye from north Strawberry Point to Conway via Fir slund Road

Roadway improvements would extend from 8R 20 along Fakkema Road to Silver Lake Road, or
from SR 20 along Crescent Harbor Road to Sitver Lake Road, a 4.0 mile bridge would cross
Skagit Bay from Strawberry Poinl to a landing al Fir Island Road, then cross Fir Island to
Conway atI-5. '

Alternative 3: Bridge from Strawberry Point fo vicinity novth of Stanwood

Tast from SR 20 on new alignment to Crescent Harbor Road, follow Crescent Harbor Road to
new alignment o Sirawberry Point Road, then a 6-mile bridge over Skayil Bay heading southeast
to SR 530 on new alipnment, and east along 300th Strect NW to -5 interchange.

Alternative 4; Ferry Operation tn North Whidbey Irland

A ferry un from Whidbey Iskand (o 2 lerminal located at the west end of a bridge extending out
into Skagit Bay, The ferry would depart from a new furry lerminal located near Strawberry
Point, Oak Harbor, or downtown Coupeville. The eastside ferry lerminal would be loculed on a
5.4-milc bridge/dock aligned with an 0.8-mile extension of 300 Strect NW in the vicinity of
North Stanwood. :

Feasibllity Assessment of Alternalives

Criteria and Measures of Feasihility {MOF} were selected for this projeet by the Technical
Steering Commillce. This process is deladed in meeting notes for Technical Committee Mecling
#3. Listed helow are descriptions of the methodologics used in evaluating the feasibibity of the
alicrmalives, A summary ol the feasibility assessment and evaluation by crileria and
measurement is attached.
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Figure 1. SR 20 Nerth Whidbey [sland Access Feasibility Study budgo and terry allemativs
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Methodology

A Methodology for asscssing the feasibility of each altemnative was developed to address each of
lhe five criteria tor feasibility, Working closcly with the project Technical Steering Committee,
the project team identificd measures within each criteria to help clarify if an altemative is feasiblc
and worihy of further review or evaluatiomn.

Cormunity Impaces

Three MOF were developed to evaluate community social Impacts: $1-impacts to cultural
Tesources; S2-impacts to residences; and $3-iraffic impacts on lecal neighborhoods. Polential
impacts on cultural resources were assessed by conducting un inventory of the type and
sipmilicance of historic and archacological sites within 12 mile of each proposcd alternative
alignment. The inventory was conducted by Larson Anthropological Services Linited and
summarized in a cultursl resources fechnical report (Appendix B-1%.

Potential impacts on residences were assessed by estimaling the number of residences wilhin ¥
mile of each proposed alternative alignmeni using 1999 aedal phulograpbs. Potential traffic
Impacls on existing neighborhoods were assessed by determining likely changes in roadway
classification, non-arterial to arterial conversions, changes in speed limits, and changes m side
street or property access that conld result from the propozed allernatives.

The results of the evaluation are described in the Social Impacts by Parametrix {(Appendix B-2),
and summarized in the Summary of Technical Measures Table of this sutnmary.

Land Use and Economic Tmpacts

Five MOT were developed 1o cvaluate land nse and economic development impacts:
s LUl-amount af agricultural land affecled by right-of-way (ROW) acquisition.
L.1I2-amouni of imber and mineral resource land affceled by ROW,

EH3-ROW within shoreline jurisdiction,

EDI-potential mamber of farms and businesses allected.

[ DZ-potential Impacts to fish and shelifish harvesting.

W & &

County land use and zoning maps were used (o calimale the amount of designated agricullural
land and the amount of designated timber and mineral esourse lands that would need to be
acquired for roadway ROW. Location of ROW within areas undur shorehine jurisdiction were
determined by review of county shoreline magter plan maps.

Potential impacts on firms and businesses were sssessed by cslimaling the number of farms and
businesses within ¥ mile of each proposcd alternative alignment using 1995 acrial photographs.
A site recommaissance was conducted to verify Lhe pholegraph counts.

Informalion regarding tribal and commyereial [ish and shelltish harvesting arcas was oblained
from reveral sources cxisting references and persoual communications with Tribal and WDFW
reproseniatives,

The tesults of the evaluation are deseribed in the Land Use and Economic Development Aualysis
by Paramcirix (Appendix B-3}).

Sunmary of Projoct Process & Altermabives Fvaluiation
Parameiriv, Ine Hr SE 2N Whidbey Fitand Aceess Fensibitlty Study



Financial/Econemic Performance

Three MOF were developed to assess alturnative feasibility for inancial and economie

performance:

« FE1 Planning level construction cosi cstimate, including right of way and miligation

¢ TE? Annual operation and maintenance cost estimate '

e FE 3 An assessiment of funding potential, retlecting revemucs trom tolls and rate of retun on
private invesiment

Planning level consiruction, operations and maintenance cost estimates werc developed for the
three bridge alternaiives and ferry operations alternatives considered for this projecl. Costs
inchude the construction of bridge, the etfective reconstruction of roadways connecting SR 20 to
the bridge and to (-5, rght of way through the corridor and intersection or interchange
improvemenls at key locations. Please vefer to the Planaing Level Cost Estimate Technical
Memorandum (Appendix B-4} for a more detatled deseription of the cost eslimation parameters.
Roadwity constrizction cosls were estimaled using a baseling cost spreadsheet provided by
WSDOT stafl, reflecting the general terrain character of the routes and the adjacent land use
{urban or rural) character along the alignments. Bridge construction cost uslimater were
developed by Lin & Associates and are deseribed in the Bridge Analysis and Cost Estimates
Technical Memorandum. Duc to the length of the crossing, the bridee type would probably be a
eolleetion of 40-60° spans with low clearance through the Skagit Bay and mud flats area and
longer spang to clear the shipping channel and deep water closcr ko Whidbey Island.

Cupital and operating costs for ferry operations were developed by Parsons Brneckerhoft and ure
presented in the Fersy Operations Techmical Memorandum for ihe project (Appendix B-3).
There are several vplions for ferry uperations, depending upon the location of the Whidbey Lzland
terminal. The purpose ol this study was o cxamine the feasibility of a ferry allernative, not the
selection of a specific terry run.

An sssessment of financial feasibility was provided by Parsons Brinckerhoff for cach alternative
using cost inpul, traffic forecast input and some assumptions for public funding, (Appendix B-3).
Financial feasibility for a bridge connection to North Whidbey Tsland depends upon the ability to
attract investors into a public-private partnership.

Nurnral Environmental Impacts
Six MOF were developed to evaluate welland, wildlife, snd fisheries impacts;

CI1i-Location and type of priority habitat alleeted.
FEH2- Threatenced and endangered species affectod.
EC1-Wetland affected.

H(2-Ealgrass heds affoeted.

EC3-Floodplains affected.

EC4-Relative geotechnical risk.

" & ¥ % &

The praposed alternutives were overlaid on Nationul Wetland Inventory (NWI), Priovity Habitat
Species mups obtained from Washington Department of Fish and Wildlife { WLEFW) and the
Puget Sound Enviranmental Allas to identify wolland, wildlife and fish resources that potentially
could be affected by cach atternative, Eaisting resources within 6.5 mile of the roadway wore
identified with particular atlention paid to those resources in Lhe direct path of the proposed right-
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of-way. Resources that could be affected by the project were grouped into two categories: those
that would be affected by improvement of existing reads, and those that would be affected by
new construciion. Impacis ol new construction would likely be more significant. The results of
the evaluation are deseribed in the Summary of Wetland, Wildiife, and Fishery Resources by
I'srametrix (Appendix B-6).

Floodplain mapping preparcd by Federal Emergency Management Agency (FEMA] for Island,
Skapit and Snohomish Counties wag used to evaluate the amount of ROW willun the 100-year
flondplain for each alternative under consideration. The results of the evaluation are described in
the Environmental fasues-Floadpiain Review by Parametrix {(Appendix B-T).

Geolechnical rigk was evaluated based on review of superficial geologic maps of the project area,
a seismoteclenic map of the Puget Sound Region, and a site reconnaissance. ‘Lhe resulls of the
evaluation are described in the Geotechnical Feasibifity and Concept Study by HWA
Guoseiences Ine. (Appendix B-8).

Transpovtation Performance

‘Three MOF were developed to measure transportation performance:
» TPl Average Uravel Time, Oak Harbor (0 Mount Vernon

+ TP2 Average Travel Time, Oak Harbor to Hverett

= TP3 Lovel of Service

A ravel-forecasting model was developed by WSDOT transporlalion planning stafl for the three
county area to provide traffic volume and travel time datfa for this feasibility analysis.
Transportation feasibility was assessed using two key measures, future roadway level of service
and fulure iravel time savings. Roadway level of service was evaluaicd al significant arterials
throughout the study arca for year 2020 peak hour tratfic assignments from ihe model output for
cach of the four altermatives. 'Lravel time savings, comparcd with a future no-action scenario,
were idenlificd for cach of the alternatives Tor three origin and destination pairs: Oak Harbor to
dMount Vermnon, Oak Harbor 10 Everell ind Oak Harbar to Anacortes. Travel time savings and
itnpraved pegk hour tevel of service are both measurcs of the poleniial benefits associated with
the alternalives being congidered.

Made] runs were provided for fiture no-uction or baseling conditions, for future conditions with
vich ulternative without toll, and for each lridge altemative vnder two (oll scenarios, a high and
Tow toll value, Toll values of 33,50 and $5.00 per trip were estimated based on the cxpeeted
amount of time saved using & new brdge in consideration of Tocal wage rates and values ol tme.
The Trangportation Performance ‘L'echnical Memorandum oullines both the methodolopy and
results of the analysis for the alternatives [ Appendix B-Y},
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Evaluation of MOF Criteria, by Alternative

Bridge from North Whidbey Ivland to LaCopner Vicinity

A detailed summary of expected impacts and eosts of this altemative is presented mSUMMARY OF
FEASIBILITY MEASURES, Bridve from Novth Whidbey Island to Vicinity of LaConner, (Appendix
C-1).

Planning Level Cunsitruction Cost Estimate: $321.1 million including roadways, bridge, right of
ways, and traffie mitigation. Operations and Maintenance costs for the project are gstimated to be
$1.360 million amually. Project level rate of return would range from 1.1% (negative relurn) to
1.4%, which wauld not be aliractive to investors. ;

While there are expeeled travel time benefits cxpeeted with this bridge alicrnative, this alternative
appears to be fatalty flawed with respect to potential envirommental impacts. Significant impacts
are expecled with this alternative on Federally listed threatened and endangered species us
follows:
o Two crossings of the North and South Forks of the Skagit River with known large
populations of threatened chinook, proposed threatened bull (rowt, and candidalc coho
salmen would result from this alignrment.

«  Eloven bald eagle nests in four bald cagle territories are within (.5 mile of the aligrmeni,

¢ Three and one-half mile of cetuarine intertidal habitat along the east side of Skayit Bay and
in Dugualla Pay would be poteniially affected by bridge development. These areas are
recognized #s inmpurtant wintering and staging habital for waterfowl], as rearing habitat for
{hrealened chinook salmon, and as breeding/rearing habital [or herring, sand lance, and
selt.

#  Ofihe 3.5 mile length of bridee in the intertidal area, approximately 0.2 mile length through
eelgrass habitat, an important habitat critical for supporting several pricrily fish species and
other marine life. Eclgrass beds are considered to be irreplaceable and avoidance is the
reeotmntnended mitigation,

These impacts would present serious ohstacles for obtaining approval by the US Fish and Wildlife
Serviee and National Marine Fisherivs Service,

e Af leasl 20 cmocrgent, shrub-serub, and forcsled wellands located on Fir Tsland are
potentially affected. Several tiparian wetland habitats alony ihe rivers and streams could be
allfecled.  Adequate mtigation may be achieved through avoidance and minimiation
IIIEBEUTES,

«  All of the alignment along Fir Islund Road lies within the 100-year fioodplain, including the
interchunge al T-5. Portions of the alignmenl thrugh Dodpe Valley would be within the
area of flood risk. Compensatory flood storage would need 1o be provided [or all area lost
due 1o the project.

T hese impacts would present serious obstacles for abtaining permits,

¢  Construction would oceur in designated shoreline areas. The Shoreline Master Programs of
Skagit and Island Counties stipulate thal roadway construction shall be located away from
shoreline arcas whenever teasible.
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s Bridge construction would result in substrate medification in existing eslgrag beds within
{sland County shorcling jurisdiction, which is prehibited under Island Counly Shoreline
Use Requirements (Section 17.05.045).

+  Construction would occur within Shorclines of Statewide Significance including the Skagrit
County marine shoreline, Whidbey Island marine shoreline and the North and South Forks
af the Skagit River. Shorelines of Slalewide Signiticance are given higher priority for
protection and prescrvation than other designated shoreline areas.

Bridge from North Whidbey Istand to Fir Istand and Conway Vicinity

Detailed sunmmmary of expected impacts and costs of this alternaiive arc preseiicd mSUMMARY OF
FRASIBILITY MEASURES, Bridge from Strawberry Point on Novth Whidbey Island to Conway
Area Vra Fir Island, { Appendix C-2).

Planning Level Construclion Cost Estimate: $183.4 million including roadways, bridge, nghl of
witys, and traffic mitigation. Operations and Maimicnanee costs for the project are estimated to be
$1.098 mullion annuaily. Project level rate of return would relurn woul] range from 3.4% to 3.7%,

which would not be atiraclive lo investors,

While there arc cxpected trave! time benefits expected with this bridge allernative, this alternative
appears to be fatatly flawed with respect to potential environmental impacts. Significanl impacts
are capected with this aitemative on Federally listed (hreatened and endangered species as
follows: ' :

« The South Fork of the Skegil River and one stream that support threatsned chinook,

proposed threatened bull trout, and candidate cohe salmon populations would be crossed by
this aligameni.

=  TIpio 4 bald eagle nests in 2 bald eagle territories arc with in the 0.3 mile of the alignment.

«  Two and one-half mile of estusrine hubilal in Skagit Bay would he potentially affected by
- Lhe alignment, These areas are recognized as imporlsnl winlering and staging habitat for
waterfowl, reuring habitat for threatened chinook salmon, and as spawming/reunng habitat

for herring, sand lance, snd smell.

«  Of the 2.5 mile of estuarine habitat crossed by the bridge, approximalely 1.5 miles are
through eelgrass habilsl; an mmportani habitat critical for supporting several pooenly lish
species and other mmine life. Eelgrass beds arc considered to he imeplaceable and
avoidanue is the recnmmended mitigation.

These impacts would present serious ebstacles for oblamming approval by the U3 Fish and Wildlife
Service aund Nutional Marine Fisheries Sarvice.

¢ Atleast 16 forested, emergent, and scrub-shrub wetland arsas and open water habitat would
potentially be affected by the alignment. One of the emergent wellands along the Crescent
Harhor Road alipnmenl 1s a large system {80+ acres) recognized by Washington
Department of Fish & Wildlife as a State prionily habilal.  Adequate mitigation may be
achicved through aveidance and minimization measures.
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v Al of the alignment alony Fir Island Road lies within the 100-vear floodplain, including the
interchangc at 5. Compensatory flood slorage would need to be provided for all area lost
due to the project.

These impacts would present serious obstacles for obtaining pennits.

s Construction would occur in designated shoreline areas. The Shoreline Master Programs of
Skagit and Lsland Counties stipulate that roadway construction shall be located away from
shoreline arcas whenever feasible.

«  Shorclines of Statewide Sipnificance that would be affected include Skagit Bay marine
shoreline of Skagit County, the Skagit Bay marine shoreline of Whidbey Island, and the
South Fork of the Skagrl River in the project vicinity. Shorelines of StatewideSignificance
are piven higher priovity for prolection and preservation than other designated shoreline
areas.

Bridge from Strawberry Point to Novth Stanwood Vicinity, vie NW 306"

A detailed summary of expreled impacts and costs of this ultemative is presented inSUMMARY OF
FEASIBILITY MEASURES, Bridge from Strawherry Point to North Stanwood Vicinity, (Appendix
C-3).

Planning Level Construclion Cost Hstimate: $260.3 million including roadway, bridge, nght of
ways, and iraffic mitigation. Operations and Maintenance cosls for (he project are estimated to be
$1.417 million snnuslly. Project level rate of return would range from 5. 3 o 6.6%, which would
not be attractive to investors,

Significant impacts are expeeted with this alternative on Federally listed threatened and
endangercd species as follows:
»  Two salmon-accessible streams would be potentially affected by the alignment.

¢ Three hald eagle nests in three bald eagle tervitories arc within 0.5 mile of the alignment.

s  Two and one-half mile of estuarine habital in Skagit Bay would be poteniially allfccied by
{he alignment. These areas are recognized ay imporlant wintering and staging habitat for
walcrlowl, spawming/rearing habitat for threatened chinock sakmon, proposed threatened
el trout, and as spawimngrearing habitat tor herring and smelt.

s Of {he 2.5 mile of cstustine hahitat crossed by the bridge, approximately 0.3 mile arc
through celgrass habitat; an important habitat eritical for supperling scveral priority fish
species and other maiine life.

» These impacls would present serious vbstacles for ohtaining approval by the US Fish and
Wildlite Service and Nalional Marine Fisheries Service.

¢ At least 60 emergent and forested wetland sreas and apen water habitat would potentally
be allected by the alignmenl. One of the emergent wetlunds s a larpe system (B0+ acres)
recoenized by Washington Department of Tish & Wildlife as o Slate priority habitat.
Adequate mitigalivn may he achieved through avoidanee and minimization meusures,
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These impacts would present serious obstacles for obtaining permits.

e Approximately 2.5 mile of new roadway would be located in shoreling areas under
Snohomish County jurisdiction, including tidelands. Crossing of tidelands, shorelinds, and
marshes, hops, or swamps for roads and railroads is prohibifed by the County unless no
viable upland allemative cxists (Section 18, Snohomish County Shoreline Management
Program),

s Construction would occur in desipnated Island Counly shorcline areas. The Island County
Shercline Masler Progratns stipulates that roadway construction shall be located away from
shoreline areas whenever feasible.

» Shorelines of Statewide Significance thal would be afteeted include the marine shoreline of
Skagit County, Island County and Snohomish County i (he project vicinity, Shorelines of
Statcwide Sigmilficence are piven higher priority for protection and preservation than other
designated shoreline arcas.

= The bodge would ¢ross commercial and tribal crab and fish harvesting arcas,

Ferry Alternative from Whidbey Island to North Stanwood Vicinity

A detailed summary of expected impacts and costs of this altarnative is presented inSUMMARY OF
FEASIBILITY MEASURES, Ferry Alternative from Whidhey Island to North Starwood Viciniy,
f Appendix C-4).

Planning tevel Construction Cosl Estimate. Single ferry operation with landing at Strawberry Point
- $221.7 million. Tweo terry operation with landing at Oak Harbor or Coupeville- 52977 millicn.
These estimates include Toadways, bridge/dock, right of ways, traffic mitigation, firry vessel, and
ferry terminals. Project level male of relumn for [emry operations was not evaluated, simce [y
revenues are nol cxpected to cover ammual ferry operating costs, much leas repay the constraction or
capital cosis of the alicmatives.

National Historic Distriet: The proposed Coupeville ferry terminal might impaet the Ebey's Tanding
National Historical Reserve, which includes Coupeville and portions of Penn Cove. This would
riisc Section 4T issues and permitting 1s not expected 1o be obtincd for this terry terminal location.

Signilicant impacts are expected with this altcmative on Foderalty listed threatened and
endangered speeics as follows:
» Tor all ferry route allcrpatives, two salmon-beaning sireams would be potentially allecled.

» Three bald eagle nests in three bald eagle ferritories are within 0.5 mile of the alighment.

s I'wo and one-half miles of estuarine habitat in Skagit Bay would potentially be affected by
the hridge/dock alignment. These arvas are recognized as important wintegng and staging
habitat for waterfow!, spawning/rearing habitat for threatened chinaok salnion, proposed
threatened bull o, and as spawningfrearing habitat for herming, snd smell.
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e  Ofthe 2.5 milc of ertuarine habilal crossed by ke bridge/dock, approximately 0.3 mile are
{hrough eelgrass habilat; an important habitat critical for supporling several pricrnity fish
species and other marine lile. Eelgrass beds are considered to be irrcplaccable and
avoidance is the recommended mitigation.

These impacts would present serious obstacles for obtaining approval by the US Fish and Wildlife
Service and National Marine Fishenes Service.

» At least 60 emergent and Forested wetland arcas and open water habital would potentially
be affected by the alignment. Adequate mitigation may be achieved through avoidance and

MIininiFation mMeasurcs.

These impacts would present serious obstacles lor obtaining permils.

o The 2.5 mile dock in the Stanwood vicinity would be located in intertidal wetlands
Snohomish County shoreline judsdiction. These wetlands are designated and Priority
Hubitat by WDFW. Snchomish County shoteline repulations stale “The location, design,
construction and operation o boating facilities [including piers and docks] should endeavor
to minimize any adverse affects on priority habitats, fish und shellfish resources, and the
adjacent areas.”

e Shorelines of Statewide Significance that could be affected melude the Skagit Bay marine
shorctine of Island County and Sncohomish County in the project vicinity. Shordines of
Statewide Significance arc yiven higher priority for profeetion and preservation than other
desipnated shoreline areas.

¢ A ferry linding at Coupeville vould adversely affect conmmercial and tribal shellfish harvest
arcas, depending on the location of the landing,

s Tery traffic across Skagit Bay would cross fishing arcas, potentially distupt fishing
aclivities, and could result in loss of fisling gear.

