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This document has been prepared to satisfy the requirements of the State Environmental Policy Act (SEPA),
Chapter 43.21C of the REvised Code of Washington, the SEPA Guidelines contained in the Washington
Administrative Code 197-11, Title 14.02 of the Bothell Municipal Code, and Title 30.61 of the Snohomish County
Code (The Snohomish County Environmental Policy Ordinance). This document is not an authorization for an
action and does not contain any decision or recommendation for an action. It will acompany a recommended action
and will be used in making the ﬁnal decision on the proposal.
TTY users may call: 1-800-833-6388.

Date of Issue: November 2, 2006
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FACT SHEET
Project Title:

Bothell Connector Project

Nature and Location of
Proposal:

The City of Bothell and Snohomish County propose to construct
an arterial connector or roadway between the vicinity of 240th
Street SE and Maltby Road in southwest Snohomish County.
The proposed project would be accomplished in two phases.
The initial phase would construct a “south segment” arterial
roadway from just south of 240th Street SE to just north of
228th Street SE. The roadway would have either three or ﬁve
lanes along the majority of the alignment, with either one or two
general purpose lanes in each direction and a two-way center
turn lane. Other project elements would include bicycle lanes,
planting strips, and sidewalks on both sides of the roadway,
reconﬁgured and signalized intersections, stream crossings, and
stormwater and wetland mitigation facilities.
Where feasible, the ﬁve-lane roadway would be reduced to four
lanes at wetland and stream crossings to minimize potential
impacts. The reduced road width would omit the two-way center
turn lane and planting strips. The three-lane roadway would
retain the center turn lane and planting strips
A second (future) phase of the project would improve the “north
segment” of 39th Avenue SE from just north of 228th to Maltby
Road. This phase would widen the existing 39th Avenue SE
from two lanes to between three and ﬁve lanes. If widened to
ﬁve lanes, 39th would include two general purpose lanes in
each direction and a two-way center turn lane. If widened to
three lanes, the roadway would include one general purpose
lane in each direction and a two-way center turn lane. Other
project elements for either three lanes or ﬁve lanes would
include bicycle lanes, planting strips, and sidewalks on both
sides of the roadway, reconﬁgured and signalized intersections,
and stormwater and wetland mitigation facilities.

Alternatives:

Action Alternatives
Three Four action alternatives have been developed for the
initial phase (south segment) of the project and are evaluated in
this Draft Environmental Impact Statement (EIS). These include:
Alternative 1a - Under Alternative 1a, 39th would be extended
from just south of 240th to just north of 228th. The proposed
alignment would begin near the existing 39th/240th intersection
and continue north to a point approximately 800 feet north of
the 39th/228th intersection. Alternative 1a proposes a 3-lane
roadway.

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page ii

Alternative 1b - The Alternative 1b alignment is the same as that
described for Alternative 1a. Under Alternative 1b, the roadway
would have ﬁve rather than three lanes throughout most of the
alignment.
Alternative 2 - Under Alternative 2, 35th would be widened from
two lanes to ﬁve lanes between 228th and 240th, and additional
road improvements would be made to 228th and 240th between
35th and 39th.
Alternative 3 - Under Alternative 3, a new roadway would be
constructed utilizing portions of the existing 35th and 39th
roadways. The new roadway would originate just south of the
39th/240th intersection and follow a gentle northwesterly curve
to connect with 35th near 236th. The existing 35th roadway
would be widened from 236th to 228th. The alignment would
gently curve northeast to connect with 39th approximately 1,500
feet north of the 39th/228th intersection. Alternative 3 would
include a 5-lane roadway.
Under all action alternatives, roadway improvements in the
north segment would be completed during a potential future
project phase.
No Action Alternative
A No Action Alternative (Alternative 4) is also evaluated in
this Draft EIS. Under the No Action Alternative, the Bothell
Connector Project would not be constructed. Some minor
roadway improvements would be completed on existing
portions of the road network in the project area as part of other
separately funded projects and programs.
Proponents:

City of Bothell
Snohomish County

Expected Date of
Implementation:

The initial phase (south segment) of the project could begin in
2007 2010 pending the availability of funding and obtaining the
required environmental licenses, permits, and approvals (see
list under Licenses, Permits, and Approvals).
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Dave ZabellDouglas Jacobson, P.E., Director
City of Bothell Public Works Department
9654 NE 182nd Street
Bothell, WA 98011
(425) 486-2768
Peter E. HahnSteven E. Thomsen, P.E., Director
Snohomish County Public Works
2930 Wetmore Avenue
3000 Rockefeller Avenue, MS 607
Everett, WA 98201
(425) 388-3488

Comments on the
Draft EIS:
to whom written
comments should be sent

Steven M. Morikawa, P.E., Senior Project Manager
City of Bothell Public Works Department
9654 NE 182nd Street
Bothell, Washington 98011

Contact Person:
for questions
and information

Steven M. Morikawa, P.E., Senior Project Manager
City of Bothell Public Works Department
9654 NE 182nd Street
Bothell, WA 98011
(425) 486-2768
Tony StigallJulie Highton, Senior Planner II
Snohomish County Public Works
2930 Wetmore Avenue
3000 Rockefeller Avenue, MS 607
Everett, Washington 98201
(425) 388-3488 extension 2341

Licenses, Permits,
Approvals:

This Draft Final EIS is intended to provide environmental
review under the State Environmental Policy Act (SEPA) for the
licenses, permits, and approvals necessary to build the south
segment of the proposal. Potential permits and approvals are
listed below, although not all of them may be required. The
future phase (north segment) improvements for the project
would be subject to additional environmental review.
City of Bothell
•

Grading Permit

•

Right-of-Way Permit

•

Critical Area Alteration Permit

•

Building Permit

•

Demolition Permit
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Snohomish County
•

Grading Permit

•

Compliance with Snohomish County Code Title 30.63A
(Drainage) and Title 30.62 (Critical Area Regulations) will be
required.

•

Demolition Permit

State of Washington
•

Hydraulic Project Approval (HPA), Department of Fish and
Wildlife

•

Cultural/Historic Resources Review and Consultation, State
Historic Preservation Ofﬁcer

•

National Pollutant Discharge Elimination System (NPDES)
Stormwater Permit, Department of Ecology

•

Section 401 Water Quality Certiﬁcation, Department of
Ecology

Federal

Authors and Principal
Contributors:

•

Section 404 Permit/Clean Water Act, U.S. Army Corps of
Engineers

•

Compliance with Section 106 of the National Historic
Preservation Act will be required.

•

Compliance with the Endangered Species Act (ESA) (16
USC Section 1536) will be required.

Research and analyses were provided by the following
agencies/consultants:
Snohomish County Public Works
City of Bothell Public Works Department
Shapiro and AssociatesAMEC Earth and Environment,
Inc. (Project Management and EIS Preparation: Geology and
Soils, Water Resources, Wetlands, Wildlife and Vegetation,
Hazardous Materials, Land and Shoreline Use, Right-of-Way
and Displacements, Socioeconomics, Cultural Resources,
Transportation, Air Quality, Noise, Public Services and Utilities,
Visual Resources)
Mirai Associates (Transportation)
Universal Field Services (Right-of-Way and Displacements)
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Date Draft EIS Issued:

June 1, 2004

Comments on Draft EIS:

Written comments on the Draft EIS are due to the City of Bothell
on July 15, 2004.

Public Comment Meeting
on Draft EIS:

A public meeting to discuss the Draft EIS will be held on June
15, 2004 from 6:30 p.m. to 8:30 p.m. at the International Union
of Operating Engineers (IUOE) building at 18701 120th Avenue
NE, Bothell, WA. An open house from 6:30 p.m. to 7:30 p.m. will
allow interested parties to view information and ask questions.
Staff will make a presentation at 7:30 p.m.
Accommodations for persons with disabilities can be arranged
for the Draft EIS public comment meeting upon request. Please
make arrangements at least three days before the meeting by
contacting the Americans with Disabilities Act (ADA) Coordinator
at 425-486-3256. For TTY for the hearing impaired, contact the
Washington State Relay Operator/Service at 1-800-833-6388.

Final Action:

The City of Bothell and Snohomish County propose to
identifyhave identiﬁed a preferred alternative in the this Final
EIS. The process to identify the Preferred Alternative will
taketook place after the Draft EIS comments have had been
received. The process will includeincluded an opportunity
for the public to provide input to decision-making ofﬁcials.
The Preferred Alternative, Alternative 1a, is a modiﬁcation of
Alternative 1 evaluated in the DEIS. Alternative 1a proposes a
3-lane roadway extending north from the existing 39th/240th
intersection and to a point approximately 800 feet north of the
39th/228th intersection. The ﬁnal action could be any one or a
combination of the alternatives evaluated, including No Action.
After the this Final EIS is issued, the City and County will select
the ﬁnal alternative. A Notice of Action informing the public of the
selected alternative and the appeals process will be issued and
published in the newspaper(s) of record.
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The Draft Final EIS is available for review at the following
locations. Primary technical materials are in the technical
appendices listed in the Table of Contents.
Bothell Regional Library
18215 98th Avenue NE
Bothell, WA 98011
Ph: 425-486-7811
Snohomish County Public Works Department
2930 Wetmore Avenue (Wall Street Building)
3000 Rockefeller Avenue, MS 607
2nd Floor Customer Service Counter
Administrative Building East
Everett, WA 98201
Ph: 425-388-3488
The public may review the Draft and Final EIS, technical
appendices, background data, and materials incorporated by
reference at the City of Bothell ofﬁce listed below.
City of Bothell Public Works Department
9654 NE 182nd Street
Bothell, WA 98011
Ph: 425-486-2768

To Obtain a Copy
of the Draft FinalEIS:

Hardcopies of the Draft and Final EIS are available at the
following locations (Vol. I Draft EIS = $18.50, Vol. II Draft EIS =
$33.00, and Final EIS = $15.00). It is also available in portable
document format (PDF) on a CD-ROM at the same locations at
no cost.
City of Bothell Public Works Dept.
9654 NE 182nd Street (Dawson Building)
Bothell, WA 98011
Ph: 425-486-2768
Snohomish County Public Works Dept.
3000 Rockefeller Avenue, MS 607
Everett, WA 98201
Ph: 425-388-3488
The Draft and Final EIS can also be viewed on the internet at
www.ci.bothell.wa.us.
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The Bothell Connector Project is a two-phase roadway project proposed by the City of Bothell
(City) and Snohomish County (County). These agencies propose to build a new roadwayminor
arterial1 from just south of 240th Street SE in the City of Bothell to just north of 228th Street SE
in southwestern Snohomish County. A future second phase of the project includes widening 39th
Avenue SE from two lanes to either three or ﬁve lanes from just north of 228th to Maltby Road
(SR-524). The project area is shown in Figures 1-1 and 1-2.
The proposed project is being planned, reviewed and would be built in two phases and is part
of a phased environmental review. The ﬁrst phase involves constructing the south segment of
the project from just south of 240th to just north of 228th. The south segment improvements
are listed in the City of Bothell’s adopted six-year Transportation Improvement Program (TIP).
Three Three alternative alignments and the a No Action Alternative wereare analyzed in the this
Draft Environmental Impact Statement (DEIS). Preliminary plan and proﬁle designs have been
developed for each of the three alternative alignments (see Chapter 2 of this document and
Appendix A of the Draft EIS). This Draft EIS provides a detailed (or project-level) environmental
analysis of these alternative alignments and includes an analysis of the preferred alternative.
The preferred alternative (referred to as Alternative 1a) is a modiﬁcation (reduction from ﬁve
lanes to three lanes) of Alternative 1 (now referred to as Alternative 1b) presented in the Draft
EIS. The preferred alternative was selected based on further design review and incorporation of
public and agency comments on the DEIS.
The second phase of the project would improve 39th from just north of 228th to Maltby
Road. The two-lane road would be widened to either three or ﬁve lanes. This future phase
of the project, which would be located entirely within unincorporated Snohomish County,
is not currently included in the County’s adopted six-year TIP as a 3-lane roadway. A
preliminary design has not yet been developed for the north segment of the project. As a
result, the environmental analysis for the north segmentwill be phased, meaning that the
project and associated impacts are is presented in broad terms in this documentDraft EIS.
A subsequentAdditional environmental analysis and review would be required for the north
segment once preliminary design work has been completed.

1

Minor arterials connect the arterial system to local neighborhoods. They serve as the primary through route between neighborhoods and other distinct areas, and they can serve as truck toutes for through freight trafﬁc (Bothell 2004).
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WHAT IS THE PURPOSE OF THE PROJECT AND WHY IS IT NEEDED?

The purpose of the proposed project is to improve capacity, mobility, and safety on the northsouth arterial roadway network that extends frombetween 240th toand Maltby Road.
This project is needed because:
•

The existing roadway system is not well integrated with the Eastside regional transportation
system due to lack of connectivity.