Conchiding Steps for the SR 20 North Whidbey Island Access Feasibility Study

The Technical Committee at the November 1, 1999 meeling made a pending recommendation
{hat all of the four altematives evaluated are not feasible for implementation as vehicular capacity
access 1o North Whidbey Tsland. ‘This pending recommendation is based on rating of four ol ihe
five criteria for assessing [Casibility of the alternalives. Attached is 2 sunmmary of ratings,
tabulated by McClure Consulling. Wore information on trunsportation performancee was
requested to complele the analysis and allow the committee, as a whole, to fully evitluale the
criteris and measures of feasibility. It was aprecd that each of the alicrnatives are not feasible
due to the polential for environmental impacts to critical areas and to habital. In addition, the
ferry alternative was considered to be not [easible due to the cosls (o implenient and vperate.

On April |, 2000, the Policy Commitice approved the final recommendations for forwarding to
the Polivy Boards. On April 19, 2000, the Skagil Sub-Regional Itansporiation Flaming
Drganization (SRTPO) approved the recommendations with the understanding hat the issue
would have to be rovisited in the future as need increased, probably in tive to eight yoars.
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The Policy Board members also recognized that the design life of the Decepfion Pass Bridge was
approaching. Although WSDOT engineers have extended the useful life of the bridge, it will
eventually have to be replaced. When this occurs, the bridge could he elosed for approximately

onc and one half years. A new structurc could scrve as access until the current structure was
replaced.

Ag an information item the Policy Board was advised that the determination of non-feasibility of
all alternatives could open the door to revisiling an alternative at or near the current loeal.
Section 4F prevents the laking of parklands for highway purposcs, unless there are no feastble
alternatives. Any such considerations would have 10 minimize impacts. A possibility is a funmel
under the park.

The island Counly SRTPO Policy Board approved of the recommendations on April 26, 2000
and the full RTPO approved of them on June 14, 2000 with the same gualifiers and
understandings.
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SR 20 North Whidbey Island Access Feasibility Study
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SR 20 North Whidbey Island Access Feasibility Stady

Summary of Ratings:
Alternatives on Feasibifity Criteria

November 1, 1999 Technical Committes Meeting

North Bridge: La Conner

Commarnity lnpacts All TC Exp
Probalily feasiblc ) ) )
Serious tmpucts that coald 4 3 1

probably be mitigated
Probably not feasible ! 7 -

Land Use/Economic
Development [mpaets

Trobably fcasibl:
Sertous lmpacts that could ! 4 1
probahly be mitpated

Probably not feasiblc 6 3 1
Financial Performance
Probably feasible ‘ 1 -
HBernous linpacts that could 3 2 1
probably he mitigated
Probably not feasibls 4 ; :
Fovironment: Crilical Areas
Probably foasible B B B
Serioux impacts thal could 2 1 1
probably he mitigated
. 10 7 3
Probahly not feasible

Tovironment: Habital

Probably feasible
Beriouwy impacts that could 2 2 -
prabably be mitigated

12 7 5

Prahably not feasible

All = All Committes members whao rated Lhis iem
1C Rated item bascd on judgment as a member of the Technical Commitles
Exp = Rated ilem bused on professional expertise in this specific arca
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SR 20 North Whidhey Island Access Feasthility Study

Summary of Rutings:
Afternutives on Feasibility Criteria

November 1, 1999 Technical Commilize Mccting

Middle Brilge
Falklkema Foad | Crescent Koad
Conmunity Tmpacts Al | TC | Exp | All | TC | Exp
Probably feasible 21 L ) i )
Serions impacks that conld 5 5 - 0 3 I
probuably be mitigated
Probably not feasible oH R I N
Land Use/Economic
Development [inpacts
1 - 1 i 1 1

Probably feasible
Serirus impacts that could 4 14 - 4 | 4 -
probably e mitigated
Probably not feasiblc
Financial Perfermance -

Probably feasible
Serious impacis that could 3 2 - 2 2 -
probably be mitigated
Prohably fiof feasibls N
Envlronment; Critical Areas
- . - 1 i -

Probably feasible
Serious impacis that conld 3 2z 1 3 2 1
probably be mitigated

Trobably not feasible
Environment: Habital

Frobably feasible
Serious mpacts that could 4 3 1 3 2 1
probably be mitigaled :

Erobably naot foasible 16} o 4 10 f 6 4

All = All Committes members who rated this item
TC — Rated item based on judgiment as a mamber of the T'eclmical Commitee
Fxp — Ratcd ilom based on professional cxperlise o this specific arca
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SR 20t North Whidbey Island Access Feasibility Study

Summary of Ratings:
Alternatives on Feasibility Criteria

November 1, 1999 Technical Committee Mealing

Sguth Bridge: Stanwood Yicinity

Community Impacis All TL: Exp
Prabahly foasible 2 1 1
Serous impacks that could 3 5 -

probably be mitigated
3 .
Probably not feasible B} 3

Land Use/Economie

Developrment Impacis
Probably feasible ! i )
Serions inpacts that could 5 4 ]

prohably be mitizaed
Probably not feasible 3 4 L

Financial Performance
Prubably feasible 1 1 )
Serions impacts that could 4 3 1

prabably be mitizated
3 2 1

Probably not feasible
Environment: Critical Areas
Prohahly feasibie )

Herious impacts that conld 4 3 1
probably he mitigaled

Probalily not feasible i 3 3
Environsnenot: [Eabitat
Probubly feasible ) ) )
Serions impacts that conld 2 2 -
probably be mitigated
_ L2 ' 7 5
Prohahly ol [easible

All - All Conunittes memthers who raied this item
TC — Rated item based on judgment as a member of the Technical Committes
Exp = Rated item bazed on professional expertise in this specific area
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SR 20 North Whidbey Tsland Access Feasibility Study

Summary of Ratings:
Afternatives on Feasibility Criteria

November 1, 1999 Technical Commitiee Meetmng

Ferry Options
Strawberry Oak .
Point Harbar Coupeyille
Commuonity Tmpacis Al | TC [ Exp | Al | TC | Exp | All | TC | Exp
5 1 5 4 1 3 3 -
Probably feasihlc 6
Serinus tmpacis that conld 2 2 - 3 3 - 3 2 1
probably be mitigated
- I - 3 3 -
Probably not feasible ! L l
Land Use/Economic
Tevelypment Linpacts
k) 2 1
Prohably fuasible . Lp3pzq1
Scoous impacts that conld 6 & - 5 b - 4 4 -
probably be mitigated
1 | 2 1 1 3 2 1
Probably not feasibl 2
Financia! Performance
Prolbakly feasible ) - ) ) . ) ; : -
Serious impacts that conld 2 2 - 1 1 - - - -
probably be mitigated
5 2 B ] 2
Probably not feasible 6 4 2 7
Environment: Critical Areas
Probably feasible o ) B ) ST )
Serious impacts thal could 4 3 | 5 4 1 3 4 ]
probably be mitigated
7 4 3 7 4 3
Probably nat feasible 8 5 :
Envirenment: Hahifal
Probably foasitle B ST B B B B ) )
Berious mipacts that could ] 1 - i 1 - [ 1 -
probably be mitigated
12 7 5 12 T 3 12 7 5
Probably not feasihle

All= All Comumittes members who rated thig ilem
TC - Rated iterm based om judgment as a member of the Technicy] Committes
Exp — Rated itern hascd on professional expertise in this speeilic area
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ISLAND SUB-RTPO TECHNICAL COMMITTEE MEETING
&

WSDOT SR 20 North Whidbey Island Access Feasibility Study

Agency Scoping Meeting
Ohjective: Obiain input to guide development of the feasibility study.

Wednesday, September %, 1998
1 pm. -3:30 p.m.
Main Sireet Market Room

Coupeville, WA
Attendees: .
Mike Morton, Skagit/Tsland RTPO FEric Trelan, Skagil Council of (Fovcriments
Jean Mabry, WSDOT Kirk Johnson, Skagit County
Jerry Schutz, WSDOT Dave Baltz, Skagit County
Russ Douglas, Mukilieo Sarah Swanson, League of Women Voters
Dale O'Brien, Skagit Transi Tormn Burdett, Qak Harbor
Rich Melaas, Naval Air Stalion Whidbey Martha Rose, Island Transit
Larry Hamon, Coupeville Katherine Casseday, Parametrix (scribe for
Larry Cort, Coupeville notes)
Lew Legat, Island County ' Mary MeClure, McClure Consniting
Jack Lynch, Langley Brad Rucker, McClure Consulting

Ryan Goodman, Oak Harbor

Mceting Notes for the SR 20 North Whidbey 1sland Access Feasibility Study
The Ageney Scoping Meeting for the North Whidbey 1sland Access Feasibility Study was parl of
the Scptember mecting for the 1sland Sub-RTPO Technical Committee. The notes below address
only the North Whidbey Agency Scoping Meeting portion of the meeting.

SR 20 Norih Whidbey Island Access Feasibility Study Project Overview

Adicr introduetions, study project manager Jean Mabry outhined the purpose of 1he North
Whidbcy Island Access Feasibility Study as the identification of feasible allematives for
increasing the capacity for vehicular access to and from North Whidbey Tsland by either bridge
or ferry connections. The study will be sn ebmimabion process, ot a seleclion of a prefereed
alternative. ‘The meeting purpose was 1o hea the allendee’s voices and perspective for the study.
The WSDOT staff team is supported by a consuliant team led by Katherine Casseday of
Paramectrix.

Goals and Objectives

The goals and objectives for the study were intreduced by Mary McClure, of MeClure
Consulting who will lcad the public involvement element of the study. A draft goals and
objeelives st was ineluded in the mecting packet for review. A discussion followed about the
drall poals and objectives, with suggestions to revisc the wording to clarify that the study
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primiary goal is to idlenti [y alternatives to increase vehicular capacity. This revision and other
requested changes are in the altached revised Draft Goals and Objectives list. These goals and
ohjectives will be presented for review at the Open House meetings in Oclober. They waill then
be revisited at the next Technical Commities mecting prior to presenting them [or adoption at the
Policy Commiitee meeting in November.

There was discussion aboul passenger-only ferry service as an alternative, however, the
feasibility study will not address that by itsclf, only as a part of vehicle ferry scrvice. Passenger-
only ferry service will be addressed in the Island County Least Cost Planning (LCP) cifort. Jerry
Schuty ontlined the relationship between the Tsland Cousnty Least Cosi Planning effort and the
Updaie to the Regional Transportation Plan for Island County and the feasibihity study. The key
objective of (he Teasibility study is to determine il therc is a project worth spending between 5
and 10 million on an environmental inipact statement. Everything that doesn’t fit into the
capacity consirained expansion fits into the RTT update. Alternatives to any vehicular capacity
expansion fil into the LCP study. The feasibility study started out with a broad-brash regional
planning process which identified the need for capacity improvements. The next step in the
feusibility stucy is io narrow down the many aliernatives to those which are feasible for
construction. The environmental and design process wolild then go ferward m the next stage to
select a preferred allernative for capacity improvements considering a fulf range of alternatives
including pussenger only lerrics, TDM, ete.

1t was agreed thai it is important that the Least Cost Planning cffort be coordinated with the
feasibility study. The schedulc for the LCP is to be completed by March 1999. The two studics
complement each other in elfort with the focus on the term complementary. The LCP
conclusions and recormnendations will be brought forward ahead of the feasibility study
completion.

There was discussion aboul what is involved in evaluating ihe [easibility of an altemative:
political, physical, social, environmental, geometric, and cost are all criteria for evaluation. Tt
will be important to reflect economic impacts associaled with the construction of addiional
access to Whidbey Island to help identify the polibical feasibility of an altemative (the two arc
interrelated).

[t was vequesied thal Camano Istand be included in the possible tocations for bnidge and ferry
allemalives. TL was also noted that traffic impacts to Skapit County facilities will nced to be
idenlified as part of the feasibility analysis and that cconomic impacts lo expanding or not
expanding the access to Whidbey [sland should be reviewed. Jerry noled that a detailed
evaluation of economic impacts would be a pari ol the next step in the process which is the
envirommen(al review ol (casible alternatives for selection of a preferred allemalive Lo take nto
design. This evaluation would include freight unpacts, job growth opportunities, elc. An
cconomic evaluation is nol a part ol the scope for the feasinlity analysis unless feedback from
the public on the MOEs indicates that it is & critical issue,

It was clarificd that this feasibilily stady will address altematives for increased velucular capacity
to Whidbey lsland, und a passenger-only ferry is nof an allernative, however, passenger travel
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would be assumed 1o be acconunedated with a car ferry alternative. A foot-passenger only ferry
would nol address two key issues: freight movement needs and emcrgency access needs to the
Island. It was noted that the Regional Transportation Plan is the too! to identify if passenger-
only ferry service would be an alternative to be cvaluated (as part of another study, not the access
feasibility study) as part of the Least Cost Planning study.

Scope of Work and Schedule

A brief overview of the scope and schedule was presented which identificd when the technical
and policy committee meetings are planncd, along with the open housc meetings (coincident
with the Least Cost Planning worksheps). Up to three bridge alternatives and up fo threc forry
alternatives for additional access will be looked ai, with & total of four allematives 1o he
cvaluated in the feasibility study.

Traffic counts will be provided by WSEDOT personnel, although there may be some locations
where other agencics may be requested to provide tralfie count information. Eric noled that if
counts arc needed, please give adequate notice to arrange lor them. Questions included: What
assumptions are made for the forccasts? Is [sland County forecasted growth consistent with what
was assumed for the Ferry Systom Plan?

There may be some difference between growth assumptions. The [sland County transportation
model was developed by Wm. Popp and Associates, using the TModel software, and is
consistent with the Skagit County model. Eric Irelan will be working to update the Skagit
County model for threc concurrent transportation studies in the area; SR 20 North Whidbey
Island Access Feasibility Study, the 1-5 Corridor siedy through Mount Vernon and Burlington,
and the SR 20 Corridor study. This will be advaniageous for all three sladies,

Commiitee Membership and Roles

Technieal Committec

It was agreed that there is the right mix of proposed membership for the Techmeal Commiitee.
Changes requested for the Tochnical Commutltes nelude addimg JTack Lynch from Langley and
substituting Kurt Johnson [or (Gary Christenson for the Skagil County Plammmg Depariment.

Policy Committes

Changes requested for the Policy Committee inelinde adding orie more representative lrom both
the 1sland and Skagit Sub-Repional Transportation Policy Boards. The sccond representative
from Skagit County Sub-Regional Transportation Policy Board would be inchwded if really
comumitted to being an active participant. Tt was noted that having three representatives from
lsland County as a wholc wonld be sullicient, and there would not be a need [or scparate
representatives from the Citics of Oak Harbor and Coupeville, Attached is the revised makcup
[or both the Policy and Tochnical Commilisess.

Baseline Assumptions

There was an initial discussion about baseline assumptions, and the group will revisit this list and
work lo tailor them to the feasibilily sludy af (he next Techmical Commiliee meeling. Therc was
a discussion conecrning how to deal with lounst traffic, and JTerry noled ihat there 1s an upcoming
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workshop for elected officials and staff to address the lopic. The feasibility study will deal with
commuicr traffic needs and will not include modeling tourist trallic.

Study Alternatives '
The draft list of alternativcs was revised Lo clarify the range of alternatives to be evalnated for
feasibility. An updaled list of altcrnatives is atlached.

Resident Survey

The value of conducting the resident survey in addition to the data already available from the
April, 1998 survey was questioned. It was the recommendation from the group that the cffort be
spent in u review of the April sample, with foeus on the answers to the “other” options on the
survey forms. Mike noted that all of these ilems ideatificd for the telephone resident survey were
covered wilh the April survey cxeept the identification of the decision point for choosing ferry or
bridge for off-island (ravel. Along with this review ol the April survey responses, it was
suggested to review the WSF origin and deslination survey conducted for the Mukilteo terminal
study and R1S. Mike Morton will provide the survey data files and physical forms for MeClure
staff to review and summarize for both the feusibility study and to support the T.CP effort. Mary
will contact Ray Deardor! of WSF for more information about the WSEF O-D» survey at Mukilico.

Next Steps in Study Process

Three open house mestings for the feasibility study will be held coincident with the October
workshops for the Leusl Cosl Planning project, October 20-22. The North Whidbey open houses
will run from 4-7 PM and the LCP workshops will run from 5-6:30PM, providing time for
ovcerlap at both ends of the workshop.

Next SR 20 N Whidbey Island Study Technical Committee Meeting

The next meeting was proposed for the week of November 9, 1998, to meet separately from the
planncd Lsland Sub-RTPC Technical Committee meeting. The first Policy Comniittee meeting
for the feasibility study would be in the weck of November 16", Dates will be confirmed.

1t was suggested that there be a formal introduction of the project to both the Island and Skagit
Sub-RIPG Policy Rourds. Bob Joscphsen of WSDOT is on both Policy Boards and may be the

key person for the project introduetion.

Mary requested inpui [rom the attendees for suggestions [or Key Person interviews. Pleasc call
her at (360) 297-430(. -

The meeting reverled to the RTPO meeting agenda.
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Norvth Whidbey Istand Access Feasibility Stndy Cultural Resources Overview

Larson Anthropological Archacological Services Limited (LAAS) was retained by
Parametnix, Incorporated, lo conduet a cultural resourccs overview for the proposed Slale
Route 20 North Whidbey Island Access Feasibilily Study in Island, Skagit, and
Snohomish Counties, Washington. The Washington State Departinent of Transportation
identified a vehicle capacity deficiency on the SR 20 corridor and the Deception/Canoe
Pass bridgcs linking Fidalgo lsland, Skagit County, and notih Whidbey Island, Tsland
County, Four project allernative alighments were considered in this overview. The
overview consisted of archival review, tribal consultation, consultation with local
historical societies and county agencies, 4 review of records on {ilc at the Washington
Statc Office of Archacology and [listoric Preservation (CAHP), and preduction of a
cultural resources technical report. Recorded archaeclogical siles and mventoried
hislonie structures, on fle at the OAHP and historic structures and sites importanl for
local lustonical sociehes and planning agencics within 0.5 mile of the proposed
alternative alignments were included in the overview. No ficld reconnaissance was
conducted for this azsessment.

The La Conncr Vicinity Bridge Alternative aligmment 1s in bigh probability areas for
unknown hunter-[isher-gathorer archacological resources and has a moderate probability
for historic penod archaeological resources. Forty-two huntter-fisher-gatherer and
historic period archaeclogical siles are reconded within 0.5 mile of the 1.a Conner
Vicinity Bridge Alternaiive alignment. Thirty-five of the 42 recorded archacological
sites would require cvaluation for significance, i.e. eligihty for lisiing in the National
Register ol Hisloric Places {(NRHP). Rescarchers cxtended eligibilily recommendations
for five sites bul concumence was nol sought from Washington State OAHP. Two
Imnter-fisher-gatherer shell midden siles are eligible for listing in the NRHP. Six
inveatoried buildings and building coniplexes would require cvaluation for listing in the
NRHP. Mo traditional cultural properties were reported in the La Conner Vicinity Bridge
Allernative alignment project arca.

'The probabilily for unknown hunter-lisher-gatherer archacalogical sites within 0.5 mile
of the Fir Island Bridge Allemative alignment ig low in the upland areas of Whidbey
Island, moderate near the ifioral margins of Skagit Bay on Whidbey 1sland, and high on
the mainland in the Skagit River della. Probabilily for unknewn, intact historic period
archacological sites along the Whidbey North Alignment and Whidbey South Alignment
is low, particularty along the Crescent Larbor Road portion of the Whidbey South
Alignment, due Lo (he development of Oak Harbor. Fifteen hunter-fisher-gathercr and
historic period archasological sites were identified within 0.5 mile of the Fir Island
Bridge Alternative alignmment, and fourleen would require cvaluation for significance
andfor eligibility for listing in the NRI1P. One historic period archaeological sitc is
eligible for listing in the NRHP according to the rescarcher, but concuirence is required
from the Washington State OAHT. Two invenloried buildings and building complexes
require evaluation. One building complex 15 noted as probably cligible and concurrence
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would be sought with the Washington State QAHP. No traditional cultural propettics
were in (he Fir Island Bridge Aliernative project area.

The probability for unknown hunter-fisher-gatherer archacological sites within 0.5 mile
of the Stanwood Vicinity Bridge Altcrnative alignment is high at the nearshore areas of
the converzence of the South Fork of the Skagit River and the Stillaguamish River and at
the base of upland arcas. The Stanmwood Vieinity Bridge Alternative alignment on
Whidbey Tsland has a low probability for extant hunter-fisher-gathcrer archaeoclogical
sitcs. The probability is low for intact historie peried archaeological resources in the
upland arcas north of Oak Harbor and Crescent Harbor along Crescent Harbor Road,
largely from disturbance caused by development of Oak Harbor and the Navai A
Station-Whidbey Island (NASWT). The probability is moderate for nnknown intact
historic period archaeological resources on the mainland along 300th Strect Northwest.
Three hunter-fisher-gathercr archaeological sites wore identified within 0.5 mile of the
Stanwood Vicinity Bridge Altcrnative alignment. The sites would require evaluation for
sigmificance, i.c. eligibility for listing in the NRHP. No traditional cultural properties
were wlenlilicd in the Stanwooed Vicinity Bridge projecl area.