•

The area between 240th and Maltby Road is rapidly developing and lacks a completed
transportation network to support City and County long-range land-use comprehensive
plans.

•

Existing and projected future congestion on local streets exceeds the City’s and County’s
adopted intersection level-of-service (LOS) standards.1

•

The existing roadway is not adequate to safely meet the existing and future multipurpose
needs of vehicles, trucks, transit, bicycles, and pedestrians.

1.3

WHAT ARE THE OBJECTIVES OF THE PROJECT?

The objectives of the Bothell Connector Project are toinclude:

•
Establish a critical link in a proposed regional arterial roadway network connecting south
Everett to Woodinville.
•
Relieve trafﬁc congestion on collector and minor arterial roadways in the northeast
quadrant of the City of Bothell, including Fitzgerald Road (27th Avenue SE) and 35th Avenue
SE.
•
Shift trafﬁc off local streets such as 45th Avenue SE, thereby reducing trafﬁc volumes
and improving trafﬁc ﬂow in residential areas.
•
Develop a limited-access roadway for north-south travel between 240th and 228th that
improves trafﬁc mobility.
•
Design a roadway that minimizesMinimize on total miles traveled and potential air and
noise impacts on adjacent neighborhoods., including total miles traveled and potential air and
noise impacts.

Source: Snohomish County 2004
1

LOS is a measure of congestion and delay that estimates how well an urban or rural roadway operates. LOS
is deﬁned as a qualitative measure describing operational conditions within a trafﬁc stream and its perception
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WHAT IS THE PURPOSE OF THE PROJECT AND WHY IS IT NEEDED?

The purpose of the proposed project is to improve capacity, mobility, and safety on the northsouth arterial roadway networkthat extends frombetween 240th toand Maltby Road.
This project is needed because:
•

The existing roadway system is not well integrated with the Eastside regional transportation
system due to lack of connectivity.

•

The area between 240th and Maltby Road is rapidly developing and lacks a completed
transportation network to support City and County long-range land-use comprehensive
plans.

•

Existing and projected future congestion on local streets exceeds the City’s and County’s
adopted intersection level-of-service (LOS) standards.2

•

The existing roadway is not adequate to safely meet the existing and future multipurpose
needs of vehicles, trucks, transit, bicycles, and pedestrians.

2

LOS is a measure of congestion and delay that estimates how well an urban or rural roadway operates. LOS
is deﬁned as a qualitative measure describing operational conditions within a trafﬁc stream and its perception
by motorists and/or passengers. These conditions are usually described in terms of such factors as speed and
travel time, freedom to maneuver, trafﬁc interruptions, comfort and convenience, and safety.
LOS D is the City of Bothell’s acceptable standard for intersections of arterial roads within the city, based on a
scale from A (best) to F (worst) (City of Bothell 19942005). Snohomish County has designated LOS E as the acceptable standard for arterial units intersections in urban areas of the county (Snohomish County 1995). For the
proposed project, all action alternatives are designed to meet a minimum of LOS D.
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WHAT ARE THE OBJECTIVES OF THE PROJECT?

The objectives of the Bothell Connector Project are to include:
•

Establish a critical link in a proposed regional arterial roadway network connecting south
Everett to Woodinville.

•

Relieve trafﬁc congestion on collector and minor arterial roadways in the northeast quadrant
of the City of Bothell, including Fitzgerald Road (27th Avenue SE) and 35th Avenue SE.

•

Shift trafﬁc off local streets such as 45th Avenue SE, thereby reducing trafﬁc volumes and
improving trafﬁc ﬂow in residential areas.

•

Develop a limited-access roadway for north-south travel between 240th and 228th that
improves trafﬁc mobility.

•

Design a roadway that minimizesMinimize on total miles traveled and potential air and noise
impacts on adjacent neighborhoods., including total miles traveled and potential air and
noise impacts.

•

Incorporate roadway design and safety features to accommodate projected trafﬁc
volumes and turning vehicles associated with planned urban growth in Bothell and nearby
communities in compliance with the Growth Management Act.

•

Incorporate roadway design and safety features to accommodate projected trafﬁc
volumes and turning vehicles associated with planned urban growth in Bothell and nearby
communities.
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WHAT IS THE HISTORY OF THE PROJECT?

Planning for the Bothell Connector Project has been ongoing since the 1970s. The following
is an overview of planning and policy documents that have addressed north-south arterial
improvements within the project area.
1.4.1

1977 North Creek Area Comprehensive Plan

Adopted in May of 1977, the North Creek Area Comprehensive Plan (Snohomish County
1977) established planning goals and policies for the North Creek Subarea. The North Creek
Subarea extends to Interstates 5 and 405 (I-5 and I-405) to the west; the Snohomish-King KingSnohomish county line to the south; and the Snoqualmie River, Snohomish River, and Lowell
Bluff Road to the east.
Transportation Policy No. 13 of this plan recognizes the need for better east-west and northsouth transportation access in the planning area. The plan indicates that road improvements
for 39th between 228th and Maltby Road were identiﬁed in the 1971 Snohomish County
Transportation Plan, but that the funding availability and timing for those improvements and
other listed projects were not known. According to the 1977 plan, an additional countywide
transportation study would likely be required before any of the listed projects would be funded.
On October 2, 1991, the plan was amended to require concurrent development of the business
park zone (bounded by I-405, Fitzgerald Road, 240th, and 39th) and the extension of 39th from
240th to 228th (Snohomish County Council Amended Motion 91-243).
1.4.2

1985 39th Avenue SE Draft and Final EIS

On June 6, 1985, the Snohomish County Department of Public Works issued a State
Environmental Policy Act (SEPA) Draft EIS for the construction of a new roadway and the
widening of existing portions of 39th (Snohomish County 1985a). The stated purpose of the
project was to provide a safer, more-efﬁcient, higher-capacity road between Maltby Road and
the King-Snohomish county line. The EIS evaluated three alternatives. The preferred alternative
involved would have extending extended 39th frombetween 240th to 228th, and would have
widening widened the existing portion of 39th from 228th to Maltby Road, and realigning the
39th/Maltby Road/York Road intersection. Other alternatives were also evaluated, including a
straight alignment for 39th between 240th and Maltby Road and an alignment on 35th from the
King-Snohomish county line to 212th Avenue SE that would curve east and connect with 39th at
Maltby Road.
The Final EIS issued by Snohomish County on August 30, 1985, concluded that the preferred
alternative would best satisfy the transportation goals of the project, would have the least impact
on houses and tributaries of North Creek, and would be less expensive than improvements to
the 35th corridor (Snohomish County 1985b).
1.4.3

1989 Eastside Transportation Program Recommendations Report

The 1989 Eastside Transportation Program is a multi-jurisdictional, subregional transportation
plan that was part of the Puget Sound Regional Transportation Plan prepared by the
Puget Sound Council of Governments (1989). The plan contains a comprehensive set of
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recommended transportation policies, programs, and projects for the Eastside Transportation
Program study area, which is approximately 260 square miles bounded by Lake Washington to
the west, the Snoqualmie River to the east, Renton to the south, and 180th Street SE to the north.
The report included four categories of recommended roadway improvements:
•

Category 1 projects were the most critical improvements with the highest priority.

•

Category 2 projects had the highest priority for design and protection or acquisition of rightof-way, but actual construction could come at a later date.

•

Category 3 projects were generally more local in nature and less urgent than Category 1
or 2; Category 3 projects enhanced access and balanced travel demand over the regional
system.

•

Category 4 projects were local projects that were less urgently needed than the other
categories.

In the report, construction of a new segment of 39th between 240th and 228th is identiﬁed as a
Category 3 project. Expansion of 39th between 228th and 180th (including bicycle lanes north of
Maltby Road) is identiﬁed as a Category 4 project.
1.4.4

1994 39th Ave SE: 240th Street SE to 228th Street SE Feasibility Study

In 1994, the City of Bothell and Snohomish County conducted a feasibility study for
improvements to 39th between 240th and 228th (Snohomish County 1994). The study
evaluated various alignment alternatives to link 240th to 228th along the 39th corridor. The
report evaluated seven alternatives within the following three north-south corridors:
•

27th Avenue SE (Fitzgerald Road)

•

35th Avenue SE

•

Extension of 39th Avenue SE

These alternatives included widening 35th; widening 27th; extending 39th; safety improvements
to Fitzgerald Road, 35th, and 45th; the future implementation of Trafﬁc Demand Management;
and a No Action Alternative. The study included a trafﬁc analysis and an evaluation matrix that
ranked the social, engineering, and economic aspects of each alternative.
The report identiﬁed two alternatives for further study: the extension of 39th with bicycle lanes
and sidewalks, and the widening/improvement of 35th with bicycle lanes and sidewalks. The
primary beneﬁts attributed to these alternatives were improved trafﬁc ﬂow and concentration of
trafﬁc on a single north-south connector.
1.4.5

1995 Snohomish County Comprehensive Plan

The transportation element of the Snohomish County Comprehensive Plan (Snohomish County
1995) identiﬁes the new construction of 39th from 240th to 228th (or the possible expansion
of the existing road network) as a recommended project to relieve congestion on existing
roadways by drawing trafﬁc away from local roads and improving circulation in suburban
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neighborhoods that are experiencing growth pressures. The Snohomish County Comprehensive
Plan also recommends expanding 39th to three lanes between 228th and Maltby Road.
1.4.6

2005 Snohomish County Comprehensive Plan Update

Snohomish County’s Comprehensive Plan Update (Snohomish County 2006) is the County’s
policy plan to guide growth and development through the year 2025. Included is an update of
the Transportation Element for the entire Snohomish County roadway network including the
39th Avenue SE corridor. The update included an extended and updated list of recommended
County arterial improvements, revisions to concurrency and level-of-service provisions, and
revised level-of-service standards.
1.4.76 1994 City of Bothell Comprehensive Plan
The transportation element of the City of Bothell Comprehensive Plan (City of Bothell 1994)
lists the extension and widening of 39th from 240th to 228th as a “streets and highways action
item.” The Comprehensive Plan identiﬁes this extension and widening project as a new ﬁve-lane
north-south arterial connection and indicates that an alternative project would be to improve
35th to the same standards.
The Fitzgerald/35th Avenue SE Subarea Plan element of the Bothell Comprehensive Plan also
identiﬁes the improvement of 35th and/or 39th as a planned project. Transportation Policy No.
1 of the Subarea Plan states that either 35th or 39th should connect between 240th and 228th
as minor arterials, and that the route option selected for improvements should be designated
as part of the Bothell boulevard system and developed to City boulevard standards. Action Item
No. 2 calls for the City to coordinate with Snohomish County to study the feasibility of extending
and improving 39th to connect 240th and 228th, or for improving 35th.
1.4.8

City of Bothell Comprehensive Plan 2004 Plan Update

The City of Bothell’s Comprehensive Plan 2004 Plan Update (City of Bothell 2005) is the city’s
policy plan to guide growth and development through the year 20132025. This included an
update of the Transportation Element for the entire Bothell roadway network including the 39th
Avenue SE corridor. The element included an update of the City’s transportation project list
and identiﬁed improvements for its entire arterial network. Also included were updated land use
assumptions, trafﬁc information, and transportation goals and policies.
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WHAT ARE THE PROJECT BOUNDARIES AND WHY WERE THEY SELECTED?

The southern terminus of the Bothell Connector Project is nearjust south of the intersection
of 39th and 240th; the northern terminus of the project is the intersection of 39th and Maltby
Road (see Figure 1-2). The project area is bounded by 31st Avenue SE on the west and 45h
Avenue SE on the east. These boundaries were selected because they allow for the evaluation
of related improvements throughout the project corridor, rather than a piecemeal evaluation of
related but separately programmed short-range improvements.
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WHAT ALTERNATIVES ARE EVALUATED IN THIS DRAFT EIS?

Three alternative alignments are were evaluated in thethis Draft EIS for the south segment
of the project, as shown in Figure 1-3, along with the No Action Alternative. North segment
improvements are shown in Figure 1-4. A preferred alternative, which is a modiﬁcation of
Alternative 1, has been identiﬁed subsequent to the issuance of the Draft EIS. The potential
impacts resulting from the construction and operation of the preferred alternative are included in
this Final EIS.
The three alternative alignments in the south segment of the project area are:
•

Alternative 1a: 39th Avenue SE Alignment (Preferred Alternative) (3 lane)

•

Alternative 1b: 39th Avenue SE Alignment (5 lane)

•

Alternative 2: 35th Avenue SE Alignment

•

Alternative 3: 35th/39th Avenue SE Alignment

The Preferred Alternative will be three lanes through the south segment, with one travel lane
in each direction and a two-way center turn lane. Other project elements include bicycle lanes,
planting strips, and sidewalks on both sides of the roadway; intersection improvements and
signalization; stream crossings; and stormwater detention ponds. Where feasible at wetland
crossings and other sensitive areas (e.g., streams and steep slopes), the roadway cross-section
width could be reduced by eliminating planter strips to minimize impacts on these resources. For
all the remaining three action alternatives, the roadway would be ﬁve lanes along most of the
alignment, with two travel lanes in each direction and a two-way center turn lane. Other Like the
preferred alternative, other project elements for the remaining action alternatives include bicycle
lanes, planting strips, and sidewalks on both sides of the roadway; intersection improvements
and signalization; stream crossings; and stormwater detention ponds. Where feasible at wetland
crossings and other sensitive areas (e.g., streams and steep slopes), the roadway would be
reduced to four lanes to minimize impacts on these resources. Where four lanes are proposed,
there would be no two-way center turn lane or planting strip. For all alternatives, the roadway
would have posted speeds of 35 miles per hour.
A brief description of the alternatives is provided below:
v

Alternatives 1a and 1b – A new roadway would be built extending 39th from just south of
240th to 228th. This new roadway would connect to the existing 39th north of 228th near
223rd Street SE.

v

Alternative 2 – 35th would be widened from two to ﬁve lanes between 240th and 228th.
Similarly, 240th and 228th would be widened to ﬁve lanes between 35th and 39th. A small
section of 39th would be widened to ﬁve lanes south of 240th. Also, a small section of 39th
north of 228th would be widened.

v

Alternative 3 – A new roadway would be built from just south of the intersection of 39th and
240th. This roadway would gently curve to the northwest and would connect to 35th at its
intersection with 236th Street SE. Between 236th and 228th, 35th would be widened from
two to ﬁve lanes. North of 228th, a new 5-lane roadway would be built heading northeast
and transition down to 3 lanes. This new roadway section would connect with 39th just south
of 223rd.
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No Action Alternative – The Bothell Connector Project would not be built. Other
programmed roadway improvement projects would occur. Development of the area would
continue. As a result, portions of the road network within the project area would likely be
modiﬁed and improved and new roads built incrementally over the next 25 years in support
of this growth. These improvements would occur in a piecemeal manner as each property
develops and the associated infrastructure is improved or added to meet code requirements.

In the north segment, the proposed widening of 39th as shown in Figure 1-4, could be
constructed with any of these alternatives, as shown in Figure 1-4. In the north segment,
39th would be widened to between either three andor ﬁve lanes. If widened to ﬁve lanes, the
roadway would have two lanes in each direction and a two-way center turn lane. If widened to
three lanes, the roadway would have one lane in each direction and a two-way center turn lane.
Other project elements include bicycle lanes, planting strips, and sidewalks on both sides of the
roadway; intersection and signalization improvements; and stormwater facilities.
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WHAT IS THE PREFERRED ALTERNATIVE?

The City and County have selected a preferred alternative, Alternative 1a - for the south
segment of the project. Theand County have has not, however, selected a preferred alternative
for the north segment of the proposed project. The current Snohomish County Plan as
described in the 6-year TIP is for a 3-lane facility. They will identify a preferred alternative in the
Final EIS after the Draft EIS comments are received and the public is given an opportunity to
provide input to decision-making ofﬁcials. In addition, a A Notice of Action will be issued by the
City and County stating the selection of the preferred alternative for the south segment. Notice
of their decision will be published in the Seattle Times and three local papers, the King County
Journal, the Herald, and the Enterprise. Additionally, notice of the decision will be mailed to
interested individuals and residents of the project area. A Notice of Action would be issued after
the Final EIS is issued.
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WHEN WILL THE PROJECT BE BUILT?

Construction of the south segment between 240th and 228th is expected to begin in 20072010
pending funding, permitting, and other approvals.
It is assumed that improvements in the north segment would be built sometime between 2010
and 2030. Design for the north segment has not been completed. Additional environmental
review will be undertakenrequired once a preliminary design has been completedis developed.
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HOW HAS THE PUBLIC BEEN INVOLVED IN THE PROJECT?

On May 24, 2001, the City of Bothell and Snohomish County issued a Determination of
Signiﬁcance/Scoping Notice for this project. This notice was sent to federal, state, and local
government agencies, the Muckleshoot Indian Tribe, non-governmental organizations, and
residents in the project area. The scoping notice was published in one regional paper, the
Seattle Times, and three local papers, the Northshore Citizen, the Herald, and the Enterprise.
A public scoping meeting was held at the Bothell City Hall on June 5, 2001. On June 12, 2001,
a scoping meeting for agencies and tribes was held at the Bothell City Hall. The City of Bothell
and Snohomish County received comments during a 21-day scoping period, which started on
May 24, 2001, and ended on June 14, 2001.
In response to issues and concerns identiﬁed during the scoping process, the environmental
evaluation of the project was expanded to allow for a corridor-level analysis between 228th and
Maltby Road. Because the expanded study area was not included in the initial scoping process,
an additional 21-day scoping period was held from July 5 to July 26, 2002.
On December 11, 2002, the ﬁrst of two neighborhood design workshops for the south segment
of the project was held at the Bothell Public Library. The workshop consisted of an open
house with project information, an informational presentation about the project from City staff,
and a facilitated comment session to obtain public input regarding the design of the project
alternatives. As a result of the input received at the workshop, the 35th/39th Avenue SE
alignment was developed for evaluation in the project EIS.
On June 19, 2003, a second neighborhood design workshop was held at the International Union
of Operating Engineers (IUOE) building in Bothell. At the workshop, project planners presented
an overview of how the comments from the December workshop were used to develop a third
alternative and to reﬁne the design of the other action alternatives.
Other public involvement activities for the project included a City of Bothell project information
Web page (http://www.ci.bothell.wa.us/html/projects/228thand240th/228thand240th.html) and
project update newsletters, which were sent to businesses and residents in the project area in
June 2001, July 2002, and October 2003.
The following comments and areas of concern were identiﬁed through the project’s scoping
process:
v

Project Study Area: The study area should be expanded to include the entire corridor from
240th to Maltby Road.

v

Consistency of the Project with Adopted Plans and Policies: The project should be
consistent with the local plans and policies, and existing and future land uses within the
project area. Why has it been so long in coming? Wasn't this project promised long ago?

v

Natural Environment: Impacts on the natural environment and North Creek ecosystem
should be studied, including trees, groundwater, streams, wetlands, increases in impervious
surfaces, stormwater runoff and ﬂooding, water quality, ﬁsh and wildlife, threatened and
endangered species, and land stability in the project area.
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v

Socioeconomics: Impacts on neighborhoods should be evaluated, including displacement
and relocation of houses, businesses, schools, and utilities; potential aesthetic impacts;
glare impacts; impacts on local schools; economic impacts; impacts on cultural/historical
resources; impacts on the rural environment; increased crime; disruption of an existing
neighborhood; increased development; and impacts on quality of life.

v

Transportation and Facilities: The following issues should be examined:
-

is there a real need?

-

the effects of the project on the existing transportation system

-

construction and long-term air quality and noise impacts

-

inclusion of bicycle lanes and sidewalks

- trafﬁc patterns and movements—would the project encourage cut-through trafﬁc and/or
would it shift congestion farther north on 39th; wasn’t I-405 supposed to be the primary
conduit for business park trafﬁc? Make freeway access to the business park instead? Study
a combination of alignments along 35th Avenue SE and 39th Avenue SE? Improve eastwest arterials to get trafﬁc on the highways?
-

potential energy impacts

- safety issues associated with a ﬁve-lane straight arterial roadway in a residential
neighborhood
v

Safety: The safety of the existing road network and the effects of the proposed action
alternatives and landscaping on trafﬁc/pedestrian safety.
- potentially smaller than a ﬁve-lane facility or make other improvements rather than
widening
-

potential bottleneck where ﬁve-lane facility transitions into a two-lane facility

-

improve highways and state route ﬁrst

-

accuracy of trafﬁc counts

-

promote transit/Park & Rides, etc ﬁrst

-

access to connecting streets and/or properties

-

cost
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WHAT ISSUES REMAIN TO BE RESOLVED?

Further reﬁnement of the south segment project design will be needed. This will include
reﬁnement of wetland impact information and development of a wetland mitigation plan. All the
necessary permits and approvals will need to be acquired prior to construction.
The preferred alternative for the north segment (Phase 2) project needs to be determined. The
City of Bothell and Snohomish County will determine the preferred alternative. Information in
the Draft EIS and public comments received during the Draft EIS comment period will all be
considered before a decision is made. The public will have an opportunity to provide input to
decision-making ofﬁcials prior to the ﬁnal decision. The preferred alternative will be identiﬁed
in the Final EIS .Additional environmental impact analysis on the north segment project will be
necessary and would occur when a preliminary design has been developed.
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WHAT ENVIRONMENTAL IMPACTS COULD THE PROJECT HAVE AND HOW
COULD THEY BE MITIGATED?

Table 1-1 at the end of this chapter summarizes and compares environmental impacts and
mitigation measures associated with the alternatives in the south segment of the project area.
Additional details are provided in Chapter 3.
In addition, potential impacts of improvements in the north segment are examined in
Chapter 3. Detailed analysis of the north segment will be provided once more design information
becomesis available. Overall, impacts from construction of the north segment would be similar
regardless of the alignment selected for the south segment.
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WHAT ADVERSE EFFECTS FROM THE PROJECT COULD NOT BE MITIGATED?

With appropriate mitigation measures in place, no signiﬁcant unavoidable adverse effects are
expected as a result of this project.
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WHAT ARE THE CUMULATIVE ENVIRONMENTAL EFFECTS OF THE PROJECT?

Cumulative effects combine all past, present, and reasonably foreseeable future actions on a
given resource, regardless of who has taken the action. Cumulative effects are partly the result
of this project, but they also depend on decisions that are not controlled by the lead agencies.
The following list describes current and future recently constructed projects either being
considered or or project planned in the futurefor future construction:
The following projects are currently under construction or recently completed. These projects
are consistent with land use plans within the City of Bothell and Snohomish County.
v

Bellemont Crossing Residential Development - Bellemont Crossing is a 250-lot
residential subdivision that is currently under construction. The development straddles 39th
between 212th and 220th. The project includes a sewer system extension along 39th that is
currently under construction.

v

Aspenwood Residential Development - Aspenwood is a 32-home residential development
that is currently under construction on 39th between 228th and Maltby Road.

v

Korean Community Presbyterian Church - The Korean Community Presbyterian Church
is a 153,000-square-foot facility currently under construction on 240th between 35th and
39th. This project site is 14 acres and includes a 0.12-acre wetland creation component
(Riley Group 2002).

v

Evergreen Community Church - A new Evergreen Community Church has been proposed
for construction in the northwest quadrant of the 35th/240th intersection.

The following projects are planned for construction in the future:
v

City of Bothell and Snohomish County Transportation Improvement Projects - A
number of future transportation improvement projects have been proposed for the road
network in and around the project area. A list of these projects developed from the City
of Bothell and Snohomish County TIPs and other transportation planning documents is
provided in Section 2.2 of this document.

v

I-405 Interchange at 240th Street SE - The Washington State Department of
Transportation has proposed a new interchange on I-405 near either 240th or Monte Villa
Parkway as part of the I-405 corridor improvement program. The interchange would serve
commercial development to and from the east only, with no connections to residential
neighborhoods in Bothell to the west. This interchange is part of a group of I-405 Master
Plan improvements recommended for construction by 2030.

v

Brightwater Wastewater Treatment Facility - The Brightwater project is a regional
wastewater treatment system that has been proposed by King County for construction
in unincorporated Snohomish County. The system would be composed of a wastewater
treatment plant adjacent to (east of) State Route 9 (SR-9) in unincorporated Snohomish
County, a conveyance pipeline along NE 195th Street and the King-Snohomish county line,
and an outfall in Puget Sound off Point Wells. The project is underplanned for construction
between 2005 and it is anticipated that the facility will be completed by 2010 (King County
2003a). One of the potential conveyance routes for this project would follow 228th through
the Bothell Connector project area, and a potential pump station would be located at the
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intersection of 35th and 228th. At least one of the Brightwater alternatives would intersect all
three action alternative alignments of the proposed project.
v

SR-522 Overpass - The City of Woodinville has proposed an overpass over SR-522 that
links 120th with Woodinville Drive. The overpass would provide a direct link for trafﬁc to
access points north of SR-522. Woodinville expects to build this project by 2030 (Mirai
Associates 2004; see Draft EIS Appendix F).