The probabilily for unknown hunter-fisher-gatherer archaeological siles within 0.5 mije
ol the Whidbey Islund Forry Alternative alignment on the mainland s high at the
nearshore areas of the convergence of the South Fork ol the Skagit River and the
Stillaguamish River and al ihe basc of upland areas. The probability is moderale for
unknown historic period archaeological resources on the mainland along 300th Streel
Northwest. Proposed ferry landing siles in the Strawberry Point, Oak Harbor, and
Coupeville vicinities have high probabilities for unkaown hunter-fisher-gatherer
archaeological resources. Two hunter-fisher-gatherer archacological sites were identificd
within 0.5 milc of the Whidbey Island Ferry Alternative alignment en the mamland. One
hunter-fisher-gatherer archaeological sitc in the vicinity of Strawberry Point has nof been
cvatuated for listing in the NRHP. Four of eight hunter-fisher-gatherer archacological
sitcs and three historie structures within 0.5 mile of the littoral margins of Oak Harbor
have not been evaluated [or listing in the NRHP. Four other hunter-fisher-gatherer
archacological sites have recommendations regarding cligibility but would require the
concurrence of Washinglon Statc OALIP, Consiruction al ferry tetinals would probably
not directly affect unidentified underwater cultural resources, such as U.S. Navy aireralt
and submerged vessels, and archacelogical sites move than 0.5 milc away from ferry
landing areas. Wave action alony shorcline areas caused by fetry service between the
mainland 1o S(rawbcrry Point, or through Saratoga Passage to (ak Harbor or Coupeville,
may adversely affect archacological stles along Utsalady Point, Polncil Point, Maylor
Point, and the north, west, and south margims of Petn Cove. No traditional cultural
properties were in the Whidbey Island erry Allemnalive project area.
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North Whidbey Island Access Feasibility Study
Social Impacts Analysis

Introduction

The Washinglon Slale Department of Transportation (WSDOT) identified & vehicle
capacity deficiency on the SR 20 corridor and Deception Pass/Canoc Pass bridges Iinking
Fidalpo Istand, Skagit County and norllh Windbey Tsiand, 1sland County. The North
Whidbey Island Access l'easibility Study 1s bemng conducied to evahate four proposed
routes across Skapit Bay that would link SR 20 on north Whidhey Tsland to Interstate 5.
To evaluate the alternatives, various Measures of Feasibihily (MOF) were devcloped in
coaperation with the project Policy and Technical Steering Commilices that take into
consideration social impacts, land use/ecenomic development impacts, _
financial/economic performance, envirommental impacts, and ransportation performance.

Three MOF were developed to evalvate social impacts: S1-impacts lo cullural resources;
S2-impacts to residences, and 83-traffic impacts on local neighborhoods. This technical
memorandum provides an analysis of the social impacls associated with the proposed
alternatives using these MOV, The findings presented in (his technical memorandum will

he used by the Pelicy and Technical Steering Committees to evaluate the (easibility of the
proposed alternatives.

Methids

Potential impacts on culiural resources were assessed by conducling an invenlory of the
type and significance of historie and archacological sites within 2 mile of each proposcd
altemative alignment. The inventory was conducted by Larson Anthropological Services
Limited and summarized in a cultural resourccs technical report (Tarson, 15991
Tnformation was ehiained ffom archival review, tribal consultation, consullation with
loca! hislomncal societics and eounty agencics, and a review of records on file at the
Washinglon Stale Oflicc ol Archacology and llistoric Presevvabon (OAHT).

Polential imipacts on residenecs were assessed by estimaling Lhe number ol residences
within ¥ milc of cach proposcd alternative alignment. Anmbial count of residences was
made using 1-inch: LO00-foct black and white aenal pholographs daled May 5, 1999, A
sile reconnaissance was conducted on September 14, 1999 o veniiy the photograph
GOunts.

Potential traffic impacts on existing ncighborhoods were assessed by determining likely
changes in roadway classification, non-arterial to artcrial conversions, changes in speed
limits, and clanges in side sireel or property acccss that could result from the proposed

altermatives.
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Findings

51 Cultural Resources Affocted

The SR 20 North Whidbey Island Access Feasibility Study project area overlays an area
formerly cccupied by a cluster of independent aboriginal communities. The descendants
of these aboriginal groups are primarily members of the Swinomish Tribe. The proposed
project arca is also within or adjacent to the usual and accustomed fishing arcas of the
Upper Skagit Tribe, Tulalip Tribes, and Stillaguamish Tribe. Buroamerican scttlement of
the arca began in earnest around the 1860s.

Thig MOF assesses potential tmpacts to cultural resources within 2 mile of the proposed
alternatives. Based on the culfural resourccs overview (Larson, 1999), culinral resources
in the area are generally categorized ag hunter-fisher-gather sxchasological sites, historic
archacological s1les, traditional cultural propertics, and historic structures.

Hunter-[isher-gather siles provide evidenee of aboriginal fishing, shelifish harvesting,
hunting, gathering, and processing activitics. These inclade shell midden sites; which are
refluge depostis that oflen contain shell (ragments, firc modified rock, charcoal Irapments,
lithic and bone artifacts, burials, faunal remains, and perishable fiber baskeis. In addition
1o documented sites, the probabilily (high, medinm. fow) of unknown siles was asscssed
for each allemative.

Historic archaeological sites are archaeological deposits that relate to non-nalive land use
and occupation and that are more than 50 years old. Archacological sites identified
include sites listed in the National Regisler of Historie Placcs (NRHP) as well as sites that
could be eligible for listing. In addition lo documented sites, the probability (high,
medium. low) of unkmown sites wus ussessed for each alternative.

Traditional cultural properties, as defined by National Register Bullelin 38 (Parker and
King 1992) are properlies thal are eligible [or inclusion in the Nafional Registcr beeanse
ol their association with cullural practices or belicts of a living community that (3} are
rooted in that commumity’s history, and {b) arc important in main{aining the continuing
cultural identity o the community. Traditional cultural properlies may include hunting,
fishing, and gathering arcas or mecting places. No such siles were reporied to ocour
within ¥ mile of the proposcd alternatives.

Historie struclures identiicd within ¥ mile of the altermatives melude sites listed in the
NRHTP as well as sites (hat eould be eligible (or listing.

The hisloric buildings, archaeological siles, earlhworks, and non-nalive vegelalion in the
Skazit River Delta, when taken as a whote, may comprisc a historic cullural landscape.
Hisionc cultural landscapes are areus with a diverse range of evidence that demonstrate
human adaptation to, and modification of, natural landforms. Cullural feafurcs
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commenly associated with hisiorie cultural landscapes include plantings of non-native
vegetation, road sud path networks, property ownership markers such as rock alignments
or linear plantings to form hedges or tree lines, drainage ditch and dike networks, and
complexes of standing structures. [bey’s Landing National Ilistorical Reserve on
Whidbey 1sland, listed in thc NRHP as the Central Whidbey Lsland Ilistoric Diistrict, 1s a
historic cullural landscape.

Bridge from North Whidbey Isiand to La Conner Vicinity
This altcrnative alignment is in high probability areas for unknown mmnter-fisher-gathercr

archacological resources and has a modcrate probability for historic period archasological
rCSOULCCS.

Forty-two hunter-{isher-gatherer and historie period archacological sites arc recorded
within 0.5 milc of the alipnment. Moat sitcs in the alternative alipnment vicinity are
surface cxposurcs of shell midden deposits croding on the ground surface at littoral areas
ol Dugualla Bay on Whidbey {sland, along the Morth and South Forks of the Skagit
River, and along sloughs of Fir [sland. Three historic period archacolopical sites are
historie town or village complexes containing buildings and structures, including
Conway, Mann’s Landing/Fir (early Conway vicinity), and Fishtown. A cemetery, a
granary, and two historic period refusc arcas also received Smithsonian mimbers from the
Washington Statc OAHP. Thirty-five of the 42 recorded archaeclogical sites would
require evaluation for significance, i.c. cligibility for listing in the NEHP. Two hunter-
[isher-gatherer shell midden sites arc cligible for listing in the NRHP.

Six mventoried buildings and building complexes would require evaluation lor listing in
ihe NRHP". No traditional cultural propertics were reported in the project arca of this
allemative.

Localions ol recorded archacological siles and inventoried historic stractures within 14

mite ol the alignment arc shown on Figure 2 of the Cultural Resourccs Report (Larson, |
1999) {atlached).

Bridge from Strawberry Point on Noeth Whidbey Island to Conway Vicinity via Iy
Island

The probability for undmown hunter-fisher-gatherer archacological sites within 0.5 mile
al the alipnment is low in the upland arcas of Whidbey Lsland, modeorate near the littoral
margins of Skagit Bay on Whidbey lsland, and high on the mainiand in the Skagit River
della. Probability for unknows, intact historic peried archacological sites along the
Whidhey North Alignment and Whidbey South Alignment is low, particularly along the
Crescent Harhor Road portion of the Whidbey South Alignment, due to the develepiment
of Ouk Harbor.

Fifteen hunter-fisher-gatherer and histonc penod archaeological sites were identilicd
within 0.5 mile of the Fir Tsland Bridge Aliernative aligrment, and lourleen would
requite evaluation (or gignificance and/or cligthelity [or hating in the NRHT. Most sitcs
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in the alignment vicinily were surface exposures of shell midden deposits along sloughs
of Fir Tsland and on or near the Sonth Fork of the Skagit River. Two silés are hustoric
town or village complexes conlmning buildings and structures, mciuding Conway and
Mann's Landing/Fir (early Conway vicinity). Weaver’s Cemetery also received a
Washington Stale OAHP number. No recorded archacological sitcs are within 0.5 mile
of the two Whidbey Tsland scgments of this allernative. '

Twao inventoried buildings and building complexes require evaluation. One building
complex 15 noted as probably elignble and concurrence would be souglt with the
Washinglon State OAHP. No traditional eultural properties were in the project area of
this alternative.

Locations of recorded archacological siies and tnventoricd historic stmeturcs within ¥
mile of the alignmenis arc shown on Figure 3 ol the Cultural Resources Report (Larson,
1999 {attached}).

Rridge from Strawberry Point on North Whidhey Island 1o North Stanwood Vicinity

The probability for unknown hunter-fisher-gatherer archacologieal sites within 0.5 mile
of the aligmment is high at the nearshore aveas ol the convergenee of the South Fork of
the Skagit River and the Stillaguamish River and at the base ol upland arcas. The portion
of the aligmment on Whidbey lsland has a low probability for cxtant hunter-[isher-
gatherer archaeological sites. The probabilily 1s low (ot intact historic period
archacological resources in the upland areas novih of Qak Harbor and Crescent Harbor
along Crescent Hlarbor Road, larpely from disturbance caused by developmenl ol Oak
Harbor and the Naval Air Station-Whidbey Island (NASWT), The probahlity is moderate
for unknown intact historic period archacological resources on the mainland aleng 300th
Street Northwest. ' .

Three hunter-fisher-gatherer shell midden sites were 1denfified within 0.5 mile of the
alignment. The sites would require evaluation for significance, i.e. eligibilily for listing
in the NRHIP. No historic archacological sites were idenflified.

Mo historic struciures wore identified within 0.5 mile ol ihis altermative.

No traditional cullural properties were ideniified in the Stanwood vicinity bridge project
arca.

Locations of recorded archacological siies withan ¥ mile ol the alignmcnt are shown on
Figure 4 of the Cullural Resources Report (Larson, 1999} (attached).

Ferry from Whidbey Island to North Stanwood Vicinity

Proposcd {erry landing siles in the Strawberry Painl, Oak Harbor, and Coupeville
vieinities have high probabilitics [or unknown hunter-fisher-gatherer archaeological
TESUUTITCS. '
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One huntcr-fisher-gatherer archacological site in the vicinity of Strawberry Point has not
been evaluated for listing in the NRHP.

Four of eight hunter-fisher-gatherer archasological siles and {hree histonc siruciures
within 0.5 mile of the littoral margins of Oak Harbor have not been evaluated for histing
in the NRHP. Ferry alternative landings at Coupeville and Oals Harbor may be within 0.5
mile of recorded archaeological sites depending on the locations of the ferry landings. At
least 30 recorded archasolomen] siles, pnmanly hunler-fisher-gatherer shell midden sites,
are along the bitoral margins of Pem Cove.

Construction of farry terminals would probably not directly affect unidentified _
underwater cultural resources, such as .5, Mavy aircraft and submerged vessels, and
archacological sites more than 0.5 mile away from ferry landing areas. Wave action
along shorcline arcas causcd by ferry service between the mainland to Strawbeny Point,
or through Saratoga Passage te Oak Harbor or Coupeville, may adversely affect
archacological sites along Utsalady Point, Polnell Point, Maylor Point, and the north,
west, and south margins of Penn Cove.

Mo inventoried historic structures are within 0.5 mile of the Strawberry Point Landing
alternative. Two historic structure may be within 0.5 mile of the Oak Harbor Landing
alternative, depending on the final location for the landmg. The structures have not been
cvaluated for listing in the NREIP,

The Central Whidbey Island Historic District covers approximately 17,000 acres on
Whidbey Lsland, including Coupeville and the marging of Penn Cove, [t is managed by
the Mational Park Scrvice as Ebey’s Landing National Historical Reserve. Additional
buildings and information was added to the NRHP listing nomination in 1998, [he
Coupceville Landing alteenative would probably be within 0.5 mile of buildings or
structurcs included as part of the nomination, including the Coupeville dock in downtown
Coupeville, depending on the location of the landing

No traditional cultural propertics were within ¥4 mile of the proposed ferry landing sites.

Locations of recorded archacolopical sites and inventoried historic structures withm 12

mile of the proposed ferry landing sites are shown on Figure 5 of the Cullural Tesources
Report {Larson, 1999 (attached).

Mitiguiion

Far cach of the proposcd alternatives, additional archaeological investigation, including
field rcconnaissance, would be required to identify previously recorded and unknown
hunter-fisher-gatherer and historie peried archacological resources, and cvaluation, to
delermine the significance ol 1dentified archaeological resources. Evaluation of identified
archaenlogical sites may include conducling test excavations to deferming the integrity
and sigmficance ol archaeclogical deposits. T( test cxcavations demonstrate that a site has
imtegnly and can provide material data that can be used to answer rescarch questions
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regarding the prehistory or hislory of the arca, the site may be significant and, therefore,
may be eligble lor listing in the NRHP. '

For each of the proposed altcrnatives, addifional historic structure inventones and
evaluations would be required to determine significance of identified historic structures.
Evaluation of an identified hisioric structure may include archival review and local
informant interview to determine the mtegrity and significance of (he structure.

Archacological sites and historic structures determined to be significant, and therefore
eligible for listing in the NRHP, which would be affected by proposed alignment
construction activities should be avoided. If avoidance ol the sitc would not be possible,
mitigation, c.g. data recovery ol archacological sites or HABS/HALR decumentation ol'a
historic structure, would be necessary. The evaluation process requires consultation with
ihe Washington State Office of Archacology and Historie Preservation, the lead federal
agency, and the affected Indian Tribes.

Unknown traditional cultural propertics within 0.5 nule of the projeet arca alignments
wiowld alse require identificalion and cvaluation for significance. The inventory and
evaluation of rural historic landseapes conforms to criteria for evalnating cultural
resource significance for listing in the NRHP that are ouflined in 36 CFR 800.10 and
would he conducted in consuliation with the Washington State OAHP, the lead federal
agency, and the affected Indian Tribes (McClelland 1990).

52 Resudences Alfceted

This MOF assesses the number of residences within % mile of the proposed altematives.
Residents wilhin % mile of a new highway could be adversely affected by incrcased noise
and local traffic, restricted access, and induced devclopment, as well as dircet
displacement, Residences and businesses were noted within the proposed right of way
for the allernative and are listed in folal for the altemative,

Bridge from North Whidbey Island to La Conner Viciniy

A lolal of 367 residences ooeur within ¥, milc of this aflemative alipnment, Of these, 185
are located on Whidbey Tsland. Mozt this area is rural residential, with residences
oceurring on farms or Lkoge lots. High-density resideniial arcas occur as scaliered clustors
ol subdivigion-type development, predominantly localed near SR 20 and the shoreline.
The 182 residences within ¥ mile of the Skagit Counly portion of the altemalive arc
predominantly fannsteads or rural residences along the South and North Forks of the
Skagil River. High-density development occurs i the Copway vicinity. An estomaled
total of 52 residences and 7 businesses lic along the right of way [or the alternative.

Bridee from Strawberry Point on North Whidbey Isfand fo Conway Vicinity via {7r
island

A total of 767 residences occur within ¥ mile of this altemative for the Faklema Road
option, and 1,246 occur within 4 mile ol the Crescent Road option. On Whidbey Island,
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656 occur along the Fakkema Road option, and 1,133 occur alonyg the Crescent Road
option. The substantially higher mumber for the Crescent Road option is attributed to
high-density housing in the Oak Harbor vicinity, on Whidbcy 1sland Maval Air Station,
and along the shorcling.

The 113 residences willun % mle of the Skagnt County portion of the allernative are
predominsntly farmsteads. High-density development occurs in the Conway vicimiiy. An
estimated total of 63 residences and 6 busincsscs lic along the right of way for the
Faklkcema Road alipnment and an cstimated total of 96 residenecs and 9 busincsses lic
along the right of way for the Crescent Harbor Road alignment.

Bridge from Strawberry Paint on Narth Whidhey Island (o Noreh Stanwood Vicinity
Approximately 1,391 residences oceur within ¥ mile of this aliernative alignment. The
relatively high number of residences is altribuled (o high-density housing along Crescent
Road in the vieinily of OQak Harbor, om Whidbey Tsland Nawval Air Station, and along the
Whidhey Island shoreline. O the (otal residencies wilthin ¥ mile ol the allernative, 1,180
are on Whidbey Island, and 217 are in Snohomish Counly. Within Snohomish County,
most of the residences arc on {armsteads or rural residential lots. An estimated 87 -
residences and 4 businesscs lic within the proposed right of way for the alternative.

Ferry from North Stanwood Vicintty to North Whidbey Island

Approximatcly 4 rural residences lie within ¥z mile of this alternative alignment in
Snohomish County. Each of these residences would be afTected by the right of way
acquigition.

Mitigation

FHWA guidelines require noise mapacts on sensilive receplors, such as residences, that
exceed threshold Tevels be mitigaled. Notse impacls associaled with the proposed
aliernatives would likely nol reguire miligation,

For propertics where displacements are unavodable, owners would be compensated at
Fair market value in accordance with the Unilbrm Relocation Assistance and Real
Property Acquisition Policics Act ol 1970, as amended.

53 Potential Traffic linpacts to Neighborhoods

This MOF asscascs the changes in neighborhood eonncetion and overall travel which
conld be regults of cither new bridge or sty conneclion to North Whidbey Island.
Improvements would be made to existing roadways atong the bridge alternative
conneching roadways Lo provide a two-lane major arienal roadway with rural highway
characienstics, including 50 mph posied speed lmit. A change i roadway classification
and posted speed il could resull in changes in how traffic uses the roadway as well as
how adjacent properlies access the roadway, the spacing of driveways and (he possible
consolidatiom of crogs-streel connections, Neighborhood travel could ehange with some
out of the way (ravel. Bicycle and pedestnan fravel across the voadway should be
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consolidated to key intersections where safe crossings can be incorporated into the design
of the Gacility. Broader shoulders would be an nmprovement for much of the existing
roadways along the routes.

Bridge from North Whidbey Island to La Conner Vicinity

The classification of Frostad Road would be upgraded from collector artenial fo minor
arterial and the speed limit would change from 35 mph to 50 mph. The classification of
Daodge Valley Road would change from local road to mimor the arferial and the speed
limit would change from 25 mph to 50 mph. The classification of Fir Island Road would
remain the same and the speed limit wonld increase from 40 mph io 50 mph. Al
intersecting streets would slop af the new roadway facility, with some possible change in
level of control along the cormidor. Signalized interscetions may be needed at SR 20 and
at the mntersections of Best/Chilberg Road and the new facility, near the lown of Conway
for access and a reconfiguration of the inlerchange at 1-5 could be needed. Local traffic
may need to be consolidated al key cross sireets and this could result in some out-ol-
direction travel for neighborhood traffic.

Bridge from Strawberry Paint on Novth Whidhey Islund 10 Conway Vicinity via Fir
Isfand

The classification of Fakkema Roud would remain the same, with an Increase in posted
speed limit from 40 niph to 50 mph. The classification of Silver Lake Read would
change from collector arterial to minor arterial with an increasc in posted speed hmit
from 35 mph to 50 mph. As for the biidge altemative from north Whidbey Island to the
La Conner vicinity, the classification of Lir Island Road woutd remain the same, with an
increasc in posted speed limit from 40 mph to 30 mph.

Another alignment option considered for this ridge altemative would connect SR 20 o
Sitver Lakc Road via Crescent Harbor Road. For this alignment option, the classificabon
ol Crescent Harbor Road would remain the same along the western portien, and would be
upgraded from collector to minor arterial afong the eastern section. The speed linul along
Crescent Liarbor Road would increase from 40 and 35 mph to 50 mph connectig o
Silver Lake Foad and east to the bridge.

All intersecting streets would slop al the new roadway (acility, with sonie possible
change in level of conirel along the comidor, Key side strects where there could be a
change in traffic control are Taylor Road, Devnes Road and Strawberry Pomt Road.
Signalized intersections may he needed al SR 20 and at the intersections of Taylor Road,
at the Fir Island Road north leg, near the lown of Conway lor aceess and a
rcconfiguration of the mterchange at I-5 could be needed. Local traffic may need to be
consclidated at key cross streets and this could result in some out-of-direction travel [or
neighborhood traffic.

Bridge from Strawberry Point on North Whidbey lsland to North Stunwood Vicinity
The classilication of Crescent Llarbor Road in the west portion would remain the same
and the cast scction would be upgraded from collector arlerial to miner arterial, with an
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increase in posted speed limit from 35 and 40 mph to 50 mph. The classification of 300"
Street NW would be upgraded from collector roadway to minor arterial with an increass
in posted speed limit from 45 mph (30 mph near the Fire Station} to 50 mph. All
intcrsceting streets would stop at the new roadway famlity, with some possthic change in
level of control along the corridor. Signalized intersections are likely (o be needed at SR
20, Pioneer Highway/SR 530 and at the 1-5 interchange and other changes in traffic
contrel could be needed al Torpedo Road, Rescrvation Road, and Strawberry Point Road.