Construction of the south segment of the Bothell Connector Project would convert land area
that is predominantly low-density residential land uses to transportation-related uses. This
conversion of land, when combined with other projects in the region, would contribute to the
overall increase in the rate at which higher-intensity land uses develop in the project area and
the Southwest County Urban Growth Area. The continued shift from rural low density residential
to urban residential land uses would cumulatively change the visual appearance of the area to a
more urban setting. However, the conversion of existing properties in the project area to higherintensity uses is consistent with the Urban Growth Area designation and adopted City and
regional plans.
Other possible cumulative effects could occur from construction in the area and would be
temporary. The City and County will need to coordinate construction schedules of various
projects to minimize construction impacts on the public. Cumulative construction impacts could
include increased noise from construction equipment, increased congestion from construction
detours, and air quality impacts.
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ARE ANY INDIRECT EFFECTS EXPECTED?

An indirect effect may be caused by a project but would occur in the future andor outside
the project area; an indirect effect is reasonably foreseeable. For example, consider a new
interchange added to a freeway in the country. A direct effect would be more cars on connected
roads; the indirect effect could be new gas stations and restaurants.
The following possible indirect effects have been identiﬁed for the Bothell Connector Project:
•

Potential indirect land use impacts could result from project improvements that increase
the accessibility of land in and around the project area. This could increase the rate of
development of available parcels in the area. It is assumed that the management of
growth and development would be consistent with the City of Bothell’s and Snohomish
County’s comprehensive plans. Alternative 1a and 1b would have the greatest likelihood
that improvements would increase the rate of development in and around the project
area, followed by Alternative 3. With Alternative 2, the proposed improvements would be
located predominantly along established roadway corridors, reducing the likelihood that this
alternative would provide new access to undeveloped land.

•

The south segment could indirectly increase noise along portions of the north project area
because trafﬁc volumes are expected to increase in the north segment.

Chapter 3 contains additional information about cumulative and indirect effects.
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DESCRIPTION OF THE ALTERNATIVES

The proposed project would improve portions of the existing arterialstreet and highway1 system
within the City of Bothell and unincorporated Snohomish County, Washington. The following four
alternatives wereare evaluated in the Draft EIS:
•

Alternative 1b: 39th Avenue SE Alignment (5 lane)

•

Alternative 2: 35th Avenue SE Alignment

•

Alternative 3: 35th/39th Avenue SE Alignment

•

Alternative 4: No Action

Subsequent to the issuance of the Draft EIS, review of public and agency comments on
the Draft EIS, and further design evaluations of Alternative 1, the City of Bothell (City) and
Snohomish County (County) selected a preferred alternative to meet the transportation needs
of northeast Bothell and the southwest portion of Snohomish County. The Preferred Alternative
(referred to as Alternative 1a) is a modiﬁcation of Alternative 1 (now referred to as Alternative
1b). A description of the Preferred Alternative and the alternatives evaluated in the Draft EIS is
presented in the next Section 2.1.

1

The streets and highways of Bothell serve residents and businesses with a transportation system that provides connections
and mobility to all users.Deﬁned as a signalized street that primarily serves through-trafﬁc and secondarily provides access to
adjoining abutting properties. Trafﬁc signals are spaced at 2 miles or less.
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2.1

ALTERNATIVES EVALUATED IN THE DRAFT EIS

2.1.1

Alternative 1a: 39th Avenue SE Alignment (3 lane) (Preferred Alternative)

South Segment (Initial Phase)
Alternative 1a, with minor shifts to avoid speciﬁc properties and minimize impacts to Category I
wetlands, follows the Draft EIS Alternative 1 alignment. It proposes a narrower corridor than that
proposed for the Draft EIS Alternative 1.
Under Alternative 1a, the City and County propose to construct a new roadway to extend 39th
from 240th to 228th (see Figure 2-1). Speciﬁcally, 39th would be extended from just south of its
intersection with 240th to an area near its intersection with 236th Avenue SE. From there, the
new road would continue northeast for approximately 1,000 feet before intersecting with 228th. At
228th, the new road would follow a northwesterly route and intersect with 39th approximately 800
feet to the north. Proposed improvements would be located approximately half within the City of
Bothell and half within Snohomish County; however, the northern portion of the new road would
be in unincorporated Snohomish County within the Bothell Municipal Urban Growth Area (MUGA).
Future growth is planned to occur within the MUGA.
The Alternative 1a roadway would have a posted speed limit of 35 miles per hour (mph). The
proposed alignment would be designated as a minor arterial.2 The new road would be three
lanes which includes two 12-foot-wide exterior travel lanes and a 12-foot-wide two-way center
turn lane. Figure 2-2 depicts the standard roadway cross section. Roadway width would be
narrower through wetlands by eliminating planters, where feasible.
Intersections and Trafﬁc Controls
Under Alternative 1a, one new intersection would be constructed and one existing intersection
would be modiﬁed. New and modiﬁed intersections would be signalized as part of the project.
The intersection trafﬁc signals would be synchronized to provide better trafﬁc ﬂow. The
proposed new and modiﬁed intersection improvements include:
•

39th and 228th. This new intersection would be located approximately 350 feet east of the
existing 39th/228th intersection to minimize impacts to the Category I wetland located south
of the intersection. The new four-way, signalized, at-grade (level with the ground) intersection
would have turn lanes on all four legs. Lane conﬁguration for this intersection is shown in
Appendix A (Sheet 39-4). The existing section of 39th that would be bypassed by the new
intersection would be abandoned or potentially used as part of wetland mitigation for the
project.

•

39th and 240th. This three-way intersection would be reconﬁgured in its current location
to become a four-way, signalized, at-grade crossing with left- and right-turn lanes. Lane
conﬁguration for this intersection is shown in Appendix A(Sheet 39-1).

2

Minor arterials connect the arterial system to local neighborhoods. They serve as the primary through route between neighborhoods and other distinct areas, and they can serve as truck toutes for through freight trafﬁc (Bothell 2004).
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Bicycle Lanes, Planting Strips, and Sidewalks
Most of the new roadway would be built in a standard conﬁguration with a roadway cross
section of approximately 77 feet. The conﬁguration would include a 5-foot-wide bicycle lane, a
0.5-foot-wide curb, a 10-foot-wide planting strip, and a 5-foot-wide sidewalk on each side of the
road (see Figure 2-2).
Bus Pullouts
Community Transit is currently using 35th between 228th and 240th for its routes in the project
area. When the existing 39th is extended under Alternative 1a, it is possible that 39th would
become the preferred bus route. Thus, bus pullouts are proposed for all four corners of the 39th/
228th intersection, and the north and south legs of the 39th/240th intersection. The pullouts would
be located on the far side of each intersection (i.e., the bus would pass through the intersection
before using the pullout). The preliminary bus pullout design for this alternative is shown in
Appendix A.
Stream Crossings and Stormwater Facilities
Culverts would be constructed in locations where the new road crosses streams and drainage
channels, including one unnamed tributary to Cole Creek and two unnamed tributaries to
North Creek. A stormwater collection and treatment system would be constructed. Stormwater
collection and conveyance would be accomplished through a system of ditches, pipes, and
culverts located along the new/improved roadways.
Flow control and water quality treatment would occur primarily in a system of constructed
detention ponds and stormwater wetlands. Ponds would be landscaped and fenced. Stormwater
drainage basins and detention facility locations and sizes for Alternative 1a are discussed
further in Section 3.2 Water Resources.
Stormwater runoff that cannot be collected and treated in the ponds would be detained and
treated in underground detention vaults within the road right-of-way.
Wetland Mitigation
Wetland mitigation sites have not been identiﬁed at this stage. Mitigation would be consistent
with permit approval requirements, which could include onsite or offsite mitigation within the
watershed, and would likely require acquiring additional property.
Construction Schedule and Methods
Schedule
Pending the availability of funding, construction of the initial phase (south segment) is scheduled
to begin in 2010. The duration of construction could be from 9 to 18 months.
Construction Activities
Initially, the right-of-way (including construction work areas and space for stormwater detention
ponds) would be cleared of vegetation. Next, ponds would be graded and the temporary
erosion-control measures would be constructed. After the erosion-control measures are in
place, basic earthwork would be started and necessary retaining wall construction would begin.
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After grading is completed, the permanent storm drains would be installed and other related
utility work would begin. Once all utilities are relocated and/or installed and the road subgrade
is compacted, the roadway would be surfaced with an asphalt-treated base. Lastly, the roadway
would be opened for trafﬁc and remaining work would be performed, including installing trafﬁc
signals, painting stripes, installing signs, and roadside landscaping.
Construction Equipment
Typical construction equipment would be used, including track excavators and backhoes for
earthwork, and front-end loaders and trucks for hauling. Compaction equipment would be used
during construction of the embankments and road surfacing. Other equipment would include
concrete hauling trucks, curb extruders, paving machines, saw cutters, painting equipment, and
small bobcat loaders. If soldier pile walls are used, miscellaneous drilling equipment could also
be required.
Material and Equipment Staging
Construction staging areas have not been identiﬁed at this time. The construction contractor
would need a total of approximately 1 acre of cleared land to store equipment and supplies,
construction materials, and temporary ofﬁces. A temporary chain-link fence would likely be
installed around the area(s) during construction. The contractor would restore the area after
construction is completed.
North Segment (Future Phase)
The north segment roadway improvements would be a potential future phase of the project
under any of the action alternatives (Alternatives 1a, 1b, 2, or 3). The north segment
improvements would consist of widening the two-lane segment of 39th between 228th and
Maltby Road (SR-524). Although a design for the north segment has not yet been developed,
it is anticipated that the project would expand this portion of 39th to either three or ﬁve lanes.
Additional public right-of-way may need to be acquired to accommodate the widened roadway.
The existing right-of-way for this portion of 39th ranges from 40 to 80 feet wide.
The impacts identiﬁed in this EIS assume an 80-foot right-of-way width for the three-lane
roadway and a 92-foot width for the ﬁve-lane roadway. These widths were derived by assuming
the roadway cross section would meet all requirements of the Snohomish County Engineering
Design and Development Standards (2004).
The future 39th widening improvements would be located entirely within the Bothell MUGA in
unincorporated Snohomish County. The Snohomish County Comprehensive Plan identiﬁes
39th as a minor arterial.3 The following lane conﬁgurations are assumed for the potential future
widening of the roadway:
•

Three-lane roadway: One general travel lane in each direction with a two-way center turn lane; or

•

Five-lane road: Two general travel lanes in each direction with a two-way center turn lane.

3

Minor arterials as deﬁned by Snohomish County provide for movement within the large subareas of the County and may serve
trafﬁc from neighborhood to neighborhood within a larger community.
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Intersections and Trafﬁc Controls
The design for potential intersection improvements and signalization requirements in the
north segment has not been developed at this time. The future design of any intersection
improvements for the north segment would be based on additional trafﬁc analyses and the
performance standards and requirements in effect at that time.
Bicycle Lanes, Planting Strips, and Sidewalks
The improved roadway would have bicycle lanes, planting strips, and sidewalks on each side
of the road. The width of the overall roadway would depend on the number and conﬁguration of
lanes and would likely range from 80 to 92 feet.
Stream Crossing and Stormwater Facilities
One stream crossing has been identiﬁed along the section of 39th proposed for future widening,
where 39th crosses Palm Creek in the vicinity of 217th.
A preliminary stormwater system design has not been developed at this time for the north
segment. A stormwater collection and treatment system would be designed and constructed.
Additional public right-of-way may need to be acquired for any stormwater facilities that would
be required.
Wetland Mitigation
Wetland mitigation sites have not been identiﬁed at this stage. Mitigation would be consistent
with permit approval requirements, which could include onsite or offsite mitigation within the
watershed, and would likely require the purchase of land on which to locate the mitigation sites.
Construction Schedule and Methods
Snohomish County has not formally proposed the widening of 39th between 228th and Maltby
Road. Proposed construction of the future phase improvements would be subject to additional
environmental review. This document assumes that, if constructed, the future widening of 39th
would occur between 2010 and 2030.
2.1.12 Alternative 1b: 39th Avenue SE Alignment (5 lane)
South Segment (Initial Phase)
Under Alternative 1b, a new roadway would be constructed to extend 39th from 240th to 228th
(see Figure 2-1). Speciﬁcally, 39th would be extended from just south of its intersection with
240th to an area near its intersection with 236th Avenue SE. From there, the new road would
continue to the northeast for approximately 1,000 feet before intersecting with 228th. At 228th,
the new road would follow a northwesterly route and intersect with 39th approximately 800 feet
to the north. Most of the proposed improvements would be located within the City of Bothell;
however, the northern portion of the new road would be in unincorporated Snohomish County
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within the Bothell Municipal Urban Growth Area (MUGA). The City’s future growth is planned to
occur within the MUGA.
The Alternative 1b alignment would have a posted speed limit of 35 miles per hour (mph)but
awould be designed to handle a speed of 45 mph. The proposed alignment is awould be
designated a minor arterial.4 In most areas, the new road would be ﬁve lanes, which includes
two 11-foot-wide interior travel lanes, two 12-foot-wide exterior travel lanes, and a 12-foot-wide
two-way center turn lane.
A narrower four-lane road would be considered on a case-by-case basiswhere feasible to
minimize the disturbance at wetland crossings and other sensitive natural areas such as
streams and steep slopes. The four-lane road segments would include a 2-foot-wide cleared
area in the center, two 11-foot-wide interior travel lanes, and two 12-foot-wide exterior travel
lanes. Where four lanes are present, the roadway would not have a two-way center turn lane
or 10-foot-wide planting strips. Figure 2-23 depicts the standard and narrow roadway cross
sections.
Intersections and Trafﬁc Controls
Under Alternative 1b, one new intersection would be constructed and one existing intersection
would be modiﬁed. New and modiﬁed intersections would be signalized as part of the project.
The intersection trafﬁc signals would be connected with each other synchronized to provide
better trafﬁc ﬂow. The new and modiﬁed intersection improvements include:
•

39th and 228th. This new intersection would be located approximately 350 feet east of
the existing 39th/228th intersection. The new four-way, signalized, at-grade (level with
the ground) intersection would have left- and right-turn lanes. Lane conﬁguration for this
intersection is shown in Draft EIS Appendix A (Sheet 39-4). The existing section of 39th that
would be bypassed by the new intersection would be vacated or potentially used as part of
wetland mitigation for the project.

•

39th and 240th. This three-way intersection would be reconﬁgured in its current location
to become a four-way, signalized, at-grade crossing with left- and right-turn lanes. Lane
conﬁguration for this intersection is shown in Draft EIS Appendix A (Sheet 39-1).

Bicycle Lanes, Planting Strips, and Sidewalks
Most of the new roadway would be built in a standard conﬁguration with a roadway cross
section of approximately 100 feet. The conﬁguration would include a 5-foot-wide bicycle lane, a
0.5-foot-wide curb, a 10-foot-wide planting strip, and a 5-foot-wide sidewalk on each side of the
road (see Figure 2-23).
A narrow roadway conﬁguration would be used to reduce the cross section of the road to
approximately 70 feet at wetland crossings and other sensitive natural areas such as streams
and steep slopes. In these areas, the narrow cross section would include a 5-foot-wide bicycle
lane and 5-foot-wide sidewalk on each side of the road, but it would not include planting strips
(see Figure 2-23).
4

Minor arterials generally provide through connections between employment centers, commercial areas, residential areas and
principal arterials.The purpose of a minor arterial as deﬁned by the Comprehensive Plan is to connect the arterial system and
distinct local areas, and to serve as the primary through route between neighborhoods and other commercial and employment
centers.
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Bus Pullouts
Community Transit is currently using 35th between 228th and 240th for its routes in the project
area. It is assumed that if 39th is extended under Alternative 1b, it is possible that 39th would
become the preferred bus route. Thus, bus pullouts are proposed for all four corners of the
39th/228th intersection, and the north and south legs of the 39th/240th intersection. The
pullouts would be located on the far side of the intersection (i.e., the bus would pass through the
intersection before using the pullout). The preliminary bus pullout design for this alternative is
shown in Draft EIS Appendix A.
Stream Crossings and Stormwater Facilities
Arch Culverts would be constructed in locations where the new road crosses streams and
drainage channels, including one unnamed tributary to Cole Creek and two unnamed tributaries
to North Creek. A stormwater collection and treatment system would be constructed. Stormwater
collection and conveyance would be accomplished through a system of ditches, pipes, and
culverts located along the new/improved roadways.
Detention and water quality treatment would occur primarily in a system of constructed detention
ponds and stormwater wetlands. Ponds would be landscaped and fenced. Stormwater drainage
basins and detention facility locations and sizes for Alternative 1b are discussed further in
Section 3.2 Water Resources.
Stormwater runoff that cannot be collected and treated in the ponds would be detained and
treated in underground detention vaults within the road right-of-way.
Wetland Mitigation Facilities
Wetland mitigation sites facilities have not been identiﬁed at this stage. Mitigation would be
consistent with permit approval requirements, which could include onsite or offsite mitigation
within the watershed, and would likely require the purchase of land on which to locate the
mitigation sites facilities.
Construction Schedule and Methods, Activities, Equipment, and Staging
Schedule
Pending the availability of funding, construction of the initial phase (south segment) is scheduled
to begin in 20072010. The duration of construction could be from 9 to 18 months, depending
on the terms of the construction contract. Lead times needed to install signal equipment can
be as much as 6 months, so a 9-month period for construction is assumed to be the minimum
duration.
Construction Methods
Initially, the right-of-way (including construction work areas and space for stormwater detention
ponds) would be cleared. Next, ponds would be graded and the temporary erosion-control
measures would be constructed. After the erosion-control measures are in place, basic
earthwork would be started and necessary retaining wall construction would begin.
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After grading is completed, storm drains would be installed and other related utility work would
begin. Once all utilities are relocated and/or installed and the road subgrade is compacted,
the roadway would be surfaced with an asphalt-treated base. Lastly, the roadway would be
opened for trafﬁc and remaining work would be performed, including installing trafﬁc signals with
detection loops, painting stripes, installing signs, and landscaping.
Construction Equipment
Typical construction equipment would be used, including track excavators and backhoes for
earthwork, and front-end loaders and trucks for hauling. Compaction equipment would be used
during construction of the embankments and surfacing. Other equipment would include concrete
trucks, curb extruders, paving machines, saw cutters, painting equipment, and small bobcat
loaders. If soldier pile walls are used, miscellaneous drilling equipment could also be required.
Material and Equipment Staging
Construction staging areas have not been identiﬁed at this time. The contractor would need
approximately 1 acre of cleared land to store equipment and supplies, construction materials,
and temporary ofﬁces. A temporary chain-link fence would likely be installed around this area
during construction. The contractor would restore the area after construction is completed.
North Segment (Future Phase)
The north segment roadway improvements would be a potential future phase of the project under
any of the action alternatives (Alternatives 1a, 1b, 2, or 3). The north segment improvements
would consist of widening the two-lane segment of 39th either between 228th or and Maltby Road
(SR-524). Although a design for the north segment has not yet been developed, it is anticipated
that the project would expand this portion of 39th to between three and ﬁve lanes. Additional public
right-of-way would need to be acquired to accommodate the widened roadway. The existing rightof-way for this portion of 39th ranges from 40 to 80 feet wide.
The impacts identiﬁed in this study assume an 80-foot right-of-way width for the three-lane
roadway and a 92-foot width for the ﬁve-lane roadway. These widths were derived by assuming
the roadway cross section would meet all requirements of the Snohomish County Engineering
Design and Development Standards. The option exists to slightly reduce lane widths and
planting strips to accommodate additional lanes in a limited right-of-way width through a design
deviation process. As such, ﬁve-lane roadway improvements could be up to 92 feet in width but
potentially narrower in sections to minimize impacts.
The future 39th widening improvements would be located entirely within the Bothell MUGA in
unincorporated Snohomish County. The Snohomish County Comprehensive Plan (Snohomish
County 1995) identiﬁes 39th as a minor arterial.5 The following lane conﬁgurations are assumed
for the potential future widening of the roadway:
•

5

Three-lane roadway: One general travel lane in each direction with a one two-way center
turn lane; or and
Minor arterials as deﬁned by Snohomish County provide for movement within the large subareas of the County and may serve
trafﬁc from neighborhood to neighborhood within a larger community.
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Five-lane roadway: Two general travel lanes in each direction with a one two-way center
turn lane.

Intersections and Trafﬁc Controls
The design for potential intersection improvements and signalization requirements in the
north segment has not been developed at this time. The future design of any intersection
improvements for the north segment would be based on additional trafﬁc analyses and the
performance standards and requirements in effect at that time.
Bicycle Lanes, Planting Strips, and Sidewalks
The improved roadway would have bicycle lanes, planting strips, and sidewalks on each side
of the road. The width of the overall roadway would depend on the number and conﬁguration of
lanes and would likely range from 80 to 92 feet.
Stream Crossing and Stormwater Facilities
One stream crossing has been identiﬁed along the section of 39th proposed for future widening,
which is where Palm Creek crosses 39th in the vicinity of 217th.
A preliminary stormwater system design has not been developed at this time for the north
segment. A stormwater collection and treatment system would be designed and constructed.
Additional public right-of-way may need to be acquired for any stormwater facilities that would
be required located outside the right-of-way.
Wetland Mitigation Facilities
Wetland mitigation sites facilities have not been identiﬁed at this stage. Mitigation would be
consistent with permit approval requirements, which could include onsite or offsite mitigation
within the watershed, and would likely require the purchase of land on which to locate the
mitigation sites facilities.
Construction Schedule and Methods
Snohomish County has not formally proposed the widening of 39th between 228th and Maltby
Road. Proposed cConstruction of the future phase improvements would be subject to additional
environmental review. This Draft EIS assumes that, if constructed, the future widening of 39th
would occur between 2010 and 2030.
2.1.3

Alternative 2: 35th Avenue SE Alignment

South Segment (Initial Phase)
Under Alternative 2, 35th would be widened to ﬁve lanes between 228th and 240th. Similarly,
228th and 240th would be widened to ﬁve lanes between 35th and 39th (see Figure 2-34). Most
of the project improvements under this alternative would be located within the City of Bothell;
however, improvements from the intersection of 35th and 228th to approximately 223rd would
be in unincorporated Snohomish County within the Bothell MUGA.
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The Alternative 2 alignment would have a posted speed limit of 35 mphbut would be designed
to handle a speed of 45 mph. The roadway would be a ﬁve-lane minor arterial with two generalpurpose lanes in each direction and a two-way center turn lane (see Figure 2-23).
Intersections and Trafﬁc Controls
Under this alternative, four intersections would be modiﬁed and signalized as part of the project.
Intersection improvements under this alternative would include:
•

39th and 240th - This three-way intersection would be signalized and reconﬁgured to
provide for additional left- and right-turn lanes.

•

35th and 240th - This four-way intersection would be signalized and reconﬁgured to provide
for additional left- and right-turn lanes.

•

35th and 228th - This four-way intersection would be reconﬁgured to support the expansion
of 35th to ﬁve lanes.

•

39th and 228th - This three-way intersection would be reconﬁgured to provide for additional
left- and right-turn lanes.

Lane conﬁgurations for the modiﬁed intersections are shown in Draft EIS Appendix A (Sheets
35-0 through 35-13).
Bicycle Lanes, Planting Strips, and Sidewalks
The improved roadway under Alternative 2 would have a 5-foot-wide bicycle lane, a 0.5-footwide curb, a 10-foot-wide planting strip, and a 5-foot-wide sidewalk on each side of the road
(see Figure 2-23). The width of the overall roadway, a standard arterial conﬁguration, would be
approximately 100 feet.
Bus Pullouts
Under Alternative 2, bus pullouts on the far side of the intersection have been proposed for the
following locations:
•

The south leg of the 39th/240th intersection;

•

The east and north legs of the 35th/240th intersection;

•

The east and south legs of the 35th/228th intersection; and

•

The west and north legs of the 39th/228th intersection.

The preliminary bus pullout design for this alternative is shown in Draft EIS Appendix A.
Stream Crossings and Stormwater Facilities
Under Alternative 2, arch culverts would be constructed at locations where the alignment
crosses streams and drainage channels. The existing 35th and 228th stream crossings for Cole
Creek would be replaced with culverts designed to allow for ﬁsh passage. See Section 3.2 for
more information on stream crossings.
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A stormwater collection and treatment system would be constructed under Alternative 2. The
collection, conveyance, detention, and water quality treatment systems under Alternative
2 would be similar to the same as those described for Alternatives 1a and 1b. Stormwater
drainage basins and detention facility locations and sizes for Alternative 2 are discussed further
in Section 3.2 Water Resources.
Construction Schedule, and MethodsActivities, Equipment, and Staging
The construction schedule and methods for Alternative 2 would be the same as described for
Alternatives 1a and 1b.
Wetland Mitigation Facilities
Wetland mitigation facilitiessites have not been identiﬁed at this stage. Mitigation would be
consistent with permit approval requirements, which could include onsite or offsite mitigation
within the watershed, and would likely require the purchase of land on which to locate the
facilitiesmitigation sites.
North Segment (Future Phase)
Under Alternative 2, the north segment of the project would be the same as that described
under Alternatives 1a and 1b.
2.1.4

Alternative 3: 35th/39th Avenue SE Alignment

South Segment (Initial Phase)
Under Alternative 3, a new roadway would be constructed using portions of the existing 35th
and 39th Avenues (Figure 2-45). The new roadway would originate just south of the intersection
of 39th and 240th. The alignment would curve gently to the northwest and connect with 35th at
its intersection with 236th. From this intersection, the roadway would follow the existing 35th
alignment north to 228th, where it would curve northeast and connect with 39th approximately
1,500 feet north of the 39th/228th intersection.
Most of the roadway improvements under Alternative 3 would be located within the City of
Bothell; however, improvements to the northern portion of the new road would be located in
unincorporated Snohomish County within the Bothell MUGA.
The Alternative 3 alignment would have a posted speed limit of 35 mph but would be designed to
handle a speed of 45 mph. The roadway would be designated as a ﬁve-lane minor arterial with
two general-purpose lanes in each direction and a two-way center turn lane (see Figure 2-2).
A narrower four-lane road would be constructed to minimize the disturbance at wetland
crossings and other sensitive natural areas such as streams and steep slopes. Figure 2-23
depicts the standard and narrow roadway cross sections.
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Intersections and Trafﬁc Controls
Two new intersections would be constructed and two existing intersections would be modiﬁed.
All new and modiﬁed intersections would be signalized as part of the project. Intersection
improvements under this alternative would include:
•

39th and 240th - This existing three-way intersection would be expanded to a four-way, atgrade (level with the ground) crossing.