Ferry from Whidbey fsland te North Stamwood Vicinity

The roadway conncctions from possible ferry terminal locations on Whidbey Tsland to SR
20 are expeeted to be able to accommodate the additional 250-330 vehicles per hour
during the peak period, without significant upgrade to the physical roadway or
clagsification. Tcrminal access from the north Stanwood vicinity would be along the
300" Sirect NW corridor from Pioneer 1lighway/SR 530 to the water's edge and onio the
hridge/dock. Forry operations can be expected to impact neighborhood (raffic paticrns
nol only lor vehicles, but alse for pedestrian and bicycle traffic, but 1o 4 lesser extent than
with bridge and arterial roadway connections.
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North Whidbey Island Access Feasibility Study
Land Use and Economic Development Analysis

Introduction

The Washington Statc Department of Transportation (WSDOT) identified a vehicle
cupacily deficiency on the SR 20 corridor and Deception Pass/Canoe Pass bridges finking
Fidalgo Island, Skagil County and north Whidbey 1sland, Island Counly. The North
Whidbey Island Access Feasibnlily Stady is being conducted to evalvate four proposed
routes across Skagit Bay that would link SR 20 on north Whidbey Island to Infersiate 5.
To evaluate the alteratives, various Measures of Feasibility (MOL} were developed in
cooperation with the project Policy and Technical Stecring Committees that take mio
consideration social impacts, land usefeconomnc development impacts,
financial/economic performance, environmental impacts, and transportation performance.

Five MOV’ were developed o evaluale land usc and cconomic development impacts:

. LU l-amount of agncullural land afTected by right-of-way (ROW) acquisiion.
LUZ-amount of timber and mineral resource land affeeted by ROW.
EH3-ROW within shoreline jurisdiction.

ED1-poleniial naumbcer of farms and businesses affected,

ED2-potential mnpacts to [ish and shellfish harvesting.

This technical memorandum provides an analysis of the land nse and economic
development impacts assecialed wilh the proposced alternatives using these MOF. The
[indings presented in this techmical memorandum will be used by the Policy and
Teehnical Stecring Comunitiees {o evaluale the (casibility of the proposed altenatives.

Methods

The potential impact on agriculiure was assessed by using land use and zoning maps 10
catimate the amount of designaled apnculiural land that would need to be acqwired for
roadway ROW. Hstimates were made wging the Slagit County Comyprehensive Plan Map
(March 1, 199%), the Snohomish County Zoning Map (October 8, 1998}, and ihe Tsland
County Zoning Map (undaled). ROW acquisition cstimates were based on a total
required ROW of 200 feel for each allernative.

The potential impact on resource land was asscssed by using land use and xoming maps {o
estimate the amount of designated timber and mincral land that would need to be acquircd
for roadway ROW. Estimates were made using the Skagit County Comprehensive Plan
Map (March 1, 1999), the Snohomish Counly Zoning Map (October 8, 1998), and the
Tsland County Zoning Map (undated). ROW acquisilion estimates were based on a tolal
required ROW ol 130 feet for each altemative.
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Laocation of ROW wilhin arcas under shoreline jurisdiction were determined by review ol
the Skagit County Comprehensive Plan: Shoreline Master Program Element (Skagil
County, 1997), the Island County Comprehensive Plan: Shoreline Munagement Element
{Tsland County, 1998), and the Srohomizh County Shoreline Management Master
Program (Snchomish County, revised 1993},

Potential impacts on farms and businesses were assessed by cstimating the number of
farms and businesses within ¥ mile of each proposed alternative alignment. An initial
count was made using 1-inch:1000-lect black and white aenal photographs dated May
1995. A site rcconnaissance was conducted on September 14, 1999 1o verifly the
photograph counts.

Informaiton regarding tribal and commercial fish and shellfish harvestim areas was
obtained from several sources, including:

. Waskington State Coastal Sensitive Arveas Mapping Prafeect: San Juan
Tslands Bootler. Washington Siate Department of Ecology. 1992

» Puget Sovund Environmental Atlas. PSEP. 1994

. Personal communications with Trbal and WDFW represcntatives.

The information obtained from these sources was compiled and is shown in Figure LU-1.
Findings

L.UI Agricultural Land Affecied

The Tsiand County Comprehensive Plan (1998) designates agocul{ural lands as Rural
Agricultural or Commercial Agriculiural. Commercial Agriculiural lands are agricultural
tands ol long-tcrm commercial signilicance that meet the following criteria: 1) the farm
unil 1% at least 40 acres i1 size: and 2) at lcast 50% of the farm unil is compriscd of Prime
soils; and 3) the farm unit is devoled to active commercial production through cultivation
or managcment; or 4) the farm unit qualifics for designation, except lor mecting the
minimmum coverage of prime soilg, and the owner requestls designation. Ruaral
Agﬁculmral lands are lands where agriculfural activities have been an important aned
valucd use in the pasl, and will continue to be in the fulure, but do not mcet the critena
(or inclusion as kawds of long-term conunercial stgmficance.

The Skagit County Comprchensive Plan (1997) applies the Apricultural desigoation lo
lands in unincerporated Skagit County that are 1) five acres or greater, 2) that conlain
prime farmland soil as identified by the U.S. Department of Agriculture (USDA) ot sl
scrics specified by Skagit County, and 3} a majornily of the arca falls within the 100-yeur
Noodplain as adepted by the 1.8, Federal Emergency Management Ageney (FEMA).
Additional parcels may be designated as Agricultural based on current-use tax
assesament, current and past agricullural use, minimal finaneial commitment to non-fanm
use, inclusion ol special purpose disiticts (such as diking and dramage districts);
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surrounding agricultural land use, snd capital investment in agricultural operation
improvements.

Within the project area, the Snohomish County Zoning Map {1998} designates some
areas as Agricullural-10. These areas were identified in the Agricultural Preservation
Plan as farmlands of primary agnculiural importance. Thesc arcas are charactenized by
the presence of prime agricultural soils, large ownerships, and farm activity. Their
preservation has a high priority within the County.

Bridoe from North Whidbey Island to La Conner Vicinity

Approximately 73 acres of agriculiural 1and would nced to be acquired for ROW for this
alternative. Of these, 3 acres are located in Tsland County, and 123 acres are localed in
Skagit County. A total of 112 acres ol ROW would be nceded for this alternative,

Bridge from Strawberry Point on North Whidbey Lslund to Conway vicinity via Fir Island
For the I'akkema Road oplion of allernative, approximatcly 53 acres of agricullural Jand
would need to be acquired for ROW. Ol thesc, 10 acres arc located in Island Courdy (1.1
“acres are designated Commercial Agriculiure), and 43 acres are located in Skagit County.
A total of 117 acres of ROW would be necded for this alternative.

Y'or the Crescent Harbor Road option of alternative, approximately 43 acres of
agricuitural land would need 1o be acquired for ROW in Skagii County. No designated
agricultural land would be affected on Whidbey Island for this alternative. A total of 118
acres of ROW would be needed for (s alternative.

Bridge from Strawberry Paoint on Novth Whidhey Island to North Stunwood Vicinity
Approximatcly 16 acres of agricultural land would need 1o be acquired for ROW for this
alternative in Snohomish County. No designated agriculiural land would be affected on
Whidbcy Island for this alternative. A folal of 125 acres of ROW would be needed for
this alternative.

Fervy from Whidbey fsland to North Stanwood Vicinity

No designated agricultural lands would be acquired [or ferry landings in Oak Harbaor,
Coupeviile, or Strawbenry Poml. Approxmately 16 acres of agricultural land m
Snohoniish County would need 1o he acquired for ROW for this altemative. A total 620
acres of ROW would be needed lor this alteenative. Right of way required for ferminals
on Whidbey Lsland was not quantified (or this analysis.

LUZ2 Resource Land Impacts
No designated mineral or forest resource lands are located in the study arca.

EH3 Shercline Impacts
The Shoreline Management Act of 197 1designated cerlain shorelines as shorclines of
statewide signilicance. Shorelines thus designated are important o the entire state. The
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Act requires that local Shoreline Master Programs give preferences uses, in the following
order, which:

Recogmze and protect the statewide interest over local interest;

Preserve the natural character of the shoreline;

Result in long-term benelit to people of the sfate;

Protect the resources and ecology of the shoreline;

Increasc public access to publicly owned areas of the shoreline;

Increase recreational opportumties for the public on shorelines.

Wilhin the study area, shorelines of statewide significance include the Skagit Bay martne
shorelie of Snohonush County, Skagit County north to Yokeko Point on Fidalgo Isiand,
and Island County from Brown Point to Yokcko Point. The Skapit River upstream of
Skagit Bay to the Skagit-Whatcom County ling is also a shorcling of statewide
significance.

Bridee from Novth Whidbey Island to L.a Conier Vicinity

This altermative would require a Shoreline Substantial Development Permit from Island
County for construction in the shoreline arca of Skagit Bay along Whidbey Island, s
from Skagit County for construction in shorcline arcas along Skapit Bay in Skagit Counly
and the North and South Forks of the Skagit Rivers. Each ol thesc shorcling arcas is a
shoreline of statewide significance.

- The Shorcline Master Proprams of Skagit and [sland Counties stipulate that roadway
construction shall be located away from shoreline areas whenever leasible. On Whidbey
Island, the affccted shorcline areas are designaled Shoreline Residential and Aquatic. Inm
Skagit County, the alfceted shorelines are designaled Aqualic and Rural. Readway and
bridge construction in these shoreline areas 1s mconsistent with the shoreling plamning
policics of Island and Skagit Counties.

General Usc Requirements ol the Tsland Counly Shoreline Master Program {Section
17.05.045 (2)(4)) prohibits proposals thal cause subsirate displacement that involves
substrate modification through dredging, trenching, or digging in cxisiting kelp and eel
grass beds. ‘The proposed bridge alipnment crosses an cxisiting ccl grass bed located witlun
Island County jurisdiction. Substratc displaccment associated with bridge piling placement
within the eel grass bed likely would not be permitted by 1sland County.

Bridoe from Strawberry Point on Novth Whidbey fofund 1o Comway Vicinity via Fir
Island

[he liakkema Road and Crescent Road options ol this alternative wonld both require a
Shoreline Substantial Development Pormit for congiruction in the shorcline arcas of
Skagit Bay along Whidbey Island, and rom Skagil Counly for construction in shoreline
arcas along Skagit Bay in Skagil Counly and the South Fork ol the Skagit River. Fach of
these shorcline arcas is a shorcline ol statewide significance,
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The Shoreline Master Programs of Skagit and Island Counties stipulale that roadway
.construction shall be located away from shorcline areas whenever feasible. On Whidbey
Izland, the affeeted shoreline arcas arc designated Aquatic and Shoreline Residential. Tn
Skagit County, the aflected shorclines are designated Aquatic and Rural. Roadway and
bndge construclion ' these shoreline areas 15 incongislent with the shorcline plamiing
policies of [sland and Skagit Countigs.

Bridge from Strawberry Peint on North Whidbey Ivland o Novth Stanwood Vieinity

This allemative would require 2 Shoreline Subslantial Development Permit from Lsland
County for construction m the shoreline ares of Skagil Bay along Whidbey Island, and
from Snohomish County. for construchion in shoreling areas along Skagit Bay in
Snohomish County. Fach of these shovehne areas is a shoreline ol sialewide signiflicance.

According o .the Snohemish County Shoreline Management TProgram, crossing of
tidelands, shorelunds, and marshes, bogs, or swamps for roads and raifroads is prohibited
uniess no viable upland allernalive exists (Section 18F, Shoreline Use Activity: Roads and
Railroads). Approximadely 1.5 mile of bridge would be located in tidelands designated as
Conservancy, and 1 mle of roadway would he located in shoreland designated as Rural.
Because of the length of bridgespan in tidelands, this alternative likely would not be
permitied by the Counly,

The Shoreline Master Program Island County stipulates that roadway construction shall
be located away from shoreline areas whenever feasible. On Whidbey Islang, the
affceted shorcline arcas are designated Aquatic and Rural. Roadway and bridge
construction in these shorcline arcas is inconsistent with the shoreline plaming pohicies
of 1sland County.

Ferry from Whidbey Leland to North Stanwood Vicinity

(lonstruction of & forry landing in the North Stanwood vicinity would require & Shoreline
Substantial Development Permit from Snohomish County. Section & of the Shorehne
Master Propram states that the location, design, construction and operation of boaimg
facilitics [including piers and docks] should endeavor to minimize any adverse affects on
priority habitats, fish and shellfish resources, and the adjacent areas. The proposed 2.5-
mile dock in the Stanwood vicinity would be located in intertidal wetlunds 1n Snohomish
County shoreline jurisdiction. These wetlands are designated as Prionty Habilal by
WDIEW, Therefore, construction of the proposed dock would be meonsistent with the
County’s shoreline plamning policies.

The ferry landing option located at Strawbcrry Point, Coupeville, or Oak Harbor would
require a Shorcline Substantial Development Permit from lsland Counnty, Coupeville, or
Oak Harbor, respectively. Construction of picrs and docks arc permitted uses in these
shoreline areas.
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EDH Farm and Busimess [impacts _

This MOF assesses the number of farms and businesses wilhin 2 mile ol the proposed
allernatives. A farm was identified using the aerial photos by the clusier of buiidings on
acreage, regardless of underlying zoning.

Bridge from North Whidbey Isiand to La Conner Ficinity
Approximately 23 farms and 13 businesses are located within 2 mile of this alternative
alignment.

Bridee from Strawberry Point on Novth Whidbey island to Conway Vicinity via Fir
Island _

l'or the Fakkema Road option of this allemative, approximately 18 farms and 12
businesses ure located within % mile of the alignment.

For the Crescenl Harbor Road option of this allernative, approximately 18 farms and 23
businesses are located within ¥ mile of the alignment,

Bridae from Strawberry Point on North Whidhey fsfund to North Stanwood Vicinity
Approximately 22 farms and 11 businesses are located within Y2 mile of this alternative
alipnment.

Ferry from North Stunwood Vicinity to North Whidhey Island
Approximately 4 farms and no businesses are localed within ¥ milc of this altcrnative
alignment in Snohormish Ceunty.

EDZ Commercial Fish/Shellfish Harvesting Impacts

Tribes with commnercial shelllish fisheries in this area include the Swinomish, Upper
Skagit, and Tulalip Tnhes. Principle species of interesls are native littlencek clams, spot
shrimp, and Dungeness crab.

The Swinomish Tribe harvests native litiieneck clams commercially at publicly owned
beaches in Penn Cove (WDEW beaches 241-40 and 241-50). Annual harvestable
abundance al (hese two sites 1s currently estimailed to be 8,600 pounds, and 62,000
pounds, respectively. Other sites have been assessed in Saratoga Passage, but
commercially viable quantities of clams were not [ound. ‘They have sought access {o
another sile on U8, Navy property, easl of Oak Harbor, at lorbes Pt. Clam densily is
high there. The Tulalip Tribes have purchased an island near the mouth of Holmes
Harboer at which ihey hope to develop a shellfish enhancement project - there are noi
commercially useful quantitics of clanis there now. A large, non-tribal commercial
musscl farm 15 focaled in Penn Cove, east of Coupeville.

The tribal fishery for spot shrimp oceurs from Rocky Point on Camano lsland southward
in Saratoga Passage. This pol fishery deploys gear af depths ol 150 to 300 feet.

Parametriz, Inc. North Whidbcy Island Access Feasibility Sody
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There is a significant coniniercial Dngeness crab fishery in Skagit Bay and Saratoga
Passage, involving both tribal and non-tribal fishenmen, Tnterest and participation in this
fishcry has increased significantly in the last five years, as the commergial chinook and
coho salmon fisherics have been more and more restricted, and the market for erab has
improved. This lishery operates inside Deccption Pass, throughout Skagit Bay and
Saratoga Massage, and is opened by (nbal regulation (or winter and summer fishing. Pols
are deployed in water up to 150 feet deep. The summer tribal harvest allocation alons
amounfed to 400,000 pounds in 1999,

Becanse of ite shallow depth, Skagit Bay proper is not a significant commercial salmon
fishing arca. However, all marinc watcrs between Whidbey [sland and the adjacent
maimiand are part of the adjudicated usual and accustomed fishing area of the Swmomish,
Upper Skagit, and Tulalip tribes. The relatively deep channel along the northeastern
shore of Whidhey Island coast, [tom Deeeption Pass to Strawberry Point and the westem
shore ol Camano Tsland irom Rocky Point to Sunsct Point, are the primary gillnet fishing
ATEAR. '

Any construction or development aetivitics that might adversely affect estumme
circulation and productivity, and thus the survival and production of finfish and shellfish
species in the Skagit estuary, would be scrutinized by tribal and state resource agencies.
There 1s also coneern that ferry traffic across a new route in Saratoga Passage could
dhisrup fishing activity and causc loss of lishing gcar.

Tribal and WDFW Lechnical slafT are devcloping a recovery plan for Puget Sound
chinook thal deals speeifically with harvest management and hatchery production issues
i light of the recent threatened hstimg. Restoration and protection of casential habital m
the Skawil system 15 essentlial o the recovery of the ESH, beeausc of its high natural
produclion potential. Prior and ongoing fsheries rescarch in the Skagit system pomts lo
factors in the freshwaler and estuunne areas thal Hmil chincok production. Restoration
planming has focused on re-opemng and improving juvenilc rearing areas in the Skagil
delta sl esinary as achievable means {o improve chinoek production. Proposals to
develop new road aceess and bridge or causeway crossings froni the mainland to
Whidbey Tsland wonld be scruttmzed lor their impacts on adult and juvenile chinook
migration, and juvenile loraging activitics.

Commercial and tribal fish and shell(ish harvest arcas are shown in Figure TUT.

Bridee from Novth Whidbey Island to La Conner Vicinity

The bridge for (his allemative would cross crab and {ish harvest areas of Skagl Bay.
Bridge construction m the Skagii River della and esinary could adversely affect juvemle
salmon rearing arsas that support the chinook fishery.

Paramctirix, inc. Naorth Whidhey Tsland Accoss .Fcasihilil}r Stucy
Junuary 2000 B-3-7  Tand Use and Leonomic Development Analysis



Bridye from Strawberry Point on North Whidbey fsland to Conway vicinity via Fir island
The bridge for this alternative would cross crab and fish harvest areas of Skagii Bay.
Bridge construction in the Skagit River della and estnary could adversely affect juvenile
salmen rearing areas that support the chinook fishery,

Bridge from Strawberry Point on North Whidbey Isiand to North Stanwood Vicinity
The hridge for this alternative would cross crab and fish harvest areas of Skagit Bay,
Bridge construction in the Skagit River della and estuary conld adversely affect juvenile
salmon reaning arcas that support the chinook fishery.

flerry from Whidbey Isfand to North Stanwood Vicinity

Construction of a ferry landing at Coupeville could adversely aflect commercial and
tribal shellfish harvest arcas, depending on the location of the Janding. Bridge/dock
construction 1n the Skagit River delta and estuary would adversely allect juvenile salmon
rearing areas that support the chinook fishery. Ferry traffic across a now across Skagit
Bay would cross fishing arcas and could disrupt fishing activily and causc loss of fishing

gear,

Parametrix, Tnc. North Whidbey Island Access Feasibility Stuely
January 2000 B-3-% Land Use and Economic Trevelopment Analysis




SERIY YSLIEYS PUE Ys|d
TR IAUWGS PUE [BALL
b1 eunbng

z

UDREREG LA ——
[T R K] [}
Ammpao 2 Al WS — — —

Aukpen CURSHE paRersc)

gy e DI

HLEa0 "L U2
LA O GL D

dwpyg [EFTE]
e [
sumarmoson R

3y JA0RIEH

EERLATE e

4 .,

aNy T
S

A — i

e
=

"R il




References

Tslund Counly. 1998. /sland County Comprehensive Plan. Department of Planning and
Commumty Development, Coupeville, Washinglon

Skagit County. 1997, Skagit Couﬁty Comprehensive Plan. Skagit County Planning and
Permit Center. Mount Vernon, Washington.

Snohomish County. 1974, revised 1993, Snohomish County Shoveline Managemeni
Master Program. Snchomish Counly Planning Deparlment, Hveretd,
Washmgion,

Washington State Department of Ecology. 1992, Washington State Coastal Sensitive
Areas Mapping Froject: San Suan Islands Booklet. Publication 52.27.

Paramctriz, Inc. Nocth Whidbey Iskand Access Frasibifily Stmdy
January 2000 B-3-9  Land [Sse and Beonomic Development Analysis




North Whidbey Island Access Feasibility Stndy
Planning Level Cost Analysis

Iniroduction

The Washington Stale Depariment of Transportation (WSD(T)} tdentified a vehicle
capacity deficiency on the SR 20 cormdor and Deceplion Pass/Canoc Pass bridges linking
Fidalgo lsland, Skagit County and north Whidbey Island, Tsland County. The North
Whidbey Island Access Feasibility Study is being conducted lo evaluate four proposcd
rites across Skagit Bay that would link SR 20 on north Whidbey Tsland 1o Inlersiale 5.
To evaluate the alternatives, various Measures of Feasibility (MOF) were develuped in
cooperalion with the project Pelicy and Technical Steering Commilless (hal lake into
consideration social impacts, land nse/eccnomic development impacis,
financial/cconomie performance, environmental issues, and transporfation performance.

Three MOF were developed to evaluate financial costs and funding viabilily ol the
allernatives: FEE-planning level construction cost estimate; FE2-annual operation &
maintenance cost cstimate for the facilities; and FE3-possible revenues [rom tolls and
Fanding analysis. This technical memorandum includes the planming level construction
cost estimate for the alternatives along with estimated annual operabions and maintenanec
costs for the facilitics. A review of revenues and funding for the alternalives 1s presented
mt the atiached technical memorandum prepared by Parsons Brinckerhoff, including an
analysis of the Inancial issues associated with the proposed altematives using (hese
MOF. The Andings presented in this technical memeorandum will be used by the Pohey
and Techimcal Steening Committees to evaluate the feasibility of the proposed
altermatives.