•

35th/39th Avenue SE alignment and 35th and 236th - This new four-way intersection would
be signalized and at-grade.

•

35th/39th Avenue SE alignment and 228th - This four-way intersection would be relocated
approximately 75 feet east of its present location (the intersection of 35th and 228th) and
would be reconﬁgured to support ﬁve lanes for the new roadway.

•

35th/39th Avenue SE alignment and 39th - This new intersection would be conﬁgured as a
signalized, three-way, at-grade crossing.

Lane conﬁgurations for the new and modiﬁed intersections are shown in Draft EIS Appendix A
(Sheets 35/39-0 through 35/39-12).
Bicycle Lanes, Planting Strips, and Sidewalks
The improved roadway under Alternative 3 would have a 5-foot-wide bicycle lane, a 0.5-footwide curb, a 10-foot-wide planting strip, and a 5-foot-wide sidewalk on each side of the road
(see Figure 2-23). The width of the overall roadway, a standard arterial conﬁguration, would be
approximately 100 feet.
Bus Pullouts
Under Alternative 3, bus pullouts on the far side of the intersection have been proposed at the
following locations:
•

The northbound lane of the 39th/240th intersection; and

•

All four legs of the 35th/228th intersections.

The preliminary bus pullout design for this alternative is shown in Draft EIS Appendix A.
Stream Crossings and Stormwater Facilities
Under Alternative 3, arch culverts would be constructed at locations where the alignment
crosses streams and drainage channels. See Section 3.2 for more information on stream
crossings. The existing 35th stream crossing for Cole Creek would be replaced with a culvert
designed to allow for ﬁsh passage.
A stormwater collection and treatment system would be constructed under Alternative 3. The
collection, conveyance, detention, and water quality treatment systems under Alternative 3
would be the same as similar to those described for Alternatives 1a, 1b, and 2. Stormwater
drainage basins and detention facility locations and sizes for Alternative 3 are discussed further
in Section 3.2 Water Resources.
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Construction Scheduleand Methods, Activities, Equipment, and Staging
The construction schedule, activities, equipment, and staging and methods for Alternative 3
would be the same as those described for Alternatives 1a, 1b, and 2.
Wetland Mitigation Facilities
Wetland mitigation sites facilities have not been identiﬁed at this stage. Mitigation would be
consistent with permit approval requirements, which could include onsite or offsite mitigation
within the watershed, and would likely require the purchase of land on which to locate the
mitigation sites facilities.
North Segment (Future Phase)
Under Alternative 3, the north segment of the project would be the same as described under
Alternatives 1a, 1b, and 2.
2.1.5

Alternative 4: No Action

Under the No Action Alternative, the Bothell Connector Project would not be built. The current
conﬁguration of existing stormwater facilities, bicycle lanes, sidewalks, and access to local
homes and businesses would be the same. The No Action Alternative would include some minor
roadway improvements on existing portions of the road network within and near the project
area as part of other separately funded projects and programs. Table 2-1 lists the potential
improvement projects in the project vicinity. Over the next 25 years, these existing roads would
require more ongoing maintenance than the new minor arterial route that would be constructed
to current standards under the action alternatives.
Table 2-1: Transportation Projects in the Project Vicinity Planned for Construction by
2010 and 2030
Project
Bothell Transportation Improvement Program Projects
SR-522, add one business access/transit (BAT) lane in each direction at the SR522 and 96th Ave. NE intersection
SR-522, add one BAT lane in each direction from 98th Ave. NE to east of Kaysner
SR-522, add one BAT lane in each direction from east of Wayne Curve to 98th Ave. NE
SR-524 (city limits to SR-527) - ﬁve lanes
SR-522/SR-202 interchange improvements
Widen Beardslee Blvd to four/ﬁve lanes from NE 185th St. to I-405
120th Ave. NE (N. Creek Pkwy to county line)–Widen to four/ﬁve lanes
N. Creek Pkwy S./120th – Install trafﬁc signal
195th/120th intersection improvements
Ross Road realignment (connection to Beardslee Blvd at UW/CCC entrance)
195th (N. Creek Pkwy to I-405)–widen westbound
Signal would be installed at the intersection of NE 180th St. and 132nd Ave. NE
Monte Villa Pkwy/39th– Install trafﬁc signal
Widen 240th St. SE to 5 lanes between 35th and 39th
240th/35th – Install trafﬁc signal
240th/39th – Install trafﬁc signal
240th/45th – Install trafﬁc signal

Constructed By
2010
2030
Yes

Yes

Yes
Yes
Yes
Yes
Yes
Yes
No
Yes
Yes
Yes
Yes
No
No
Yes
Yes
No

Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
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Project
Widen 228th St. SE to 5 lanes between 29th and 35th
SR-527 widening to four/ﬁve lanes from NE 183rd St. to NE 191st St.
SR-527 widening to four/ﬁve lanes from 240th to 228th
SR-527 widening to four/ﬁve lanes from NE 191st St. to 240th
Snohomish County Transportation Improvement Program Projects
Realignment and widening of 39th/SR-524
212th/39th – Install trafﬁc signal with 4-way left turn channelization
Widen 228th St. SE to 5 lanes between 29th and 35th
228th/39th – Install trafﬁc signal
228th/45th – Install trafﬁc signal
35th (SR-96 to Seattle Hill Rd.) – three lanes
35th (Seattle Hill Rd. to 228th) – Corridor Study
35th (SR-96 to 116th St. SE) – three lanes
SR-524 (Lynnwood - 24th Ave. W to SR-527) – ﬁve lanes
Other Snohomish County Projects1
Seattle Hill Rd. (35th to SR-96) – two-lane urban
228th (39th to 45th) – four-lane urban
Washington State Department of Transportation Projects
UW Bothell/Cascadia Community College South Campus Access onto SR-522
Widening of I-405 (add two lanes in each direction)
New interchange on I-405 near Monte Villa Parkway
I-405 improvements at NE 195th St. interchange
SR-9 - widen to ﬁve lanes from SR-522 to SR-92 (Lake Stevens)
Woodinville
Extension of 120th Ave. over SR-522 and widening of SR-202 through Woodinville
Transit Service
Existing King County Metro and Community Transit service remains intact
Sound Transit Route 522 fully operational for transit
I-405 Bus Rapid Transit system (expanded transit service levels, bus stations,
HOV direct access ramps at SR-527 and NE 195th St. vicinity)
Expanded Park-and-Ride capacity consistent with I-405 recommendations

Constructed By
2010
2030
Yes
No
No
Yes
NoYes
Yes
No
Yes
Yes
Yes
No
Yes
Yes
Yes

Yes
Yes

Yes
Yes
Yes
Yes
Yes
Yes
Depends
on study
outcome
Yes
Yes

No
No

Yes
Yes

Yes
No
No
No
No

Yes
Yes
Yes
Yes
Yes

No

Yes

Yes
Yes

Yes
Yes

No

Yes

No

Yes

Study
only

1 Other Snohomish County project were identiﬁed from Snohomish County Transportation needs report.

Under Alternative 4, zoning densities within the project area would likely increase, and growth
and development in the project area would continue to occur. As a result, portions of the road
network within the project area would likely be improved and new roads built incrementally over
the next 25 years in support of this growth. These improvements would occur in a piecemeal
manner as each property develops and the associated infrastructure is improved or added to
meet code requirements. The total impact of these improvements is unknown at this time. Each
would be reviewed for impacts and the required mitigation measures would be implemented as
they occur.
2.1.6

Estimated Costs of Build Alternatives, Initial Phase

The planning-level costs for the initial phase have been escalated under the assumption
that design and right-of-way acquisition will take place from 2005 2006 to 2006 2009 and
construction from 20072010 through 20082011. Cost estimates are summarized in Table 2-2.
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Table 2-2: Planning-Level Cost Estimates
Alternative 2
$3,417,000
$8,763,000
$17,713,000
$29,893,000

Alternative 3
$4,400,000
$11,251,000
$21,426,000
$36,507,000

Alternative
1a

Alternative
1b

Alternative 2

Alternative 3

Pre-Design/EIS/Design/Permitting

$4,080,000

$4,530,000

$4,120,000

$4,620,000

Right-of-Way Acquisition

$28,490,000

$36,490,,000

$24,170,000

$33,270,000

Construction

$24,770,000

$29,190,000

$25,200,000

$30,040,000

Total

$57,340,0000

$70,210,000

$53,490,000

$67,930,000

Pre-Design/EIS/Design/Permitting
Right-of-Way Acquisition
Construction
Total

Alternative 1
$3,602,000
$11,938,000
$19,386,000
$34,926,000

Table 2-2: Planning-Level Cost Estimates
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OTHER PLANNED ROADWAY IMPROVEMENTS IN THE PROJECT VICINITY

In addition to the proposed project, the City of Bothell and Snohomish County are planning or
have approved a number of other transportation projects in the project vicinity. These planned
projects are expected to be constructed and operational by the year 2030. Table 2-1 lists the
transportation improvement projects that would be accomplished regardless of whether the
Bothell Connector Project is constructed. These transportation improvement projects would
each be subject to their own environmental review under SEPA.
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ALTERNATIVES AND DESIGN OPTIONS CONSIDERED AND REJECTED

Three potential alternatives and other design options were evaluated and eliminated from
further consideration (see discussion below). These alternatives are shown in Figure 2-56.
2.3.1

27th Avenue SE/Fitzgerald Road Alignment

Improving 27th/Fitzgerald Road was considered as a potential project alternative. A trafﬁc
modeling analysis determined that this alternative would not adequately handle projected trafﬁc
volumes within the 39th corridor (Mirai Associates 2001).
The analysis showed that while the 39th corridor is part of an extended roadway network that
connects Bothell and south Snohomish County, most trips on Fitzgerald Road are made by
travelers heading to or from I-405. The analysis also showed that very few of the trips on this
road are destined for other arterial streets north of 240th. Trafﬁc modeling results indicated that
even if Fitzgerald Road were widened to four lanes, only about 4% percent of the trafﬁc on other
arterials in the corridor would likely shift to the wider roadway (Mirai Associates 2001).
Because improvements to Fitzgerald Road would not address the projected future trafﬁc
volume in an efﬁcient manner within the corridor, it was determined that this alternative would
not meet the project’s purpose and need. The alternative was therefore eliminated from further
consideration.
2.3.2

45th Avenue SE Alignment

Another alignment alternative that was considered was the widening and extension of 45th from
near 240th to Maltby Road. An analysis conducted by Snohomish County determined that the
transportation beneﬁts associated with this alternative would not meet the purpose and need
for the project, and that construction of the alternative would disrupt the community with a large
number of residential displacements and relocations (DuVall 2003a). As many as 43 households
along 45th would be displaced and would require relocation if the road widening were centered
on the existing alignment. If the road widening were restricted to the MUGA (widening to the
west), there could be as many as 50 displacements/relocations along this road (DuVall 2003a).
Trafﬁc forecasts showed that a widened 45th could attract up to 50% more peak-hour trafﬁc
in 2030. However, much of this trafﬁc growth would be diverted from Woodinville along the
130th/132nd Avenue NE corridor rather than from the project area along the 39th/120th
Avenue NE corridor. The forecasts showed that volumes on many of the key congested
road sections along 39th, 240th, and 35th would be minimally affected by the widening and
extension of 45th (DuVall 2003a).
The 45th alignment is the farthest east and the least direct north-south connection in the project
area. Trafﬁc from the North Creek area would have to climb a steep hill on 240th to access 45th,
which could slow trafﬁc and therefore make the route less attractive to travelers. Based on the
above considerations, this alternative was eliminated from further consideration.
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35th Avenue SE Alignment (North of 228th Street SE)