Methods

Planming level construetion cost cstimates and annual operations and maintenance cosls
were developed using an cstimating spreadsheet developed by WSDOT staff for use in
eslimaling project costs at both the planning stage and the preliminary engmeenny stage.
This cost modeling tool provides a best guess for construction of roadway 1mprovemaents
along the allernative corridors, to complement the cost estimales developed [or the bridge
elements by Lin & Associatcs for this study. The roadway and bndge allematives would
he construsted as iwo-lanc rural highway facilities wilh shoulders as well as pedestrian
and bicycle famlities in the bridge section of the altenative. The propesed nghl of way
seclion of 202 feel was provided by WSDOT staff to not only accommodate the inilial
two-lane facility consiruction, but also to provide for possible expansion of the corrdor,
should that be requived by fulure travel demands. Attached is a figure showing the
proposed cross sections for hoth the roadways and the bridge deck.

Attached is a technical memorandum prepared by Lin & Associates outlining the possible
bridge elements and cosls for the lour alternatives crossing Skagit Bay, including the
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construction of a bridge/dock (o serve a possible ferry operation to Whndbey Island,
Some ol the limitations and consideralions that affect all alternatives are 1) the range in
the amount of tand cxposed between high and low tide, 2) & vertical height limit of no
more that 250" above datum, established by the FAA {or air safety issues, 3) a vertical
clearance of 65' to 75" within the navigation channel, and 4} constructability issucs. All
alternatives involve crossing over mud flats, water with shallow spots, and a navigation
channel. Precast concrete decked girder, steel span, and prestressed concrete slab are the
three recommendcd bridge types considered in the crossing from North Whidbey Island
to the mainland. The lengths of each type will vary depending on the alternative. In the
spans leading up 1o and immediately after the navigation channcl, a bridge consisting of
prestressed concrete decked girders or “super span™ girders is rcecommended. Precast
concrete girder bridges arc casy to construct and require relatively less time for placement
than reinforced concrete bridpes. ['or the niain span crossing the navigation channcl, a
cable tied arch, steel plate girder, or cable stuyed bndge is recommended in order to
accommeodate the required 200° to 300" span length.

A worlk barge requites a minimum water depth of approximately 5, and will not be able
to reach all required areas in Skagit Bay dunng low tde. Therelore, in arcas where the
bridge goes ever mud Nats, a barge can not be used as a work platiorm [or pile driving
cquipment. In these areas, a prestressed concrede slab bridge made ol relatively short
span lengths is recommended in these areas. Consiruclion sequence lor this arca would
start with pile driving equipment on land or at the end of a bridge.

The altcrnatives would follow the toute of cxisting roadways through many sections of
the corrider. For the purposes ol this planning level construction cost esiimale, we have
inclnded the cost of reconstructing the cxisting roadways through the corudor, Right of
way would be purchased for the entirc 202 feet, less any existing pubhc nght of way
along the cxisting roadways in the corridor. Crescent Harbor Road and 300" Street NW
were credited with a 60-fool right ol way and other roadways were crediled wilh 2 40)-
[zot right of way.

Ferry operations would include constriction of two {erminal facilities as well as ferry
vessel(s) needed for (he run. Threc locations for possible [erry landing on Whidbey
Island were reviewed on a sketch planning level, al Strawhberry Point, in Oak Harbor and
in Coupeville. Differcnces between the three ferry allernatives arc discussed in detail in
the Parsons Brinckerholl momo dated Apnl 1999, Two [errics would be needed for
adequate operations using cither the Osk Harbor or Coupeville terminal locations on
Whidbey Island, as thesc two would have § and 7 mile run distances, respectively. A
single ferry could provide scrvice to the Strawberry Puint arca duc to the short erossing
distance. Cost data for lerry operation for this cost summuary is based on the Parsons
Brinckerhoff memo.

Parametrix, Ine. Morth Whidbey [sland Access Study
Tanuary 2000 L-4-2 Planmning [.evel Cost Analyaia




Findinpes

FE] Planning Level Consiruclion Cost Estimate
The cstimated construction cost estimate for the four allernatives for new vehicular access
o Morth Whidhey lsland include the follewing cost elements:

Roadway construction cosls
Bridge construction costs
Right of Way costs

Traffic Mitigation costs
Ferry Vesscl costs

Ferry Terminal costs

Some minor mitigation costs arc included in thess cost estimates, for a limited amount of
wedland mitigation or air quality or noise hmpacts mitigation, Mibhigalion costs lor
significani environmental issucs or possible impacts have nol been reflected in these
planming level cost estimates. The findings in the environmenlal resources technical
memorandum reflect the significant potential for impacting sensitive wetland, wildlife
and fishery habitats of Slagit Bay.

Eslimates for operations and maintenance costs for the altematives are the sum of
estimated roadway O&M costs (from the WSDOT planning cost esiimating worksheet),
bridge O&M cosls based on 1998-9 data for the [-90 floating bridge, and ferry operations
costs for both ferry vessel and leery terminal operations. Annual roadway Q&M costs arc
estimated at $6,500 per lane mile, annual bridpe O& M costs are estimated al $30,400 per
lane mile, ferry vessel O&M costs arc based on vessel type (Issaquali class) al $4.6
militon per vehicle per year, and lerry terminal Od&M would be $2.3 million per year per
terminal. ‘Where two ferries would be required for alternative operation, Q&M cosis
reflect a value for two fermes.

Table F'E-1 is a summury of the planning level construction and mmual operations &
maintenance cosl estimates lor the four alternative new conidor comeclions lo North
Wiidbey Island, m current 1999 dollars.
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North Whidbey Island Access Feasibility Stody
Preliminary Ferry Alternative Evaluation

Introduction

This technical memorandum is part of the overall siudy ol additional access altcrnatives
to North Whidbey Island. As parl of an on~going planning elfort, this memorandum
serves to document the technical mulysis for the forry altemative poriion of the study.
Earlicr parts of the stndy have narrowed the polential list of altemative ferry terminal
locations. As & resull, this tcchaical analysis was performed under ihe assumption that
one primary mainland terminal would be located in the gencral vicinity of Arrowhead
Beach (access would be providad via a bridge from (he mainland, not via Camano Lsiand)
and three general site locations would be investigated on Whidbey Island. Given the
topography of the 1sland and the difficulty of land-side conncetions, the lecalions for

island terminals fall in the general arcas of the Oak Harbor, Coupeville and Strawberry
Ponl,

The level of detail for this analysis is conceptual and the analysis, although lechnical,
should be reviewed in this context. Potential terminal sites are proposed for gencral
locations only. No specific terminal siting studies have becn performed. The locations
shown in this study were selecled only to provide a starting point for the operational
analysis and to show the implications to vessel throughput for different {erminal pairs and
cortesponding route lengths. More detailed analysis could be undertaken if the citire
ferry alternative is not viewed as fatally flawed due to high capital costs.

Capital and operating costs are key lactors that will be used in the comparisen ol the
alternative bridge and ferry transporlation options. Since ferry torminals are built
infrequently, actaal construction and design costs for a similar facility are not available.
However, Washington State Ferries (WSF) did conduct an exicnsive feasibilily siudy for
a new Fdmonds (orry torminal in 1991 which incinded a new facility at Edwards Point.
Cost estimales [or sclected items were taken from the Fdmonds Terminal Study and uscd
as 4 slurling point for the conceplual costs used In this study.

Key Findings

The Ferry alternative would require a very large capilal outlay. in addition to the 5.5 mile
lonyg bridge (which would be similar to portions of the other bridge alternatives), the
allernative would requive the construction of one or two new ferries (depending on the
sefeciad routc) and two new lerminals, The concepiual cost cstimates for the alternative's
components arc as follows:

* Bridge $ . .

»  Tenninals (2} 364,000,000

"  TFerries {2) $76,000,000 (assumes one Jssaquah Class vessel)

= Total Cost $ . .
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The bridge approach would experience the same enviremmental and construction
difficulties associated with all of the bridge alternatives. Construction in a tide flats area
may eliminate the usc of barges and would nceessitate a sequential construetion staging.
The mainland ferry terminal wonld then be built at a location 5.5 miles from shore,
causing its own conslruction operational difficulties,

The ferry operations, while technically feasible, would be highly unusnal. By locating
the mainland terminal 5.5 miles off-shore, pedestrian access would essentially be
eliminated unless shuttlc operations were provided. In addition, some {ype of incident
management would have to be considered for stalled vehicles or acaidents. Vehicle
holding and storage areas which are typically located on shore al other tenminals would
" all need to be located al the terminal due o the long access lime resulting from the ofl
shore terminal location. This would resull in a relatively large lermiinal footprint.

From an operational standpotnt, the besi roule allermative (assuming a proper terminal site
on Whidbey Island could be found) is Rowle 3 which goes belween the Arrowhead Beach
teriminal and Strawberry Point. The roule length is approxoimately one-seventh the lenglh
of the other routes. This results in a much shorler crossmg thme and allows much higher
throughput with one smaller, less costy Tssaguah Class vessel.

Initial Terminal and Route Locations

Mainiand Terminal

Due to & varety of other constrants ideniified m earlier parts of the study, the tenninal
for the mainland side would be located in the vicinity of Ammowhead Beach. The
topography of the area make the location of a ferry terminal difficult. Skagit Bay is
extremely shallow and is characterized by mud flats extending out from the shoreline for
approximately 5 to 5.5 miles. The potential for dredging this area to allow ferry access
closcr to shore has been eliminated due to environmental concerns. The location of &
forry terminal on Camane Island has been eliminated as a possibility also duc to the
coneern over the impactls of farry related through-iratfic and social impacts to cxisting
communities at passible terminal locabions, As a resuli, the best remaining location for a
ferry tenninal is approximately 5.5 mmles off shore just novih of Arrowhead Beach., This
location clears the Gde (Tals and provides an aceeplable deplh finr ferries accessing the
terminal.

Access would be provided to the mainland terminal through the wse of a long bndge
extending from the shorcline approximately 5.5 miles oul inio Skagt Ray in oxder to
reach a localion with waler depih suilehle for a lerry ferminal. The construction of a
bridge in this localion has ils own design, construction and environmental concems.
However, for the puipose of this document, only the capital, operation and maintenance
costs for the access brides will be addressed as part of the ferry alternative.

Parsons Bringkerhoff Morlh Whidbey Izland Access Feasibility Sludy
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General Terminal Featares

A ferry terminal would have many of the traditional features included for most tcrminals

in the system. In particular, il is assumed that terminals for this route would requirc the

following major features:

*»  T'wo docking shps

*  One lie-up slip

»  Twao toll booths (on the sast side termunal)

*  On-dock holding equivalent o al least twice the vesscl capacity to facililate vehicle
storage, sorting and loading for the mainland terminal.

*  Improvements lo roadways between the terminal and existing sireet network.,

Unique Featurcs and Problems Associated with the Mainland Terminal

The long bridge separating this proposed terminal with the mainland poses numcrous
operational issues for WSF. The distance from the mainland requires that all vchicle
holding would be located af the terminal. As a resuit of these requirement lor vchicle
storage at the terminal, the over-watce coverage of the tenminal would be significant.
Pedestrian access to the ferry would have to be either eliminated or supported with some
type of shuttle operation. Anothcr opticn would be to allow pick-up and drop-eff at the
terminal area. This would neecssitate the location of the tell boolhs at the dock and the
construction of a {urn-around arca on the deck for autos and potentially transit vehicles.
A five-mile sidewalk is not acceptable from a safety standpoint. Due to the length of the
bridge, some type of incident management would have to be considered for vehicle
breakdowns or accidenis.

Whidbey Island Locations

Duc te the conceptual nature of this study, routcs shown in l'igure 1 tepresents potential
corridors of potential bridge/lerninal localions that would be refined more clearly in
[uture studies if the enlire ferry/hridge alternative survives the fatal flaw analysis, The
scleetion of a general terminal localion is nccessary in order to provide a basis for the
calenlation of crossimg fimes and roule jocations. As a result, three general areas wore
sclected as potential siles for the Whidbey Island terminal locations. The three arcas have
not pone through any detailed terminal siting studies and were selected (o represent the
general routing and route distances alternatives. Three general locations shown on Figure
I include the vicinily ol Qak Hatrbor, Coupceville and an area just south of Strawbciry
Point. Roule lengths diller depending upon the uitimate destimation. Figure 1 presents
the general areas congidercd for terminal locations and approximale distances associated
with each roule.

Oal; Harbor

As the population and employment center o the 1sland, Oak Llarbor represents onc of the
primary alternative locations for a new ferry terminal. A terminal located i this gencral
vicinity, would serve existing city and provide convenient aceess to Highway 20, Vesscl
navigation in Oak ITarbor would have Lo be investigated further if the ferry allernative is

Pursens Brinckerhoff Morth Whidbey Taland Access Feasibility Study
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to be investigaled at a greater level of detail. The route length assumexd for this peneral
location is approximately 8 miles.

Coupevitie South

The shoreline area just south of Coupeville represents a second polential arca for a WSF
terminal on Whidbey I[sland. Unlike other parts of the island, the area 15 much closcr to
sea lcvel and does nol have the high bluffs and embankments near the water that would
restrict the placement of a ferry terminal or roadway access to the terminal. Route length
associated with this general ierminal arca is approximately 7 miles.

Strawherry Point

Much of the area ncar Strawberry Point is not suitable for a ferry terminal. High bluifs
and steep embankments limit the potential areas for land-side access. Howcver, there ure
several localions where the topography of the land allows for a potential ferry tenminal
site. In parlicular, the ares just south ol Strawberry Poinl (see Figure 1) inclhides a marina
and access roadway. This ares has lopography that 1s acceplable [or the construction ol a
ferry terminal. The main benefit ol a terminal in this localion weuld be the much shorter
crossing distarice. A route to this location would be approximalely onc milc between Ihe
terminals. Access to Highway 20 from the tcrminal would require an approximate 8 mile
frip on counly roads around the Whidbey Island Naval Air Stalion facilitics at Crescent
Harbor.

Areas Eliminated from Consideration

Crescent Harbor

This site provides good access from the land side, generally favorable navigation and a
long beach with a variety of potential tenminal locations. The shorter roule distance
provides some travel time savings for the vessel crossing time when compared to Oak
Harbor or Coupeville. In addition, the configuration of the bay would aliow [or easy.
navigation amd docking. However, due lo concerns regarding the Navy™s usc ol the bay
for operations and training exercises, this area was climinated from further considcration.
(See appendix A [or correspondences regarding the Navy’s position on [crry terminal
location 1n Crescent Harbor, )

Opcrational Analysis

A conceplual operations analysis.was periormed for (he three poteatial routes based om
two different vesscl sizes and the three route lengths, Table 1 presents the results of the
analysis. Rather than attempting o prepare specific ferry ndership forceasts for this
document, an anatysis of the polential throughput for each roule/vesscl combination was
made to deienmine the ferry/bridge altemative’s capacity to meet forecasted futare
demand to North Whidhey Esland. "This throughput can then be compared to the other
hridge options durmg the lcasibility analysis.

Faclors included in delermining the throughput of the selected ferry allernatives include
ihe [ollowing:

Parsous Rrinckerhoff Morth Whidbey Island Access Foasibility Siady
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» Vesscl Size

= . Route Length

»  Vessel Speed

* Load/Unload Time

= Daily Peaking Characteristics for Similar Routes
»  Number ol Vesscls

Two vessel service was assumed for all the proposed routes except Roule 3 based on
typical WSF operations. An expanded Tssaquah Class forry was used for the large vessel
scenario as the Jumbo Class vessel Is clearly ioo large to serve this route. However, it is
anticipated that an lssaguah vessel would be the most probable vessel to assign lo this
route due to the relatively short crossing distunce. Tt ghounld also be noted thatl ihe small
vessel scenario uscs an unexpanded Issaquah cluss vessel with approximately 100 vehicle
per vessel capacity. Due to the extremely shorl length of Route 3, it was necessary to
evaluate the impact of a smaller vessel on Load/Tnload times which make up the vast
majorily of the overall crossing time.

Load/Unload times were based on actual observation taken at the Colman Dock terminal
for Jumbo (lass vessels. Louding rates per vehicle were then calculated. Loading rates
were increascd slightly to account for the less efficient loading operations for Expanded
Tssaquah versus Jumbo ferries. Vessel speeds were taken from the two year operations
report and adjusted to reflect maneuvering times. Overall trips per day were adjusted to
reflect likely reductions in service during off-peak hours. The resulting forecasied trips
per day estimates worc then compared with routes of similar length comrently m the WSE
system {Bainbridge-Scatile, Clinton-Mukilteo, Southworth-Vashon-Seattle and Pownl
Defiance-Tuhlequah). The resulting vehicle throughput for the proposed routes were
compared 1o existing WSF ridership data as a check for reasonablencss.

Capital Costs

Vessel cupital costs were provided by WSIY department of budget. Terminal capilal cosis
were eslimaled bascd on a review for cost estimates prepared for a vanety of WSF
projects meloding:

»  Alternative Site Feasibility Analysis lor Edmonds Yerry Termmal

= (hinton Ferry Terminal Study

»  Waterfront South Master Plan. _

Table 2 presents lhe estimated capital costs for two vessel classes, the terminal and the
access bridge on the east side.

Operations and Maintenanee Costs
Vessel and terminal O&M costs were provided by WSF departnient of budget. These
annual costs arc shown in Table 2 along with anlicipated revenue.

Tarsomy Brinckerhoff Morth Whidbey Taland Avcess Leasibility Study
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Annual Revenue

The ability for fare revenuc to cover operating costs varies greatly depending on the
terminal, the vessels serving the route (due to impacts of crew size on operating costs)
and the overall demand for ridetship on the route. Depending on ridership levels, fare
revenue should be able to cover between 70% to 100% of operating costs.

Parsons Brinckerhodl Muorth Whidbey Island Access Feasibility Study
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North Whidbey Island Access Feasibility Study
Summary of Wetland, Wildlite & Fishery Resources

Iotroduction

Washington Department of Transporiation (WSDOT) is evaluating potential oplions (or
enhancing access belweon Loterstate 5 und SR 20 on North Whidbey Island as part of (he
Norih Whidbey Island Acecss Feasibility Study. Four route alternatives are being
considered: (1) A bridge from North Whidbey Island to the La Connor viginily, (2) a bridgs
from Strawberry Point on Whidbey lsland to Conway, (3) a bridge from Strawberry Point to
the North Stunwood vicintty, and (4) a lerry dock from the North Stanwoed vicinily. These
alternatives involve new road consfraction, upgrading existing roads, and construction of new
bridges or ferry lerminals {docks).

This report summarizes existing wetland, wildlife snd fish resources, including Priority
Habitat and Specics (P118) as identi[ied by the Washinglon Department of Fish and Wildlife
(WDLW), thal oceur along sach ol the routes. Alse described arc potential impacts and
repulatory compliance issues that could occur if any of the proposcd transportation
improvemenis arc implemented. Information provided herein is based on preliminary review
of existing maps and documents that describe the affected area. Additional mvestigation
including on-site ficld investigation wowld be needed to verify the information and fully
document affecled resources.

Methods

The proposed altermatives were overluid on National Wetland Tnventory (NWI), PHS maps
and the Puget Sound Environmental Allas to ideatify wetland, wildlifc and fish resourees that
potentially could be alfected by sach allernative, xisting resources within 0.5 mile ol the
roadway were identilicd with particular allention paid to those resources in the direct path of
the proposed righl-ol-way. Resources that could be affected by the project are grouped into
(wo categories: those that would be affecied by improvement ol existing roads, and thosc that
would be affecled by new conslruction. Tmpacts of new consiruction would likety be morc
significant.

Resonrce Overview
Wetland Resources

Al of the proposed routes will require construction of 2.5 1o 3.5 miles of bridge over the
estuarine wetlands of Skagit Bay (Figure 1. Tnchuded in these wetlands are priorily habitats
such as celprass beds and intertidal mudflats, which provide habitat for a number of marine
and! benthic organisins. In addition to these sallwater wetland resources, there are numerous
freslwater wetlands in the dircet path of each of the proposed routes and between 18 and 60
individual wetlands within 0.5 mile of the proposcd roadways., Riparian wetlands along the
North and South Fork Skagit River could also be aflected by two Alternatives 1 and 2.

Parametrix, ne. Mol Whidbey Tsland Aceess Stady
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Wildlife Resourccs

A total of 11 bald eagle territories with 21 nests are located within (.5 mile of the proposed
alternatives (Figure 2). Affecled territories include Conway, Coupevilte, Dodge Valley,
Dugualla, Dugualla Bay North, Dugnalla Bay South, English Boom, lka Island, Oak Harbor,
Polnell Point, and Stanwood. Alternative 1 is within 0.5 mile of five bald cagle territories and
eleven nests; Alternative 2 is within 0.5 milc of two bald eagle territories and three nests;
Alternative 3 is within 0.5 mile of four territorics and three ncsts; and Alternative 4 is within
three to four territories and from onc to three nests (depending on the option). Site visils
would be necessary to delermine linc-of-sight distance from the project areas to the nests

1n addition to the bald cagle, which is a federally listed threatened spocies, several other
wildlife spceics prolected under the federal Endangered Species Act occur in the project area.
These include the marbled murrelel, stellar sea lon, humpback whalc, and leather back sea
turtles. Marbled murrclets may forage in Skagit Bay; however, WDFW does not identify any
occurrences within 0.5 mile of the proposcd altematives. Steller sea lions, humpback whales,
and leatherback sea turtles occasionally occur in the Puget Sound though rarely, and WDEW
does nol indicate any occwirences 1n Skagit Bay.

WDFW also identifies significant waterfowl habital in the cstuarine weflands of Skagit Bay.
These estuarine wetlands provide foraging habitat for numerous shorebirds and terrestrial
wildlife.

Fish Resources

Two fish species that receive federal protection under the ESA oceur within the arca. These
are the federally threatened chinook salmon and bull trout, which is currently proposed as
threatened. In addition, eight fish specics that occur in the vicinity are candidates for
proteciion under the ESA. These are coho sahmon, Pacific herring, Pacific cod, Pacific buke,
walleye pollock, and brown, copper, and quillback rockfish. Listing assessments for these
candidatc species arc cxpected as early as February 2000, al which time some of these
species may be proposed for histing under the ESA. Candidale species included are in this
amalysis due to the potential of specics to become listed dunng the life of the project.

Additional priorily lish species that may occur within the vicimily of the altermatives include
chum salmen, sockeye salmon, coastal cutthroal trout, Dolly Vardcn, steelhead, pink salmotl,
Bocuccio rockfish, canary rock fish, china rock fish, preenstniped rockfisl, redstiipe rockiish,
tiger rockfish, widow rockfish, yelloweye rockfish, yellowtail rockfish, Jingeod, Pacific sand
lamce, surf smell, English sole, and rock sole. '

All four altcrnative routes traverse surl smelt and Pacific herring spasning beaches along the
cast shores of Whidbey lsland. Additionally, Pacific sand lance spawning beaches occur at
the west end of Alternatives 1, 2, and 4. Refer to Figure 3 for the combined distnbution of
sand lance, surf smell and Pacific herring spawning beaches in the study area.

Parametrix, Inc. Norcth Whidbey Island Access Stady
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EXISTING CONDITIONS

Existing conditions for each alfernative are described below and summarized in Table 1,
Aliernative 1- Bridge from North Whidbey Island to the La Conner Vicinity

Alternative 1 is the northern-most routc of the four proposed alternatives. Its alignment is
from SE 20 east on Frostad Road and continucs on a new 4.25-mile hridge over Skagil Bay.
The bridge runs adjacent to Goal and Tka Tstands then connects to Todge Valley Road in the
vicinity of La Conner. The route conlinues south and cast using Dodge Valley and Fir [sland
Roads and an additional new bridge across (he North Fork Skagit River to reach Intcrstate 5
n Conway.

Fasting Roads to be lmproved

Exisling roads cross the South Fork Skagit River, Dry Slough, and an ynnamed slough just
narih of Conway, all of which are salmon beating strcams. The Skagt River basin is an
important preducer of chinook salmon and bull trout, and contains some of the largesi natural
runs of these federally protected species in Puget Sound. The existing roadway also ciosses
five emergent and shrub-scrub wetlands and is within 0.5 mile of another 20 emerpent, shrub-
scrub, and [orested wetlands. o

Two bald eagle territories are traversed by the exisling road: Dodge Valley terrilory, which
contains seven nests, Six of the nests in this lemilory arc within 0.5 mile of the road.
Conway bald eagle territory contains one nest thal is greater than 0.5 mile from the road.

New Rizhi-of-Way to be Constructed

Construction of the new bridge across Skagit Bay will traverse approximately 3.5 mile of
estuarine iniertidal habitat in Skagit and Dugualla Bays. Estuarine habitat exlends 0.5 mile
or more on hoth sides of the proposed bridge and includes a harbor seal hauloul. A portion of
the bridge would cross celgrass beds on the shore of Whidbey Island. Eelgrass beds arca
sensitive habitat [or marine wildlife and fish, including chinook salmon and Pacilic herring,
and extend approximately 0.5 mile south and 2 miles north of the proposed bndge.
Additional candidate fish species that may occur within the area are coho salmon, Pacific
cod, Pucific hake, walleye pollock, and brown, copper, and quillback rockfish. Three pricnily
fish species, Pacilic sand lance, Pacific herring, and surl smelt, are documented as spawning
along the sus{ shores of Whidbey Island at the west end of the bridge. Much of the intertidal
habitat of Skagit and Dugnalla Bay is recognized by WDFW as important wintering and
staging habitat for waterfowl.

The new bridge is near Goat and Tka Islands and traverses Tka Tsland bald cagle termifory with
[tve bald eagle nests within 0.5 milc of the bridge. ‘These umyue islands arc free of most
mammalian predalors and arc therelore considered extremely good [oraping habitat for

Parametrix, Tnc. iNorlh Whidbey Tsland Aceess Study
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hawks and eagles. If the new bridge is adjaceat to the islands, it could potentially provide
access for other predators such as coyotes, faxes and bobeats, which would incrcase
compelition for prey and reduce the islands foraging quality for raptorial birds. A sccond hald
eagle territory, Dugualla Bay North territory on Whidbey Island, is also traversed by the new
bridge. This territory contains five nests, all of which are greater than 0.5 mile.

This Alternative also includes & second bridge over the North Fork Skagit River and its
associated riparian wetlands, The North Fork provides imporiant migration and rearing
habitat for salmon and char, including chinook and the bull trout. The majozity of saimon and
char that inhabil the Skagit basin migrate through the North Fork channel because it receives
approximately 60% of the basin’s flows, making it an atractive cortidor (Williams ct al.
1973}, Iinportant rearing habitat for chinook and bull trout is found throughout the network
of sloughs and m the cstzary.

Alternative 2 - Bridge from Strawberry Point to Conway

Altcrnative 2 has two options on Whidbcy Lsland for connection lo the new bridge over
Skapit Bay. Oplion 2A is aligned east (rom SR 20 on Faklceina Road to Silver Lake Road
and continues on (he new 4-mile bridge over Skagil Bay. Option 2B would be aligned on
Crescent [larbor Road to access the new bridge. The new bridge would connect o Fir Island
Road and ultimalely Tnterstate 5.

Habitats and species common to both options of Alternative 2

Existing Roads ta be Jmproved

This alternative crosses (he South Fork Skagit River, Dry Slough and the nnnamed slouglh,
which are acecssible from Skagit Bay and used by reaning and migratory fish, including
chinook salmon and bull trout. The existing road also crosscs approximately 0.25 milc of
emergent and forested wetlands associated with the nver and Conway hald cagle ilerritory.
The only known nest in the territory is greater than 0.5 mile from the road.

New Ripht-of-Way Lo be Construcled

The proposed new bridge would cross approximately 2.5 miles of cstuarine miertidal hahitat
in Skagit Bay and includes approximately 1.5 miles of cclgrass beds. The eelgrass bed in this
alternative are expansive and would be difficult to avoid without significant changes to the
proposed path of (he roadway. Bstuarine habitat extends 0.5 mile or more on both sides of
(he proposed roadway. This are is recognized by WDFW as a signilicant winlering and
slaging arca for walerfowl and the eelgrass beds are considered a priority habital. Three
prionily [ish species, Pacilic sand lance, Pacific heiring, and surf smell, arc documentcd as
spawning along the east shores of Whidbey Tsland in the vicinity of the roadway. The
proposed route crosses Dugualla bald eagle territory on the east shore ol Whidbey Tstand.
'I'his lermilory contains six ncets, three of which are less than (0.5 mile from the roadway,

Parametriz, nc. Norlh Whidbey Tsland Access Study
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Habitats and species commaon 0 Option ZA

This option crosscs one emergent wetland and is within 0.5 mile of another tcn emergent and
open water wetlands. New road to be constructed is within 0.5 mile of eight emergent and
open water wellands.

Habhitats and species common to Option 2B

Existing road to be improved is within 0.5 mile of Polnell Poini bald eagle territory. There
are five nests i this territory, onc of which is less than 0.5 milc from the roadway. Therc are
approximately six emergent, and shrub-scrub wetlands wilhin (1.5 milc of the existing
roadway, and anolher five wetlands within 0.5 mile of new construction required for this
option. One of the emergent wetlands is a large system (80+ acres) that is recogmized by
WDFW as significant waterfow! habitat.

Alternative 3- Bridge from Strawberry Point to the North Stanwood Vicinity
Alternative 3 is the southern-most of the proposed altematives. It is alipned east from SR 20
on Crescent Harbor Road and requires a new right-of-way 1o Strawberry Point where it
comnects with a 6-mile new bridge over Skagit Bay. The bridge connects fo 300" Street NW
in the North Slanwood vicinity and heads east to Inferstate 5,

Existing Roads to be Improved

This altcrpative uses existing 300" Street NW, which crosses Freadom and Church Creeks
two times cach. Both of these crecks arc accessible from Skagil Bay and arc used for rearing
by fish species, which may include bull trout and chinock salmon. The cxisting road also
crosses approximately six emergent and forcsted wetlands. Within 0.5 mile of this
alternative there are approximalely 60 cmergent and shrub-scrub wetlands, most of which arc
in the North Stanwood vicinily. Onc of the cmergent wetlands on Whidbey Island s a large
system {K0+ acres) thal is recognized by WDFW as significant walerfow] habitat.

The route is within 1.5 mile of Polncll Point bald eagle termilory. There are five nests in this
territory, one of which is less than (L5 mile fron the roadway.

New Right-of-Way io be Constructed

The bridge over Skagil Bay would cross approximately 2.5 miles of intertidal estuarine
hahitat. Estuarine habiial extends (0.5 mile or more on both sides of the proposed bridge and
includes significant eelgrass beds on the south side of the proposed bridge. This area is
recognized by WDFW as significant habitat for waterfowl, providing wintering and staging
areas for migrating birds. There are nine emergent freshwater wetlands within 0.5 mile of
proposed roadway. Additionally, (he proposed roadway traverses the Pacilic herring and surl
smell spawning beaches alonyg ihe east shores of Whidbey 1sland.

Parametriz, Inc. Morlh Whidbey [sland Aceess Study
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The Skagit Bay bridge is proposed within 0.5 mile of English Boom bald eagle temtory and
traverses Slanwood and Dugualla Bay South bald cagle territorics. English Boom and
Stanwood terrilories contain five nests, all of which arc greater than 0.5 mile from the
proposed roadway. Dugnalla Bay South territory contains six nests, two ol which are withun
(1.5 miles of the proposed roadway.

Alternative 4 - Ferry Operation from the North Stanwood Vicimity

The alignment for the Ferry alternative is shinilar to Alternative 3; however it consists of an
extended dock from the North Stanwood vicinity and crosses the inlertidal waters of Skagit
Bay to rcach a docking facility in the deeper chammel. On Whidbey Island there are three
possible options for a ferry docking facility: Option A is at Strawberry Poini; Option B in
Ouk Harbor, and Oplion C in Coupeville.

Habiiats and Specics Affected by All Options of the Ferry Alternative

Existing Roads to be Improved

Similar to Alternative 3, this routc uscs cxisting 300™ Street NW. However, no signilicant
improvements will be necessary [or this ncecssary for this portion of the alternative.

New Right-of-Way to be Constructed

New constriction for this allernative would include an extended dock on the sanie alignment
us the bridge for Alternative 3. The 4.5-milc dock would end at the deep water channel and
affect the samc wetland, wildlife and {ish resources as the bridge in Alternative 3, with the
exception of the herring and smell spawning beaches on Whidbey Island.

Habitats and Species Affecied by Optinn 44

This option would require the construction ol a lerry dock on Whidbey lsland, and a
comnecting road trom Strawberry Point Road. The dock would traverse approximately 800
feet of estuarine wetland, and spawning beaches for Pacific herring and surf smelt spawning
commaon fo Altcrnative 3. Additionatly, the dock traverses Dugualla Bay South bald eagle
tegritory which has six nests, lwo of which are within 0.5 mile of the connecting road.

Habirats and Species Affected by Option 4B

The ferry dock on Whidbey Island would be located in Oak Harbor Bay. The dock would
exlend over approxamately 0.25 mile of cstuarine wetlad, which includes some eelgrass
beds, and be within 0.5 mile of four cmergent and shrub-scrub wetlands, The dock would
also raverse Oak Harbor bald cagle territory, and swf smelt and Pacific sand Tance spawning
beuches.

Habitats and Species Affected by Option 4C

The ferry dock would be localed m the Cily ol Coupcviile on the shore of Penn Cove. Penn
Clovc is an estuary wetland with eelgrass heds and includes surl smelt and Pacific sand lance
gpawning grounds.

Parametrix, [nc, Neorth Whidbey Island Acceas Stady
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POTENTIAL IMPACTS

Bused on the information available at this time, it appesrs there eould be significant impacts
on wetlund, wildlife, and fish resources with any/all of the allernatives. Considerable
additional investigation would be needed {o fully evaluate the impacis for each of the
proposed routes and identify the least environmentally damaging practicable altcrnative.
General findings relative o anticipated impacts are lisied below.

All of the proposed alternatives would have impacts on sensitive wetland, wildlife, and
fishery habhitats associated with Skagit Bay and its tributaries - Thesc habitats are
considered exiremely valuable because of the impertant ccologicul functions they perform.
Construction and operation of a new (or improved) road, bridge, and/or ferry terminal along
any of the propused routes could have sigmi Acant impact on these hubilats, both in terms of
cxtent (i.e., aren of wetland loss) and nature (i.e., potential “incidentsl take” of a threalened or
cndangered species). '

Potentially significant impacts commmon io all of the alternatives would include:

Filling of freshwater wetlands (including forcsted and riparizm wetlands)
Loss of intertidal cstuarine wetlands

Disturbance of nesting bald cagles

Loss of priority waterfowl habitat

Potenlial impacts on shellfish production and survival

Reduction in the forage base for juvenile salmon

Creation of new harrices to salmon migration (bridges, culverts, elc)

Loss of documenited surl” smclt spawning habifal

Shading/fifling of documented cclgrass beds smelt/ Pacific herring habital
Alteration of salmon-bearing sireams (i.c., new road crossings)

Water qualily depradation associaled wilh increase of Impervious pollution-
generaling surlaccs.

Although most of the major impacis are commen to all altematives, impacts specific Lo
individual allernatives include the following:

s Altematives 1, 2, and 4 would cause impacts to sand lance spawning habitat. There is no
documenied habitat for sand Jance m the vicinity of Alternafive 3.

e Altcrnative 1 would have additional impacts on Ebraging'raptors (including eagles),
hecause it could allow predators access W Goat and 1ka Lslands.

s Allernative 4 could have additional impacts on intertidal and shoreline habitats due to
ferry operation (i.¢., propeller scour and wave action).

s Altemative 4 could disrupt fishing activity and cause loss of fishing gear as ferries cross a
new route in Saratoga Passage.

= Alternative 1 and 2 would cross eelgrass heds, with Altemative 2 crossing a considerable
amount. Altemnalive 3 and 4 would be within 0.5 milc of eelgrass beds.

Paramelrix, [one. Morth Whidbey Tslund A ccess Study
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All of the Alternatives would potentially result in divect impacts on ESA listed specics
and/or the habitats on which they depend  Altematives 1, 2, or 3 weuld require
construction of 2 to 3-mile long bridge acroas Skagit Bay, which is an important habitat for
several laderally listed fish and wildlife species including bald eagle, chinook salmon, bull
trout, and marbled murrelet.  Alternative 4 would requirc construction and operation of ferry
terminals in this same area. As a Tesult, potential impacis on listed species and their habitats
would need to be revicwed for compliance with Section 7 of the ESA.

Seclion 7 requires federal agencies to ensure that their actions do not jeopardize cndangered
or {hreatencd species or their critical habitats, Federal actions include providing funding or
issuing various types of approvals for a project. When & listed species is known to occur in
the projeet vicinity, the lead agency, ot its designec, must complete 2 biological assessment
(BA) describing how the project would affect the specics. If the assessment detormines that a
listed species or critical habitat is likely to be adverscly affected by the project, the agency
musl enler [ormal consultation with the FWS and NMFES. '

During formal consultation, NMFS and FWS will work with the projec praponent to identify
reasonable and prudent measurcs to minimize the impacet of “incidental luke™ that might
otherwise result from the project. Under ESA a “lakc™ is to harrass, hanm, hunt, wound,
shoot, kill, trap, capture, or collect a listed species. An “incidental take™ is any take thal is
“incidental to, and not the purpose of, the carrying out ol an otherwise lawful activity.”

The reasonable and prudent meusures and their implementing conditions provide an
cxeeption for the specified levels of incidental take and are binding conditions of a grant or
permit issued to the applicant. If no reasonable and prudent conditions are idenlified and the
FWS and NMFS detcrmine that the existence of a listed specics cxistence is jeopardized or
adverse modification of critical habitat would occur then incidental take would not be
permissible.
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PERMITTING AND MITIGATION ISSUES
PERMITTING

Al of the alternatives are tikely to fuce sigmificant challenges during permitting and
environmental review because of the magnitude and nalure of the potential impacis.
Proposals to develop new road acecss and bridge or causeway crogsings from the mainland o
Whidbey Island would obviously he serutinized intensely for their nmpacts on adult and
juvenilc chinook migration, juvenile salmon loraging activitics, and other species/rcosurces.
Wiih any of the propesed aliematives, loss of welland and intertidal habitat could be on the
order ol tens of acres (assuming construction of a 2+ mile-long bridge across Skagil Bay and
individual freshwater wetland fills). Other projects ihat have proposed wetland fills ol this
magnilide have heen subject to intemse scrutiny from regulatory apencies and affected tribes
and been very difficult to permit. These difficulties Lypically invelve scheduling delays,
difficulty in finding and implementing adequate nutigation (scc below) and sigm ficant costs
associaled with ongoing project coordination and aralysis.

Tn addition to the ESA review described above, a detailed evaluation of the impacis would be
required in accordance with NEPA and SEPA, Other permits/approvals that would Iikely be
requited for any/all of the altermatives include:

o Individual Section 404/401 Clean Water Act penmit - for filling wetlands/ Waters of the
us

s Section 10 Rivers and Harbors Act  for crossing navigable walers

s Hydraulic Project Approval — for working within the bed or banks of a nver, strcam, or

¥ marine waterbody :

+ Shorcline Substantial Development Permil — [or modilication of shorelines of the state

o Agualie Lands Leasc - for crossing tidelands under the jurisdiction of the Washington
Department of Natural Resources

e Skuagi{ Counly Sensitive Areazs Ordinance review — for projects alfceting designaled
sensilive areas such as Skagit Bay

MITTGATION
Regulatory agencics require that miligation include the lollowing steps in sequence:

avoid impacts by not taking an action;

minimize impacis by reducing the size or scale of an action,

rectify impacts by restoring the affected environmeni; and

compensate for impacts by replacing, enhancing, or subslifuting resourccs.

o e bk s

Impact avoidance, minimization, and rcctification measures that would likely be required for
this project include, buf not be limited to:
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» Observing appropriate construction windows for bald eagles— The Bald Eagle Recovery
Plan (USFWS 1986) requires that construction activiiies within 0.25 milc of a bald caglc
nest be conducied oatside of the breeding peried. Construction niay oceur within 0.5
mile of bald eagle nesis during hreeding season if the nest is blocked from hine-of-sight
by vegctation and/or topography. The breeding period for bald cagles is between January
1 und August 15. Bald eagles are currently being considered for removal from the
Endangered Species List.

« Obscrving appropriaie construction windows for fish - Typically, the waters of Puget
Sound arc closed to consiruction projects from March 14 to June 15 as specified in
Hydraulic Pcrmit Approval issued by the WDEFW. Additional restrictions can be
expected in arcas where sand fance and surf smelt spawn,

o Tmplementing Best Management Praclices (BMPs) to minimize construction impacts and
manage slorm watcr runoff during project operation.

» Providing slorm water treatment for pre-project conditions (retrofitling).

¢ Designing the road/bridge improvements to have the smallest “footprint” practicable (1.e.,
using refaining walls instcad of fill slopes.

« Decsigning ferry docks lo minimize shade impacts.

Tn addition to these measures, unavoidablc impacts will equire compensatory nutgation to
olTsct habitat losses. Compensation would generally imvolve creation, restoration or
enhancement of sensitive habilals o achicve no net foss of area or [unction. Compensation
generally must occur at a ratic of belween 1:1 and 6:1 (area los{:area replaced).  This would
mean creating, restoring, and/or enhancing large areas of freshwaler wetland and intertidal
hahilal fo olfset impacts of filling and shading. This could potentially be achicved by
breaching or removing dikes on agriculiural lands in the Skagit estuary. Additional
invesligation would be needed to evaluale the effectiveness of this (ype o[ 'mitigation m lerms
of offseliing (he Tunctional impacts of the project.

Tribal und WDFW technical staff are developing a recovery plan for Puget Sound chinook
thal deals specilically with harvest management and hatchery production issucs in light ol the
recent threatened listing. Restoration and protection of essenlial habitat in the Skagit and
Snohomish River systems is essential (o the recovery of the EST, becausc of their ngh
natural production potential. Prior and ongoing fisheries research in the Skagit syslem points
to lactors in the freshwater and estuating arcas that limit chinook production. Restoration
planning has focused on re-opening and improving juvemle rearing arcas in the Skagit delta
and cstuary as achievable means 1o improve chinook production. Mitigation aclivitics would
most likely need to be coordmated with reeovery plammmg ellorts.
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North Whidbey 1sland Access Feasibility Siudy
Environmental 1ssues - Floodplain Review

Introduction

Based on a review of floodplain mapping prepared by Federal Emergency Management
Agency (FEMA) lor Island, Skagit and Snohonush Counties, each of the alignment
alternatives under consideration woiuld traverse areas witlun the 100-year Joodplain of
the arca. A large portion of this floodplain is incorporaied into the tidal impacted arcas of
Tuget Sound, which includes the outer delta reach of the Skagit River. Other major
floodplain arcas arc partially protected by a dike sysiem that has been developed (o
protect local communitics and create land suilable for agricnlture.

Gencral Tmpacts

Those portions of all alignmenis that cross the active tide flats of Puget Sound are
considered unsuitable for construstion of roadway cmbankments. Alignmenl
development in the tidal areas has been scoped to ntilize bridge structures in an eflfort to
minimize ncgative impacts io the sensilive ecological regimen that exasis.

Adjacent to large sections of the aclive tidal areas the alignments traverse lands that have
been claimed for agriculture by construction of dikes that hold back the tidal action, and
in many places, the annual floed action of the Skagit River. For this study, alignments
that traverse reclaimed land are considered acceptable for construction of carth fill
embankmenis. This condition can be noted on all three of the roadway altermalives
considered in ihis study and in each counly affected.