An alignment alternative to complete the missing section of 35th from 228th to 220th and
from 212th to Maltby Road was considered. An analysis conducted by Snohomish County
determined that this alignment would have unacceptable environmental impacts associated with
the displacement and relocation of residences along 35th; impacts on wetlands, steep slopes,
and other critical areas; and decreased trafﬁc performance resulting from speed restrictions and
school bus trafﬁc associated with two schools along the alignment (DuVall 2003b).
Displacement and relocation impacts would be considerable under this alternative; . the The
potential alignment would pass through several large residential subdivisions where no rightof-way currently exists. Preliminary estimates by Snohomish County indicate that as many as
25 residences could be directly affected by the additional right-of-way requirements for this
alternative alignment. Right-of-way acquisition for this alternative would also affect the Canyon
Creek Elementary and Skyview Junior High schools, which are both located on 35th. Loss of
school property, such as athletic ﬁelds, could affect school activities or functions (DuVall 2003b).
The alignment would also potentially affect the Bonneville Power Administration (BPA) SnoKing
Substation, which is just south of Maltby Road. Right-of-way acquisition would directly affect the
substation, possibly requiring its relocation or potentially impairing BPA’s ability to expand at the
site. The alignment could be altered to avoid the substation, but it wouldwould still have to cross
a transmission line corridor.
This alignment could affect critical areas such as the stream corridor of Palm Creek and
its associated wetlands. In addition, the alignment would have to either cross or avoid the
steep ravine of Palm Creek. The Palm Creek crossing has the potential to cause signiﬁcant
construction-related water quality impacts if soil and other materials run into the creek.
Extending the alignment north of Palm Creek would have the added cost of a bridge and would
have greater impacts on critical areas than widening 39th (DuVall 2003b).
The results of trafﬁc modeling indicated that 35th volumes in 2030 could be as high as 18,000
vehicles per day. The two schools on 35th would slow trafﬁc, resulting in increased congestion
because of the reduced speed limits that are required in school zones. In addition, trafﬁc would
have to compete with school buses during student transport times (Duvall 2003b).
Based on the number and extent of environmental impacts discussed above, this alternative
was rejected and eliminated from further consideration.
2.3.4

Additional Designs Options and Alignments Considered

In addition to the alternatives discussed above, a number of design and alignment variations
were considered. Additional designs that were evaluated included three-lane conﬁgurations for
the 35th Avenue SE and 39th Avenue SE alternatives. Based on the results of trafﬁc modeling,
a three-lane roadway would not provide sufﬁcient additional capacity and appropriate roadway
layout to meet the purpose and need for the project. The three-lane variations were therefore
eliminated from further consideration.
Five other alignment options for Alternatives 1a and b, the 39th alignment, were considered.
While all of the alignment options had similar termini, two of the other alignments were west of
the proposed 39th alignment and three of the alignments were to the east. The two alignments

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page 2-28

to the west had substantially greater impacts on a large Category I wetland and were therefore
eliminated from further consideration. Of the alignments to the east, one would have avoided
more of the sensitive wetland but would have displaced the Snohomish County Public Utility
District’s Park Ridge electrical substation; it was therefore eliminated from further consideration.
The other two alignments would have been east of the substation and would have avoided
more of the sensitive wetland; . hHowever, the steep grades that would have to be climbed
by vehicles using either of these alignments would have resulted in an unacceptable level of
performance for the roadway. Therefore, both of these alignments were eliminated from further
consideration.
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The City of Bothell (Titles 14 and 17 BMC) and Snohomish County (Title 30.63[b] SCC) regulate
topographic modiﬁcations through their respective grading permit programs. Also regulated
are activities within critical areas, which include development in sensitive habitats and geologic
hazard areas such as landslide hazard areas, steep slopes, erosion hazard areas, and seismic
hazard areas. City of Bothell critical areas regulations are found in Title 14 BMC. Snohomish
County critical areas regulations are in Chapter 30.62 SCC. See Sections 3.3 and 3.4 for a
description of sensitive plant, animal, and wetland resources.
3.1.2

Affected Environment

Corridor Overview
The rolling terrain of the project area generally slopes toward the North Creek valley basin to the
west and south. Elevations range from approximately 400 feet mean sea level at the north end
of the corridor to approximately 50 feet at the south end.
The proposed project is situated on the eastern slope of the North Creek valley in south-central
Snohomish County. It is located in the middle of the Puget Lowland, a north-south-trending
topographic depression between the Olympic Mountains to the west and the Cascade Range
to the east. The Puget Lowland basin was formed in bedrock and over time has been partially
ﬁlled with younger glacial and non-glacial sediments. In some areas, these sediments reach
thousands of feet deep (Snohomish County 2003).
The low, undulating plains that are characteristic of the Puget Lowland are the result of repeated
advances and retreats of the continental ice sheets and, to a lesser degree, glacial advances
and retreats of local alpine glaciers in the Cascade and Olympic mountains. The most recent
glacial advance and retreat occurred between 20,000 and 13,000 years ago (Bailey, pers.
comm., 2003). During this glacial period, the low-lying areas of Snohomish County were
covered with thousands of feet of glacial ice. Vashon advance outwash, Vashon glacial till, and
Vashon recessional outwash soils were all deposited in this area. More recently, since the last
retreat of glacial ice out of Snohomish County, river valleys and low-lying areas have been
ﬁlled with sediments classiﬁed as younger alluvium and alluvial fan deposits. These deposits
of boulders, cobbles, gravels, sands, silts, clays, and peat are found in and along present day
streams, lakes, and other areas that are subject to periodic ﬂooding. Project area geology is
shown in Figure 3.1-1 and described in greater detail below.
Geologic Units
The U.S. Geological Survey (USGS 1985) has mapped surﬁcial geology in the project area. The
oldest geologic unit is the Vashon advance outwash. These sediments were deposited as the
glacial ice advanced through the Puget Lowland. They typically exist as stratiﬁed sand, gravelly
sand, and sandy gravel. The unit has a variable thickness throughout the region but is as much
as 200 feet thick within the Bothell quadrangle. Advanced outwash is typically thinner when it
underlies till.
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The Vashon advance outwash sands and gravels exhibit excellent engineering characteristics
for foundation support and cut slope stability, and they are generally suitable for structural ﬁll
as long as groundwater seepage is not present. The sands and gravels of the Vashon advance
outwash are highly permeable and generally contain signiﬁcant amounts of groundwater.
Lying on top of the Vashon advance outwash is the Vashon glacial till. This unit was deposited
at the base of an advancing ice sheet and was overridden by the ice. Some data suggest that
as much as 3,000 feet of ice may have consolidated the till. The unit consists of a very dense,
heterogeneous mixture of clay, silt, sand, and gravel. Till has been found to be as much as 20
to 30 feet thick in the Puget Sound area, but thickness typically varies because of differences in
deposits and/or erosion (Bailey, pers. comm., 2003).
Vashon glacial till is very compact and is often referred to as “hardpan” because of its dense
consistency and cement-like nature. Vashon glacial till has excellent engineering characteristics
because of its strength and stiffness; it provides excellent foundation support and slope stability.
Surface water runoff is generally high in areas where Vashon glacial till is the surﬁcial geologic
unit because of its low permeability. It can be difﬁcult to excavate, and because of its high
content of “ﬁnes,” it can be difﬁcult to work with during the wet season. Slopes can be cut as
steep as 1 foot horizontal to 1 foot vertical. Material gradation and general moisture sensitivity of
the till make it very difﬁcult to use as structural ﬁll.
The last and youngest surﬁcial geologic unit found in the project area is Vashon recessional
outwash. These sediments were deposited by water ﬂowing from the receding Vashon glacier.
The deposits consist of stratiﬁed sand and gravel that is gray to oxidized, loose, mostly clean
(free of silt or clay), and permeable. The thickness of the unit varies from 10 to 13 feet and is as
much as 100 feet thick in major outwash channels.
Because Vashon recessional outwash was not compacted by glacial ice, the deposit is typically
loose to medium dense and is easily excavated. The outwash exhibits a moderate strength and
stiffness, and a moderate permeability. Trenches and cut slopes typically need shoring, and
outwash needs to be removed and compacted or replaced with a compacted structural ﬁll prior
to construction.
The soils found throughout the project site are sensitive to moisture. In general, the engineering
characteristics of a soil may be altered if it is exposed to moisture for extended periods of time
or if it is wet to saturated from groundwater seepage.
Soil Types
The proposed project would traverse a variety of soil types. The Natural Resources
Conservation Service (formerly the Soil Conservation Service) has identiﬁed three soil series in
the project vicinity (Soil Conservation Service, 1983).
Some of these soils are relatively undisturbed, while other areas have been ﬁlled, paved, built
upon, or otherwise altered. Soil units in the project area These are Alderwood gravelly sandy
loam, Everett gravelly sandy loam, and McKenna gravelly silt loam. Alderwood gravelly sandy
loam and McKenna gravelly silt loam are soil types derived from Vashon glacial till while the
Everett gravelly sandy loam is derived from deposits of Vashon advance outwash. In general,
the soil unit will exhibit the same engineering characteristics as the underlying geologic unit from
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which it was derived. Soils in the project vicinity are generally suitable for road construction. Soil
units can be seen in Figure 3.1-2.
Alderwood gravelly sandy loam is a moderately well-drained soil. The average depth to till is 20
to 40 inches. The presence of silt and clay in the soil makes it a poor building material, but it has
few constraints as a base for a roadway.
Everett gravelly sandy loam is a much deeper and better-drained soil. It can be a source of sand
and gravel, and makes good ﬁll.
McKenna gravelly silt loam is a moderately deep, poorly drained soil that lies in depressional
areas and drainageways. It is listed as a hydric soil on the Snohomish County Hydric Soils
List (USDA 2001). Its poor drainage makes it problematic for a number of uses, including road
building.
The Alderwood and McKenna soils are rated as having “prime” agricultural capabilities.
However, both are considered to be Class IV, which is the least productive of the classes of
prime agricultural soils. Their main value is for pastureland and production of grass, hay, and
similar crops.
Geologic Hazards
The City of Bothell, with the assistance of the University of Washington, has mapped geologic
hazard areas in the south Snohomish County vicinity (University of Washington 2002). Within
the project area, there are landslide-prone deposits, slopes greater than 15% percent, severely
erosive soils, and deposits susceptible to liquefaction during an earthquake. The project would
not be built on known landslide-prone deposits, but it would be constructed on slopes greater
than 15% percent (Figure 3.1-3), severely erosive soils (Figure 3.1-4), and liquefaction-prone
deposits (Figure 3.1-5) to various degrees depending on the alternative.
The Puget Lowland is seismically active, and the entire area could be subject to ground shaking
from a moderate to major earthquake, although there are no known active faults within a 5mile radius of the project site (Bailey, pers. comm., 2003). The closest known active fault to the
project corridor is the South Whidbey fault, which is thought to run north of the project area.
South Project Area
Terrain in the project area south of 228th is mostly rolling and includes small unnamed streams
that ﬂow into North Creek. Elevations range from approximately 270 feet at the intersection of
223rd and 39th to approximately 60 feet at the intersection of 240th and 35th.
Soils found in the south project area are Alderwood gravelly sandy loam, Everett gravelly sandy
loam, and McKenna gravelly silt loam. Their distribution is shown in Figure 3.1-2.
North Project Area
Similar to the south project area, terrain in the north project area is mostly rolling and includes
Palm Creek, a small unnamed tributary that ﬂows into North Creek. The north end of the north
project area (Maltby Road) lies high on a hill above the North Creek valley and drops down to
the valley ﬂoor at the south end of the project (228th). The 39th Avenue SE alignment traverses
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the base of a slightly to moderately sloping west-facing hillside. Topography along the alignment
is typical of glaciated landscapes throughout the Puget Lowland physiographic province.
Elevations range from approximately 400 feet at Maltby Road to approximately 270 feet at the
intersection of 39th and 228th. The north project area contains one soil type, Alderwood gravelly
sandy loam (see Figure 3.1-2).
3.1.3