Skagit River Impacts

Meost of Alignment 1 and Alipnment 2 within Skagi County lic within the 100-year
floodplain, with minor scetions near Dodge Valley Road ouiside of flood risk. All of the
alignment aleng Fir Tsland Road lies within the 100-year Noodplain, including the
interchange at T-5. Fir Island and other sumounding tand 15 presently protected from
flooding by an exlensive dike system. Recent history has shown that these dikes are
subject to being breached during extreme high waler Mows in the Skagit River.

Design choices, in the arcas impacted by the annual high runofl of the Skagit River,
include construction of the roadway below flood elevations, with the risk of flooding that
could temporarily closc the roadway; or providing for an elevated roadway above the
100-year flood tevel. To crcate an elevated roadway the design would need to inciude the
capability io pass the [lood waters through the roadway alignment o not function as a
dike that would block the flooding river. To accomplish this degree of protection could
result in the need for a tresile-type bridge structure along most of Fir Island Road. Cost
estimates for this level of protection arc not reflected within this study analysis.

Paramelrix, Inc. North Whidbey Island Aveess Feasibility Siudy
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Parametrix, Inc.
5808 Lake Washington Blvd., N.E., Suile 200
Kirkiand, WA 98033-7350

Attention: Kathering Casseday

Subicet: GLEOTECHNICAL FEASIBILITY AND CONCEPT STUDY
SR 20, North Whidbey Island Access Feasibility Study (NWI1AFS)
Snohomish, Skagit and Island Countics, Washington

Dear Ms. Casseday:

This lctter report presents our findings und conclusions regarding the altemative routes
being eonsidered for improved access to North Whidbey 1sland. These findings and
conclusions are based on geotechnical information discloged during our higrature scarch,
field recomuaissance and knowledge of the project area.

Scope of Work

For Ihis study we considered four possible comdors or routes [or increased vehicle aceess
iy ihe North Whidbey Island area. These four aliemalives were selected by the NWTAFS
Technical Steering Commmilles using sereening criteria and arc discussed in the meeting
summary prepared by WSDOT, dated March 11, 1999, The four altematives inclnded:

New bridge from North Whidbey sland to vicinity south of Ta Conner
New hridge {rom Strawberry Point area to Fir Island/Conway area
New bridge from Strawberry Poini area Lo 300" S NW vicinity

New ferry service from North Whidbey Island to 300" 8t NW vicinity

o b=

Y'or each of these alternatives, we searched for existing geotechmical information in the
general vicinitics and porformed a site recommaissance. The WSDOT geotechnical
archives in Tumwater were visited and yielded some mformation in the Stanwoed
vicinily. The remainder of our infoumation was drawn from geologic maps of the areas,
specifically the Suficial Geology Map of the Pavt Townsend 30- by o{-Minute
Ouadrangle, Puget Sound Region, Washington, Pessl ef al,, 1998, and Seismotectonic
Map of the Puget Sound Region, Washington, USGS, MAP-1-1613, Gower et al., 1985.
An excerpted portion of the Pessl el al. map is attached as Figure 1. The alignments and
corriders studied are mdicated on the map.

IIWA Morth Whidbey Tsland Access Feasibility Stady
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Each of the alternates is discussed sepatalely, below. For brevity, the soil and geologic
conditions are discussed more thoroughly for the first option and more briefly for the
remaining options.

Option 1 - New Bridge from North Whidbey Island to Vicinity South of La Conner

From west to ‘east, this alignment would begin at SR 20 almozt due east of Anlt Field.
The alignment would cross the uplands of Whidbey Island from SR 20 (o ihe biuffs above
Skagit Bay. In general, the alignment would be huilt upon soils of glacial origin, that
may or may not be glacially overridden. There arc moderate risks of liqueiiablc soil
deposits and soft/loose svils, Once the alignment reaches the bluffs above Skagit Bay,
Jundslide terrain is highly likely to be cneountered. Mapped landslide deposits are
present near the alignment landlall in this area.

it is assumed that, from the biuffs, the aligmment would proceed as a high, elevated
structure for vessel clearance for some distance east. Before reaching mean higher high
water on the nainland side, the bridge siructure will nced to cross approximately 3 miles
of tide flat, marsh, bog or swamp deposils. The tide flat deposits are mapped to the
extent that they ocour above mean lower low water. The tide flat deposits are also
indicated to “locally support sparse vegetation dominated by eel grass.” Should the
structure Find landfall on cither Goat or Lka 1sland, bedrock of an undetermined type
would likely he encountered. Stiucture foundations would likely consist of driven piling
or large diameter shafts. Caissons are possible for support of tall columms with long span
sections. Total bridge length would be on the order of 4% to 5 miles.

From the landfall, the new alignment would extend north and/er southeast to connections
with exisling Toads. To the north, these alignments would be constructed on younger
alluvium deposits of Holocene age. These deposits are likely to be soft and/or Joosc and
may be subjcet to settlement under embankmenl loading, or liguefaction during an
earthquake. To the seuth, the route may encounter bedrock or Vashon Till that comprises
the higher elevations of Pleasanl Ridge, Vashon Till is a glacially consolidated uml that
is generally nol prone 1o gelilement or liquefaction risks. T.andslide risks in the 0t arc
present only when oxposed in steep slopes such as those commaonly viewed from the
watcrs of Puget Sound. Dodge Valley is filled with younger alluvium of similar
propertics as those to the north. '

The east end of the Option 1 route intersecls a mapped inferred fault near La Conner.
This feature corresponds with # high aniplitude magnetic anomaly, and is considered the
westward extension of the Devils Mountain Fault, scparating highly magnetic ophiolitc
on the north front weakly magnetic metamorphic rock to the south. No geologic units

HWA North Whidbey Tsland Access Feasibility Study
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younger than Oligocene {24-37 million years ago) are definitely known to have been
offsct by the Devils Mountain Fault.

Option 2 - New Bridge from Strawberry Point Area to Fir Island/Conway Area

Moat of the aligiment from SR 20 to Strawberry Point will cross Vashon Tiil. As the
alignment approaches the blalfk, the risks of slope nstability incrcase, but less so than for
Option 1, where known landslides cxist. The bluffs are higher from Strawberry Point
than for Opticn 1, thus requiting either a higher bridge structure or a through-cul
transverse to the bluff 1o lower the grade.

Over-water siruclure options are similar to those for Option 1. The length ol structure
crossing (he lide (lat deposits is about 2 miles [or this option. The tolal bridge length
would be on the order of 4 miles. The impacts [or improving the roads from the landfall
area Lo the Conway vicinily are thought to be rclatively minor, These impacts may
include scttlement of new Iills on the yvounger alluvium present in this area. If capaeity
improvements to the Skagit River Bridge are required, the potential for liquefaction
should be considered.

Option 3 - New Bridge from Strawberry Peint Area to 300" St. NW Vicinity.

The alignment from SR 20 {0 Sirawberry Point would encounter similar conditions 1o
Option 2. Bridge issues are also similar to Option 2, with the tide [iat crossing also about
2 miles in length. The lotal bridge length would be on the order of 6 miles. The
conncetions and/or improvements to 300% St. NW are nol likely to cncounter soil or
gcologic condifions that present high risk or cost faclors.

‘The Option 3 alignment intersects 2 mapped fault near Strawbery Point. This feature
corresponds with a sharp east-irending gravity anomaly bounding the north side of a large
gravity low to the southeasi, and coincides with linear alignment of a scries of small
magnetic lows that may be related to the inferved fauli »one. This feature is considered
the westward and eastward continuation of the Northern Whidbey Island Fault. Faulting
of sediments deposited prior to the Fraser Glactation oceurs along sirike of the struclure.
Overlying Fraser glacial deposils are apparcitly not deformed along this structure.

Option 4 - New Ferry Service from North Whidbey Island to 300™ St. NW Vicinity

Ferry terminal construction would likely include pile driving for support of the dock,
towers, transfer span, wingwalls and dolphins. Pile driving may be difficult on the
Whidbey Island side due to dense soit conditions, Pile depths may be deep (100 feet or
more) on the mainland sidc due to the distance oul over the tide flats which the bridge or

HW A Naorth Wihidhey Island Aceess Feasibility Stdy
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trestle must be constructed in order to rcach navigable water depth. The bridge issues
over the lide Nats would be essentially the same as for the other options. The length of
bridge over the tide flats would be about 2 miles. The cotmections to 1-5 would be
similar to Option 3.

Conclusions

All of the discussions above are based on an assumption that the tide flat deposits would
be bridged with an elevated structure. The distance of tide flal crossing is relatively long
for all of the alignments studied. While it may be feasible lo design fill-over-solt-ground
sections for these crossings, il is felt that long term performance of such {ills would be
questionable. Differential setllements could be problemalic to long term maintcnance.

There is the potential for environmental impacis that arc duc to the soil and geotechmical
conditions, but the impacts are not soils, geotogy or groundwater related. We are terming
these impacts geo-environmental impacts and would include issues such as the visual
impact relafed (o the soils diclaling siructural passage over the bde flas.

From a geotcchnical and geo-cnvironmental standpownt, Option 4 probably represents the
alignment with the lowest relative geotechnical risk and impaet. Option 2 probably
represents the bridge oplion with the lowest relative geotechnical risk and geo-
environmental impacl. The following tuble summarizes, in a relative way, our opinions
of the issues and impacts.

Seitlement/ Geo-
Landslide Liquelaetion envirommental | Foundation Costs
Opticn Hazards Hazards challenges

1 High High Very High High

2 Moderate Moderate to High High High

3 Moderate Moderate to High Very High High

4 Low Moderate Yery High Moderate to High

o . D —

Sinccrely,
LW A GROSCTENCES INC,
Ralph N. Boinum, PLE.
Vice President
HWA Moarth Whidhey Tsland Access Feasibility Smdy
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SR 20 North Whidbey Island Access Feasibility Study
Transportation Performance Analysis

Introduction and Background

The Washinglon Staie Department of Transpertation (WSDOT) identified a vchicle capacity
deficicney on the SR 20 corridor and Deception Puss/Canoc Pass bridges linking Fidalgo Island,
Skagit County and north Whidbey Island, Island Counly. The North Whidbey Jsland Access
Feasibilily Study is being conducled to evaluate four proposed routes across Skagil Bay that
would link SR 20 on north Whidbey Tsland to Intcrstate 5. To evaluate the alternatives, various
Measures of Feasibility (MOF)} were developed in cooperation with the project Policy and
Technical Steering Committees that lake inlo consideration social impacts, land use/sconomic
development impacts, (inancial/econemic performance, cnvironmental impacts, and
transportation performance.

Three MOF were developed to evaluate trunsportation performance of the alternatives: T
Travel thme from Oak Harbor to Mount Vermon, TP2 Travel time from (ak Harber to Everett
and TP3 Level ol Service on Key Roadways. These transportation perlormance measures of the
four alteratives in the North Whidbey Tsland arca were identified by the project Technical
Advisory Committee as travel time and level of scrvice. For the alternatives to be congidercd
fcasible, from a transpertation performance petspective, there needs to be some benefil to the
transportation system. This technical memorandum included the eslimated frave! fime savings
associated with each access alternative for North Whidbcy [sland. A summary of roadway level
ol scrvice for each allernative is also presented below, with focus specifically on the expected
operation on SR 20 al the Deception Pass/Canoe Pass Bridges.

Methods

Forecasts for year 2020 werc provided for the study area by WSDOT staff. The Whidbey Tsland
Regional Model, or WIRM, was developed by WSDOT staff using Tmodel2 soltware in
conjunction with Skagit Council of Governmenls and Tsland Sub-Regional Transportation
Planming Organization. Output fron1 the modeling elfort lor cach of the alternatives was used to
meastre the expected travel time savings., Traffic assignments for the bridge alternatives wilh
{oll valuc i place have been used to assess the polential changes in roadway level of service with
gach altcrnative. Any new {acility is envisioned to be a toll facility, based on the cuirent
availability of funding, and vehicle toll values werc cstimated at $3.50 and $5.00 per vehicle for
each direction for the purposc of this analysis. Travel forecasts for ihe new bridge conmections
and roadways throughout the network refleci the range of toll values, $3.50 -55.00 in the PM
peuk hour.

Future travel time between a few key locations is some measure of the benefil possible from the
new connections. Travel time values hetween Oak Harbor and Anacortes, Mouni Vernon and
Everett were chosen by the study Technical Committee to be the important measures for the
purposes of (his feasibility analysis.

Parameliix, [ne. North Whidbey Island Access Shady
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Findings
Travel Time Savings

A comparison of future year 2020 travel time for each alternative with the No Build scenario
results in an estimatc of travel time savings that could be attained during peak period trdvel under
the no-toll scenario. This reflects a time savings per trip during the PM peak hour, which is most
likely to be the most dramatic period for time savings potential. The table befow (TP-1) presents
(he estimated travel time savings between three key location pairs in the study area, Oak Harbor
to Mount Vernon, Oak Harbor to Everctt and Qak Harbor to Anacortes, comparing modcl cutput
travel times lor the new connection altcrnative and the filure No Build condition.

Table TP-1
Systern Average Travel Times and Savings
Year 2020 No Build and No Toll Scenarios

Oak Harhar to Mouné | Oak Iarbor to
Alternative _ : | Vernen  Oak Harbor to Evereét)  Anacories |
: Average
for all .
routes, |Travel Travel ‘I'ravel
Fune 18 to | Time Lone 18t | Time Zone 18 to |Timne
300, in  [Savings,in! - 65,in  |Savings, in| 331,in ‘Bavings, illl
' minntes |mioutes ; miautes |minutes minutes Enﬁnuteu
NoBuld W wa i 238 n/a 2 | oa
_ - : S S |
North Bridge ) ™ H__ - 198 3¢ - I S
Middle Bridge T N 1
_Faklcuma Rosd consection - 7 15 172 66 6l 11
| Crescent Harbor Boad conuection 74 16 191 47 62 10
Isout Bridee Sl e T 13 | e |6 | 10
Forry to Strawbesry Point | 85 | S 25 | 2 [ &7 5
Feiry to Oak Harbor o % | s | 276 38 67 |8
Ferry to Coupeville ' i 90 D 247 -4 68 4 i

Tn addition to the travel Gmc savings expected for ihe system as & whole, the model outpul has
identificd some specific areas where travel time would be significantly reduced. Table TP-2
shows the forecasted lravel times by route for the year 2020 under the no-1oll conditions, with the

Parmnen'i;!{; Ing, {orth Whidbey [sland Access Study
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highest traffic assigned to the new bridge facilities, and this provides a best-case vicw of travel
time savings for the existing routes.

Table TP-2

Estimated Travel Timec Savings by Route
Year 2020 No Toll Scenario

Alternative Dak Harbor te Mount Ouk Harbor to Xverett Oak Harbor
Yernon tu Anacarfes
via Deception |via new bridge | viz Deception [via new bridge | via Deception
Pasz Paas Pass
{mirmtes) | {minutes) {minntes) {minuics) {mimues)
Bridge to La Conner Vicioity 16 none, longer 37 T3 11
trip
Bridpe Lo Fir Island and Conway
TFakkema Road conneclion 2 none, fonger 36 54 16
trip
Creacent Iarbor Road cnnm_:ciicm 23 nane, longer 44 47 17
trip
Bridge to north Stanwood Vicinity 22 none, longer 44 71 16
trp '

Level of Service

Roadway level of service was evaluated using the model link capacity for key roadway sections
along with the traffic assignments (or three possible future scenarios: 1) no tolls on the bridge
Facilitics, 2) low value tolls per trip of $3.50 in 1999 dollars, and 3) high value tolls per trip of
$5.00 in 1999 doliars. The iraflic assipnments are shown in allached fipurcs for the no toll, low
{01l and high toll scenarios along with the velume to capaciiy ralios and level of service for the
three toll value scenarios, Runge valucs for level of service are as (ollows:

Parametixz, e,
Jaryuary 20000

Takle TP-3

Ranges of Level of Service

MNarth Whidbcy Istand Access Stady
Tranzporiation Performance

Vilume to Capacity (V/(C) Level of Service
Ratio {1.08)
0 —10.30 A
0.31 - Q.50 B
0.51 -0.70 C
{71 — (.85 D
08610 L, capacity
=1.40 F, over capacity,
breakdown flow
B3




Table TP-4
I'orecasted 2020 PM Peak Level of Service for Key Roadways

SR 20 ai f)ecepﬁunfﬁanne Pass
Alternative Bridges Mew Facility
' Low Toll, |HighToll, [Ne Toll  [Low Toll, |High Tell,
F350per |$5.00 per $350 per  |$5.00 per
Mo Tall trip Ll irip teip

No Build F F F na nf4 nia
Bridge to 1.a Conner vicinity (2 I K E e A
Bridge to Fir Island C F F L B | E]
|Bridgu to nurih Stanwood

vicinity O C E E D C
Ferry from north Sianweod L, at E, ai E, at
viciniy F F I3 capacily | capacity | capacity ||

Under the no toll traffic assignment, each bridge alternative would operate at LOS E or ncar
capacity and SR 20 al the Deception Pass Bridge would operate near LOS C. Although the
model output indicates a difference between the [uture operation of the facililies, it is reusonable
to expect morc of an equilibrium of operation hetween SR 20 and a new bridge. With tolls on the
bridges {$3.50 to $5.00 per trip), traffic assignment would be reduced on the new bridges and
thus reducing the effectiveness of relief for SR 20 at the Deception Pass Bridge. :

Under any toll traffic assignment, there would be LOS F operation on SR 20 at the Deceplion
Pass Bridge with cither the La Conner vicinily hridge or the Fir Tsland bridge alternatives. With
the north Stanwood vicinity bridpe alternative, SR 20 at Deceplion Pass Bridge would operatc at
1.OS C under low toll operation and LOS E under the high toll operation.

Faturc operation along SR 20 in Skagit County would continue in the LOS -D range regardless
ol toll scenario. Traffic operation along T-5 would continue 1o be congested at LOS E/F
regardless of alternative or toll scenario considered. Under either toll scenario, connections from
{he bridge alternatives lo cxisting roadways could result in some degradation of level of sorvice,
to LOS D on Whidbey Tsland (Crescent Harbor Road) and to LOS [ in Skagit County {Dodge
Valley Road, Best/Chilberg Road and Vir Island Road). '

North Whidbey lsland Access Study
Transportation Performances

Paramoetrix, Ing,

Jamuary 2000 B-o-4




Summary

For future peak penod travel between Oak Harbor and Mount Vernon:

L]

Travel time improvements would he folt along the existing SR 20 corridor under each of the
bridge altcrnatives by 16 lo 23 minules per trip during the PM peak and up 1o 5 minutes for
ferry options.

Travel using a new bridge may be longer, however the average {ravel time for the sysiem
wonld decrease by 11 1o 15 minules during the PM peak.

For future peak period travel between Ogk Harbor and Everett:

'Travel time improvements would be felt along the existing SR 20 corridor under each of the
bridge altematives by 36 to 44 minutes per trip dunng the PM peak.

Travel time savings along the now bridge alternatives could resull in 47 to 73 minutes saved
per trip during the PM peak.

Average travel time for the system would decrease by 39 to 78 minutes for the bridge
alternatives.

The two ferry runs (to Strawberry Point and to Gak Harbor) could provide 5 minute time
gavings over the Ne Build condition.

The tonger ferry run to Coupeville would maintain the same travel time as the No Build
condilion.

For future peak period travel between Ouk Harbor and Anacortes:

All ravel between Oak Harbor and Anacories would experience some travel time savings
with bridge or ferry altcraiives. )
Travel time savings along the existing S8R 20 route would range from 11 to 17 minutes per
trip for the bridge alternatives.

The ferry alternative routes would resull in 4-5 minute travel tinie savings.

Roadway level of service would improve to T.OS C on SR 20 at Decepiion Pass/Canoc Pass
Bridges for each bridpe alternative under the no-loll traffic assignment scenunio. With
implementation of any toll on the bridges, only the north Stanwood bridge allernative would
jmprove the Deception Pass Rridge peuk hour level of service, to LOS D or LOS E in the year
2020 tralfic conditions forecasied.

Parametrix, Tne. MNuorth Whidbey Taland Access Sudy
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SUMMARY OF FEASIBILITY MEASURES

Bridge from North Whidbey Island to Vicinity of LaConner

DESCRIPTION OF ROUTE

Roadway improvements would cxtend from SR 20 along L'rostad Road to Dugualla Bay, a 4.8 mile
bridge would cross Skagn{ Bay hetween Goat and lka Istands and land near the north edge of the
North Fork Skagit River delta. The roule then continues along Dodge Valley Road, Best/Chilberg
Road, crosses the North Fork Skagil River south 1o Fir Tsland Read, following Fir Island Road
through Comway to I-5.

SOCIAL IMPACTS

s Approxnnately 42 hunter-fisher-gatherer and higtoric period archacological sites are located
within the 0.5 mile of the ahgnment, 35 would require evaluation.

s Six inventoricd historic buildings and building complexes would require evaluation lor
gignificance.

o Approximately 307 residences lie within 0.5 milc of the alignment; 185 on Whidbey Island,
and 182 in Skagil County. An estimated 52 residences and 7 businesses hie wathin the
proposed 200° right-of-way required lor the project.

» Existing roadways would be upgraded to major arterial classification with a 50 mph speed
Jimit including Frostad Road on Whidbey Island, and Dodge Valley Road, Best/Chilberg
Road, and Fir Tsland Road in Skagit County.

s Side street intersections would be pnmarly stop conlrolled and access to the new facility
would be maintained comparable to existing.  Signals would likely be needed at SR20,
Best/Chillbere Road, in Conway, and at the I-5 inlerchange. Limiled access would be
required near the toll plaza facility, with mmer reroutmg of tralfie.

ENYIRONMENTAL IMPACTS

Signilicant impacts arc cxpeeted with this altemative on lederally lisled threatened and endangered
specics as [ollows:

* Two crossings of the North and Souih Forks of the Skagit River with known luge
populations of threatened chinook, proposed threstened bull iroul, and candidate coho
galmon would result from this alignment.

s Eleven bald eagle nests m four bald eagle lemilones are within 0.5 mile of the alignment.

» Three und one-half mile of estuarine intcrtidal habitat along the east side of Skagil Bay and
in Dugualla Bay would be potentially allceted by bridge development. These areas are
recognized as imporiant wintering and staging habitat for waterfowl, as resnnyg hablat [or
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threatened chineok salmon, and as breeding/rcaring habitat for herring, sand lance, and
smelt. '

Of the 3.5 mile length of bridge in (he intertidal area, approximately 0.2 mile length through
eelgrass habifal, an important habitat critical for supporting several priority fish species and
other marine lifs. Eslgrass beds are considered to be irreplaceable and aveidance is the
recommended mitigation. '

These impacts would present serious obstacles for obtaining approval by the US Fish and wildlife
Service and National Marine Fisheries Scrvice.

At least 20 emergent, shrub-scrub, and forcsted wetlands Jocated on Fir lsland are
potentially affecled. Scveral riparian welland habitats along the nivers and strcams could be
affected.  Adequale mitipation may be achicved through avoidance and minimization
ITIEASUIES.

All ol the alignment along Fir Tsland Road lies within the 100-year floodplain, including the
inlerchange at 1-5. Portions of the alignment through Dodge Valley would be within the
area of lood tisk. Compensatory (lood storage would need Lo be provided for all area lost
dug o the project.

LAND USE AND ECONOMIC DEVELOPMENT TMPACTS

Approximately 73 acres of agricultural land would need to be acquired for nght of ways.
Three acees would be i Tsland County and 70 acres would be in Skagit Counly.

Construction would occur in designated shoreling arcas. The Shoreline Master Programs of
Skagit and [sland Countics stipulate thal roadway construction shall be located away from
shareline areas whenever feasible.

Bridge construction would resull in substratc modification in existing eelgrass beds within
Tsland County shoreline jurisdiction, which is profubited wnder Island County Shorcline
Use Requirements (Section 17.03,045).

Construction would occur within Shorelines of Statewide Significance including the Skagil
County marine shorcling, Whidbey Island marine shorcline and the North and South Forks
of the Skagil River. Shorelines of Slalewide Significance are given higher prionly for
protection and prescrvation than other designated shoreline areas.

Approximately 23 farms and 13 busincsses are within 0.5 milc of the aligrment.
Bridge would cross commercial and inbal crab and fish harvestmy areas.

Rridge construction in the Skagil River delta and estuary would potentially smpact juvemle
salmon rearing areas that supporl eommyrcial and tribal fisheries.

FINANCTAL FEASIBILITY

Planning Level Construction Cost Estimate: $321.1 millien including roadways, bridge,
right of ways, and traffic mitigatton.

Parametriy, fnc. o-{-2 Morth Wihidbey trlad Access Feasibifity Study
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o Signal upgrades al the Conway inlerchange al I-5 are included in the conceptual cost
estimate. Signalized control at SR 20 is inciuded m the conceptual cost estimate. Other
signalized infersections may inclhide Best/Chilherg Road and SR 530,

+ Operations and Mamtenance cosls for the project are estmated to be $1.360 million
annually.

s Project level rale of tetun would range from —1.1%4 (negative relurn) (o 1.4%, which wonld
net be attractive to investors.

TRANSPORTATION PERFORMANCE

¢ An eleven-nminute reduction in system average travel time is estimated between Ouk Harbor
and Mount YVemon compared with the future year 2020 No Action estimated travel time of
S0 minutes.

* A minc-minite rednction in system average travel time is estimated between Oak Harbor
and Anacortes compared with Julure year 2020 No Action estimated travel time of 72
mintes.

= A thirty-pine-mminute reduction in system average fravel time is estimated belween Oak
Harbor and Everstt compared with future year 2020 No Action estimated travel time of 238
minutes.

» Travel time savings would be significant on SR 20 fo Mount Vernon and to Anacc:rtcs from
Oak Harbor, 16 and 11 rnmnules, respeclively.

e Travel time savines would be sipnificant between Oale larbor and Hverett either via SR 20
(37 minutcs) or via the new bridge {73 minutcs).

o Under a toll bridge operation, year 2020 PM peak hour operation on SR 20 ai the Deception
Pass Bndge would be LOS F, with LOSA-B on the new bndge.
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SUMMARY OF FEASIBILITY MEASURES

Bridge from Strawberry Point on North Whidbey Island io Conway Area Via
Fir Island

DESCRIPTION OF ROUTE

Roadway improvemenis would cxtend from SR 20 along Fakkema Road io Silver Lake Road, or
from SR 20 aleng Crescenl Harhor Road to Silver Lake Road, a 4.0 mile bridge crosses Skagt Bay
fiom Strawberry Peint to a landing at Fir [siand Road, then crosses Fir Tsland to Conway at I-5.

ROCIAL IMPACTS

e Fifieen hunter-fisher-gatherer and historic period archasological sites werc ideniified within 0.3
mile of the proposed aligmment, 14 ol these would require evalualion.

= Two historic buwildings would require evaluation for significance.

e A iotal of 767 residences occar within 0.3 mile of the Fakkema Road option and a total 1,246
ocelir along the Crescent Harbor Road option.  Approximalely 656 residences along are the
Fakkema Road commection and 1,133 arc along the Crescent Harbor Road opiion on Whidbey
Tsland. Approximately 113 residences arc within 0.5 mile of (he alignment in Skagit Counly.
An estimated 63 residences and & busincsscs lic along the Fakkema Road sub-alignment within
the proposed 200° right-of-way required lor the project, with 96 residences and 9 businesses
alonyg the comparable Crescent Harbor Road sub-alignment.

» Existing roadways along the alighment would be upgraded to major artcrial elassification with a
50 mph speed lintit including Fakkema Road or Crescent Harbor Road, and Silver Lake Road.

s Side sireet inlersections would be primanly stop controlicd and access to the new I aeility would
- be maintained comparable to existing. Timiled access would be required near the ioll plaza
facility, and require minor rerouting of traffic.

ENVIRONMENTAL IMPACTS

Signilicant impacts are expeeted with this alfernative on Federally listed threatened uand endangered
specics as follows:

» The South Fork of the Skagit River and one strcam that support threalened chinook, proposed
threatened buoll trout, and candidale coho salmon populations would be crossed by ths
alipnment.

o Up to 4 baid cagle nests in 2 bald eagle tetritorics are with in the 0.5 mile of the alignment.

» Two and one-half mile of estuarine habitat in Skagit Bay would be potentially affected by the
alignment. ‘These aureas are rccognized as importani wintering and staging habital for
walerlowl, rearing habitat for threatened chinook sahmon, and as spawning/rearing habilal for
hernng, sand ance, ane smelt.
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Of the 2.5 milc of estuarinc habitat crossed by the bridge, approximately 1.5 miles are through
eelgrass habitat, an imporiant habitat critical for supporting several priority fish spectes and
other marine life. Celgrass beds are considered to be irreplaceable and avoidance is the
recommendad miligation.

These impacts would present serious obstacles for obtaining approval by the US Fish and Wildlife
Service and National Marine Fisheries Service.

Af lcast 16 foresied, emergent, and scrub-shrub- wetland areas and open water habitat would
potentially be affected by the alignment. Onec of the emergent weilands along the Crescent
Harbor Road alignment is a large syslem {80+ acres) recognied by Washingten Department of
Fish & Wildlife as a Statc priority habitat. Adequate mmitigation may be achieved through
avoidance and mininmiation measwes.

All of the slignment along Fir Tsland Road lies within the 100-year floodplain, including the
interchange ai 1-5. Compensatory Nood storage would need to be provided for all arca lost due
o the project.

LAND USE AND ECONOMIC DEVELOPMENT IMPACTS

Approximatcly 43 acres of agricultural land would need to be acquired for right of way in
Skagit County. Approximately 10 acres would be needed for the right of way along the
Fakkema Road option, and no agricultural kand would be needed for the right of way along the
Crescenl Harbor Road option.

Construction would occor in designated shoreline areas. The Shoreline Master Programs of
Skagit and lsland Counties stipulate fhat roadway construction shafl be located away from
shoreline areas whenever feasible.

Shorelines of Statewide Significancce that would be affected include Skagit Bay manne
shoreline of Skagit County, the Skagit Bay marine shorcline of Whidbey Tsland, and the South
Fork of the Skagit River in the projcct vicinity. Shorclines of Statewide Signilicance ars given
higher priority for protection and preservation than other designated shoreline arcas.

Aporoximately 18 frms and 12 businesscs could be affecied along the Fakkena Road option,
or lor the Crescent Harbor Road option 18 farms and 25 business could be affecied.

Bridge would cross commercial and tribal crab and fish harvesimg arcas.

FINANCIAL FEASIBILITY

Planning Level Construction Cost Bsiimate: $183.4 mmilion including readway, bridge, right of
ways, and traffic niligation.

Signal upgrades at the Conway inlerchange at I-5 are included in the conceptual cost estimale.
Signalized conlrol at SR 20 is included in the conceptual cost estimale. Other signalized
interscctions may he in Conway near SR 530

Operations and Maintenance costs for the project arc catimated (o be $1.098 million annually.
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Project level rale of retum would range from 3.4% to 3.7%, which would not be attractive to
investors.

TRAVEL TIME BENEFITS

A fiftcen-minute (ot nine-minute) reduction in syslem average travel time is estimated between
Oak Harbor and Mounl Vernon via the Fakkema Road {or via the Crescenl Harbor Road)
oplion compared with fisture year 2020 No Action estimated fravel time of 90 minutes.

An eleven-mimute {or sight-mimue} reduction in system average travel time between Osk
Harbor and Anacortes via (he Fakkema Road {or via the Crescent Harbor Road) option
compared with future year 2020 No Aclion cstimated travel time of 72 minntes.

A sixty-stx-minute {or 49-mimite) reduction in sysiem average travel time between Oak Harbor
and Gverett via the Fakkcma Road connection (or via the Crescent Hurbor Read) compared
with future year 2020 No Action cstimated travel bme ol 238 minuies.

Travel lime savings would be significant on SR 20 to Mount Vernon and to Anacortcs from
Oak Harbor, at 21-23 and 16-17 minules, rcspmﬂvaly, showing a rangc for the Fakkema Road
and Crescent Harbor Road alignmentis.

Travel time savings would be significant between Qak Harbor and Everedl either via SR 20 (36
to 40 minutes) or via the ncw bridge (47 to 59 mmules). The ranges shown reflcct the Fakkema
Road and Crescent Farbor Road alignments, respectively.

Under a toll bridge operation, year 2020 PM peak hour operation on SR 20 at the Deccption
Pass Bridge would be LOS F, with LOS B on the new bridge.
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SUMMARY OF FEASIBILITY MEASURES

Bridge from Strawberry Point on North Whidbey Island te North Stanwood

DESCRIPTION OF ROUTE

Fast from SR 20 on new alignment to Crescent Harbor Road, follow Crescent Harbor Road Lo new
alignment to Strawberry Poinl Road, then a 6-mile bridge over Skagit Bay heading seutheast to SR
530 onnew alignment, then east along 300" Strcet NW to I-5 mierchange.

SOCIAL IMPACTS

s+ ‘Three hunter-lishcr-gatherer archaeological sites are located within 0.5 mile of the alignment
and would requirc cvaluation. No mistoric archacalogical sites were identified.

e No historic structures were identificd within €.5 mile ol the alignment.

» Approximately 1,391 residences lie within the 0.5 mile of the alignment; 1,180 on Whidbey
island and 211 in Snohomish County. An cstimated 87 residences and 4 businesses lic within
the proposed 2007 righi-of-way required lor the project.

+ Existing roadways along the alignment would be upgraded to major arterial classification with a
50 mph speed limit including Crescent Harbor Road and 300" Street NW,

o  Side streel mtersections would be primarily stop controlied and access to the new facility would
be maintained comparable to existing. T.imited acccss would be tequired near the toll plaza
facility, with minor rerouting of raffic.

ENYVIRONMENTAL IMPACTS

Significant impacts are expecied with this alternative on Federally listed threatened and cndangered
species as lollows:

» Two salmon-accessible sireams would be potentially aflected by the alignment.
o ‘I'hree hald cagle nests in three bald eagle territorics are within 0.5 milc of the alignment.

e Two and one-hulf mile of cstmarine habitat in Skagit Bay would be polentially affected by the
alipnment. These arcas arc recognized as importani wintering and staging habital [or
watcrfow), spawning/rearing habitat for threatened chinook salmon, proposed threatened bull
trout, and as spawning/rearing habitat for hemng and smelt.

s Of the 2.5 mile ol cstuarine habitat crossed by the bridge, approximately 0.3 mile are through
cclgrass habifal; an important habitat critical for supporting several priotity fish species and
other marine life.

o These impacts would present serious obstacles for obtaining approval by the US Fish and
Wildlife Service and National Manne Fisherics Service.

Puarametrix, Inc, o-3-1 Morik Whidhey Irland Access Feasibility Study
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s  Af Icast 60 emergent imd forested wetland areas and open water habitat would potentially be
affected by the aligmment. One ol the emergent wetlands is a large system (30+ acres)
recognized by Washington Depariment of Fish & Wildlife as a State priority habital. - Adequate
mitigation may be achieved through avoidance and minimization measures.

LAND USE AND ECONOMIC DEVELOPMENT IMPACTS

» Approximately 16 acres of agricultfural land would need to be acquired for right of ways; nonc
in Island County and 16 acres are in Snohemish County,

e Approximalely 2.5 mile of new roadway would be located in shoreline areas under Spohomish
County jurisdiction, including tidelands. Crossing of tidclands, shorclands, and marshes, bogs,
or swamps for roads and railroads is prohibited by the County unless no viable upland
altermative exisls {Section 18, Snohomish County Shoreline Management Program).

e Consiruction wonld ocour in designated Island County shoreline aress. The Tsland County
Shoreline Master Programs stipulates that roadway construction shall be localed away from
shoreling arcas whenever feasible.

s Shorelines of Stalewide Significance that would be alTecled include the marine shoreline off
Skagit County, Island County and Snohomish Counly in ihe project vicinity. Shorelines of
Statewide Significance arc given higher prionily for proleciion and preservation than other
designated shorelme areas.

s Approximately 22 farms and 11 businesses are located within a 0.5 milc of the alignment.

e The bridge would cross commercial and tribal crab and fish harvesting areus.

FINANCILAL FEASIRILITY

s Planning Level Construction Cost Hsiimate: $260.3 million inclading roadway, bridge, right of
ways, and traffic mitigation.

¢ Signal upgrades at the -5 inlerchange arc included in the conceptual cost estimate. Signalized
control at SR 20 is included in the conceptual cost estimate, Other signahized miersections may
include SR 530 and key intcrscctions along Crescent [Harbor Road.

s Operations and Maintenance costs for the project arc cstimated to be $1.417 million annually.

e Projcct level rate of return would range fiom 5.8 to 6.6%, which would not be attractive to
investors.

TRANSPORTATION PERFORMANCE

s An eleven-minule reduction in system average (ravel Ume is estimated between Oak Llarbor and
Mount Vemon comparcd with fiiture year 2020 No Aclion estimated travel time of 90 minutes.

¢ A nine-minute reduction in system average {ravel time is cstimated between Oak Harbor and
Anacorles comparcd with fulure year 2020 No Action cstimated travel time of 72 niinules.
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* A nipety-six-minuie reduction in system average travel time is estimated between Oak Hatbor
and Everett compared with firture year 2020 No Action cstimated trave! time of 238 minutes.

e ‘Travel time savings would be significant on SR 20 to Mount Vernon and to Anacortes from
Oak Harbor, 22 and 16 minutes, repsectively.

« ‘I'ravel time savings would be significant betwoen Oak ITarbor and Everctt cither via SR 20 (44
minates) or via the new bridge (71 minutes}.

e Under a toll bridge operation, year 2020 PM peak hour operation on SR 20 at the Deception
Pass Bridge would be LOS C with low toll and LOS E with bigh teli, with LOS C-D on the
new bridge.
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SUMMARY OF FEASIBILITY MEASURES

Ferry From Whidbey Island to Vicinity of North Stanwood

DESCRIFTION OF ROUTE

A ferry un from Whidbey Island (o a terminal located al the west end of & bridge extending out
into Skagit Bay. The fcrry would depart from a new ferry terminal located near either Strawbemy
Point, or Oak Harbor, or downtown Coupeville. The castside ferry terminal would be located on 4
5 4-milc bridge/dock aligned with an 0.8-mile extension of 300™ Street NW in the vicimity of Noith
Stanwood.

SOCTAL IMPACTS

One hunter-fisher-gatherer archaeological site near the proposed Strawberry Point torminal,
or four hunter-fishcr-gatherer sites near the proposed Oak Harbor (lerminal, or
approximately 30 sitcs along the shores of Peon Cove are located within 0.5 miles of the
alipnment and would need evaluation depending on the location of the terminal.

Wave action from the ferry may adversely affect archaeological sites along Utsalady Point,
Poluelt Point, Maylor Poini, and Penn Cove depending on the route.

National Liisteric District: The proposed Coupeville ferry terminal might impact the Ebey’s
Landing National Historical Reserve, which includes Coupeville and porfions of Penn
Cove. This would raisc Scetion 41 issues and permitting is not expected to be oblained for
this ferry terminal location.

Approximalely 4 residences hie within 0.5 mile of the alignmeat in Snohomish County and
all would poientially be affecied by the proposed 200° right-of-way required for the project.

ENVIRONMENTAL IMPACTS

Significant impacts ave expected with this altermative on Federally listed threatened and endangered
species as follows:

For all ferry oule altermatives, iwo salmon-bearing streams would be potentially affected.
Three bald cagle nests in three bald eagle lenilorics arc within 0.5 mile of the ahgnment.

A two and one-half mile of esiuarine habitat in Skagil Bay would potentially be affected by
the bridge/dock alignment. These areas arc rceognized as important winlering and staging
habitat for waterfow], spawning/rearing habitat for threatened chinock salmon, proposed
threatened bull trowt, and as spavming/rearing habitat for herring, and smelt.

Of the 2.5 mile of cstuarine habilat crossed by the bridge/dock, approxnmately 0.3 mile arc
through eelgrass habitat; an imporiant habitat critical for supporting several priority fish
species and other marine [ife. Belgrass beds are considored to be imreplaccable and
avoidance is the recormumended mmiigation.
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Thesc impacts would present serious obstacles for obtaining approval by the US Fish and Wildlife
Service and National Manne Fishertes Service,

e At least 60 emergent and forested wetland areas and open water habitat would potentially
be affected by the alignment. Adequate mitigation may be achieved through avoidance and
rminimization measures,

LAND USE AND ECONOMIC DEVELOPMENT IMPACTS

s Sixicen acres of agricultural land in Snohomish County would be acquired for the ferry
landing and along the 300™ Sireet NW to SR 530 tight of way.

e The 2.5 mile dock in the Stanwood vicinity would be located in infertidal wetlands in
Snohomish County shoreline jurisdiction. These wetlands are designated and Prionty
Hahitat by WDFW. Snohomish County shoreline rcgulations state “The location, design,
comatriction and operation of boating facilities [including piers and docks] should cndeavor
{o minimize any adverse afTects on priority habitats, {ish and shellfish resourccs, and the
achacent arcas.”

a  Shorelines of Stalewide Significance that could be affected mclude the Skagit Bay marine
shorcline of Islynd County and Snohomish County in the project vicinity. Shorelines of
Statewide Significance are given higher priority for protection and prescrvaiion than other
dcsignated shorelme arcas. '

+ Four famms lie within 0.5 mile of the proposed alignment in Snohomish County.

» A ferry tanding at Coupeville could adversely altect commercial and {ribal shellfish harvest
areas, depending on the location of the landmg,

s Feny taffic across Skagit Bay would cross fishing areas, potentially disrupt fishing
activities, and could rcsnlt in loss of fishing gear.

FINANCIAL FEASIBILITY

» Planning Level Construction Cost Estimate: Single ferry operation with landing at
Sirawberry Point - $221.7 million. I'wo ferry operation with landing af Oak Harbor or
Coupeville - $297.7 million. These estimales include roadways, bridge/dock, right of ways,
traffic mitigation, ferry vesscl, and feny terminals.

o Operations and Maintenance costs for the project are estimated to range from §7.8 million
amnually for the single ferry operation to Strawberry Point to $12.4 million smmuaily for two
ferry operation o cither Oak Harbor or Coupeville.

» Project level rate of relurn for fetry operations was not cvaluated, since ferry revenues are
nol expecled to cover gnnual lerry operating costs, much less repay the construction or
capiful costs of the altemalives,
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TRAYEL TIME BENEFITS

+ A one-minute fucrease in system average travel time is estimated for travel from Oak
Harbor to Mount Vermon when departing from Strawberry Point compared fo fulure year
20120 No Actien estimated system average travel timé of 90 minules. When depariing from
Oak Harbor, the trip is estimated to be one minute lcss than the No Action time, and when
departing from Coupeviile, the trip is estimated Io be four minutes longer than the No
Action travel hme.,

o For all three possible forry terminal locations, a three-minate reduction 1n system average
travel time 1s estimated between Oak Llarbor and Anacortes compared to fulure year 2020
No Action estimated system average travel time of 72 mintiles.

* A thitty-six {or eighteen) minute fmcremse in system average travel timc between Oak
Harbor and Evcrctt is estimated when departing on the ferry at either Qak Harbor (or
Coupevillc). When departing from Strawberry Point, a 25-minufe reduction in system
average travcl time is estimated compared 1o the litere year 2020 No Action estimaled
syslem average travel tinie of 238 minutes between Oak Harbor and Everett.

s Year 2020 PM peak hour opcraiion on SR 20 at the Deceplion Pass Bridge would be LOS
F, with any of the ferry options. Ferry operation would be at capacity or LOS E,

FParametric, Inc. : C-4-3 Nowth Whidbap Island decess Feoasibility Study
Sanary 204 Sunmiary Sheet for Ferry Altermatives
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