Environmental Impacts

General
Impacts on geology and soils would be similar in type but different in degree under all action
alternatives. Road construction/widening would involve clearing, grading, excavating unsuitable
soils, placing ﬁll material, installing bridges and/or culverts, constructing ditches, and paving.
Natural soils would be permanently disturbed.
It is probable that the project area would experience a moderate to major earthquake over
the next 20 years. Therefore, earthquake-induced impacts are possible under any of the
alternatives, including the No Action Alternative. Impacts could arise from soil movement and
settling or from soil liquefaction during an earthquake. Hazards such as seismically induced
landslides and surface rupture could occur, and steep embankments could fail or slump.
Alternative 1a: 39th Avenue SE Alignment (3-lane) (Preferred Alternative)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Potential impacts on topography and soils under this alternative, in
general, will be similar to those described above. Mechanized clearing of vegetation, excavation
of unsuitable soils, grading, and placement of ﬁll material would be required. Different portions
of the alignment under this alternative would be built through a previously undisturbed
landscape and geologic hazard areas as shown in Figures 3.1-3, 3.1-4, and 3.1-5.
Approximately 16.4 acres of previously undisturbed land will need to be cleared and
approximately 56,700 cubic yards of excavated earth and 51,500 cubic yards of ﬁll will be
required to construct this alternative. Excavated material, if suitable for construction purposes,
would be used as backﬁll to the maximum extent possible thus reducing the need for offsite
disposal. If excavated material is unsuitable for use as backﬁll, it would be exported to an
approved offsite disposal area, and suitable ﬁll would be imported to the site.
The proposed alignment would need to be cleared of trees and vegetative cover. Removing
vegetation on the slopes could increase surface water penetration into the loose uppermost soil
units, thereby increasing erosion and landslide susceptibility. Also, slopes would need to be cut
to achieve designed road grades along the proposed alignment. Exposing soils would decrease
slope stability and increase erosion susceptibility.
Bridges and/or culverts would be needed to avoid altering natural drainage paths of the main
and south forks of Cole Creek and two mapped drainages along the alignment. Retaining
structures may be required on the downslope side of ﬁll areas. Bridge foundations, if required,
would most likely be supported by piles, driven or auger cast into undisturbed Vashon glacial till.
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Placement of these structures would result in localized removal and compaction of natural and
previously disturbed soil.
Operation Impacts. Altering the surface to create new impervious surfaces could potentially
reduce localized inﬁltration and groundwater recharge and increase quantity and velocity of
surface water runoff. This could lead to accelerated erosion of undisturbed areas downstream.
Also, placing compacted road ﬁll under the new roadway could modify near-surface
groundwater ﬂow patterns, potentially causing impoundment and downstream ﬂooding.
Indirect and Cumulative Impacts
Indirect soil and geological impacts could occur as a result of the construction and operation
of this alternative . Improved access to presently undeveloped land could increase the rate of
growth and development in the project area. Land development activities often include clearing,
foundation excavation, and road construction, all of which disrupt the soil and often entail
importing additional ﬁll material.
Without proper stormwater drainage planning, road construction would cause increased peak
stormwater runoff ﬂows, increased soil erosion and sediment loading, and potentially decreased
recharge to area streams, wetlands, and groundwater.
No signiﬁcant or long-term cumulative impacts on geology or soils are expected to result from
the proposed improvements. In the short term, construction of Alternative 1a would modify
topography along the alignment and would represent an additional incremental cumulative
effect on geology and soils when considered in the context of other past, present, and future
development activities in the project area (see Section 1.13).
North Segment (Future Phase)
Direct Impacts
Road construction/widening would involve clearing, grading, excavating unsuitable soils,
placing ﬁll material, installing culverts, constructing ditches, and paving. The amount of clearing,
grading, and other site preparation activities would depend on the size and design of the
roadway. In general, impacts would be greater for a ﬁve-lane road than a three-lane one.
Soil disturbance created by removal of vegetation and excavation would increase the potential
for erosion, particularly in any erosion hazard areas that might be encountered. Maps prepared
by the University of Washington indicate severe erosion hazard areas exist near the 39th/Maltby
Road intersection (Figure 3.1-4). Excavation and construction in potential erosion hazard
areas could decrease slope stability if appropriate mitigation measures and best management
practices are not implemented. Excavation and ﬁll quantities are not known at this time; they
would depend on the size and design of the roadway. There could be a net loss of soil from cuts
and associated excavation.
Any topsoil with a high-moisture content within the alignment would be permanently removed and
replaced with well-drained ﬁll material and covered with impervious pavement. The result would
be less localized groundwater recharge through inﬁltration, and increase quantity and velocity of
surface water runoff, potentially resulting in accelerated erosion of undisturbed areas downstream.
The amount of new impervious surface area and resulting surface water runoff would both
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depend on the size and design of the roadway; a ﬁve-lane roadway would have more than a
three-lane one.
Indirect and Cumulative Impacts
Indirect and cumulative impacts from construction of the north segment would be similar in
nature to those described for the south segment. Because the north segment is located in a
designated Urban Growth Area, it is likely that the terrain within the project area would reﬂect
additional modiﬁcation associated with the planned growth and development by the time the
north segment is constructed.
Alternative 1b: 39th Avenue SE Alignment (5 lane)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Potential impacts on topography and soils under this alternative, in
general, would be similar to those described above. Mechanized clearing of vegetation,
excavation of unsuitable soils, grading, and placement of ﬁll material would be required.
Different portions of the alignment under this alternative would be built through a previously
undisturbed landscape and geologic hazard areas (Figures 3.1-3, 3.1-4, and 3.1-5).
Approximately 22 acres of land would need to be cleared and approximately 100,000 cubic
yards of excavated earth and 63,000 cubic yards of ﬁll would be required to construct this
alternative. Excavated material, if suitable for construction purposes, would be used as backﬁll
to the maximum extent possible. If excavated material is unsuitable for use as backﬁll, it would
be exported to an approved offsite disposal area, and suitable ﬁll would be imported to the site.
The proposed alignment would need to be cleared of trees and vegetative cover. Removing
vegetation on the slopes could increase surface water penetration into the loose uppermost soil
units, thereby increasing erosion and landslide susceptibility. Also, slopes would need to be cut
to achieve designed road grades along the proposed alignment. Exposing soils would decrease
slope stability and increase erosion susceptibility.
The two stormwater detention ponds located in the proposed intersection of 240th and 39th
would have to be ﬁlled or reconﬁgured. A bridge and/or arch culverts would be needed to avoid
altering natural drainage paths of the main and south forks of Cole Creek and two mapped
drainages along the alignment. Retaining structures may be required on the downslope side
of ﬁll areas. Bridge foundations, if required, would most likely be supported by piles, driven or
auger cast into undisturbed Vashon glacial till.
Operation Impacts. Altering the surface to create new impervious surfaces could potentially
reduce localized inﬁltration and groundwater recharge and increase quantities of surface
water runoff. Also, placing compacted road ﬁll under the new roadway could modify nearsurface groundwater ﬂow patterns, potentially causing impoundment and downstream ﬂooding.
Operation impacts under this alternative would be similar to, but greater in extent than, those
described for Alternative 1a because this alternative includes 5 rather than 3 lanes.
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Indirect and Cumulative Impacts
Indirect soil and geological impacts could occur as a result of the project. Improved access to
presently undeveloped land could increase the rate of facilitate further growth and development
in the project area. Land development activities often include clearing, foundation excavation,
and road construction, all of which disrupt the soil and often entail importing additional ﬁll
material.
Without proper stormwater drainage planning, road construction would cause increased peak
stormwater runoff ﬂows, increased soil erosion and sediment loading, and potentially decreased
recharge to area streams, wetlands, and groundwater.
No signiﬁcant or long-term cumulative impacts on geology or soils are expected to result from
the proposed improvements. In the short term, construction of Alternative 1 would modify
topography along the alignment and would represent an additional incremental cumulative
effect on geology and soils when considered in the context of other past, present, and future
development activities in the project area (see Section 1.13).
North Segment (Future Phase)
Direct Impacts
Road construction/widening would involve clearing, grading, excavating unsuitable soils,
placing ﬁll material, installing culverts, constructing ditches, and paving. The amount of clearing,
grading, and other site preparation activities would depend on the size and design of the
roadway. In general, impacts would be greater for a ﬁve-lane road than a three-lane one.
Soil disturbance created by removal of vegetation and excavation would increase the potential
for erosion, particularly in any erosion hazard areas that might be encountered. Maps prepared
by the University of Washington indicate severe erosion hazard areas exist near the 39th/Maltby
Road intersection (Figure 3.1-4). Excavation and construction in potential erosion hazard areas
could decrease slope stability if appropriate mitigation measures and best management practices
are not implemented. Excavation and ﬁll quantities are not known at this time; they would depend
on the size and design of the roadway. There could be a net loss of soil from cuts and associated
excavation.
Any topsoil with a high-moisture content within the alignment would be permanently removed
and replaced with well-drained ﬁll material and covered with impervious pavement. The result
would be less localized groundwater recharge through inﬁltration and larger quantities of surface
water runoff. The amount of new impervious surface area and resulting surface water runoff
would both depend on the size and design of the roadway; a ﬁve-lane roadway would have
more than a three-lane one.
Indirect and Cumulative Impacts
Indirect and cumulative impacts from construction of the north segment would be similar in
nature to those described for the south segment. Because the north segment is located in a
designated Urban Growth Area, it is likely that the terrain within the project area would reﬂect
additional modiﬁcation associated with the planned growth and development by the time the
north segment is constructed.
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Alternative 2: 35th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Potential impacts on geology and soils under this alternative would be similar to those described
for Alternative 1. Unlike Alternatives 1a and 1b, the 35th Avenue SE alignment would be
constructed within an already established roadway corridor.
Approximately 18 acres of undisturbed land would be cleared to construct this alternative, and
approximately 95,000 cubic yards of excavated material and 23,000 cubic yards of ﬁll would be
required.
This alternative would have less of an effect on steep (>15%) slopes (Figure 3.1-3) and severely
erosive soils (3.1-4) than Alternatives 1a and 1b. Liquefaction-prone deposits (Figure 3.1-5),
however, are located throughout most of this alternative’s alignment and would be affected to a
greater degree than under Alternatives 1a and 1b.
Indirect and Cumulative Impacts
Indirect and cumulative impacts on geology and soils under this alternative would be similar to
those described for Alternative 1a and 1b.
Construction of Alternative 2 would require clearing and modiﬁcations to the topography along
the alignment. However, because the area to be cleared and cut/ﬁll volumes would be less
under this alternative than under Alternative 1b, this alternative would have a slightly smaller
incremental cumulative effect on the project area’s geology and soil resources. It would have a
slightly greater incremental cumulative effect than would Alternative 1a.
North Segment (Future Phase)
Impacts on geology and soils from construction of the north segment under this alternative
would be the same as described for Alternative 1a and 1b.
Alternative 3: 35th/39th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Potential impacts on geology and soils under this alternative would be similar to those described
under Alternatives 1a, 1b, and 2. This alternative would use portions of the existing 35th and
39th alignments.
Alternative 3 would require the greatest amount of clearing and cut/ﬁll of the three action
alternatives. Approximately 27 acres of land would need to be cleared, and approximately
121,000 cubic yards of excavated material and 88,000 cubic yards of ﬁll would be required.
Impacts on geologic hazard areas would be the same as those described for Alternative 2.
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Indirect and Cumulative Impacts
Indirect impacts on geology and soils from this alternative would be similar to those described
for Alternative 1 and 1b. Because Alternative 3 would involve the most clearing, grading, and
cut/ﬁll, this alternative would have the greatest incremental cumulative effect on the project
area’s geology and soils of the three action alternatives.
North Segment (Future Phase)
Impacts on geology and soils from construction of the north segment under this alternative
would be the same as described for Alternative 1a and 1b.
Alternative 4: No Action
Under the No Action Alternative, neither the south segment nor the north segment of the
project would be constructed. This would be the least disruptive alternative to the environment.
Potential slides and slope instability (particularly if an earthquake occurs) are possible under
this alternative. No project-related land clearing, grubbing, excavation, or ﬁlling would occur.
No Neither will project-related impacts on soils or changes in impervious surface area. Land
in the project area would continue to be subject to development. Existing roadways would be
incrementally improved and new roadways would be added as land development continues.
These improvements would happen in a piecemeal manner and could affect geology and soils,
although the total impact is not known at this time.
3.1.4

Mitigation Measures

Speciﬁc measures to mitigate potential impacts on geology and soils from construction of
the project would be determined during subsequent project design and permit review. Likely
mitigation for potential impacts would include:
•

A detailed geotechnical evaluation would be conducted once the preferred alignment is
chosen. The area near the preferred alignment would be evaluated for evidence of geologic
hazards, such as landslides or steep slopes, that could result in slope failure.

•

Mitigation for work proposed in identiﬁed landslide or steep slope hazard areas would
include standard engineering design and construction methods appropriate for such areas.

•

A project-speciﬁc Temporary Erosion and Sediment Control Plan with appropriate Best
Management Practices (BMPs) would be prepared and implemented. This mandated plan
would include measures to control erosion and promote soil stabilization before, during, and
after project construction.

•

Special structural and non-structural control measures would be required in erosion hazard
areas.

•

Erosion could be reduced by revegetating exposed areas of soil and by staging construction
so that large areas of soil are not exposed at any one time. Areas of exposed soil requiring
immediate and/or temporary protection would be covered with either mulch or erosion
control netting/blankets. For permanent stabilization, areas would be seeded with a native
grass seed mixture or hydroseeded with a seed-mulch-fertilizer mixture as soon as practical
after desired grades have been achieved.
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•

Surface runoff and erosion would be controlled during construction by careful grading practices.
Such practices typically include the construction of shallow, upgrade perimeter ditches or low
earthen berms, and the use of temporary sumps to collect runoff and prevent water from ponding
and damaging exposed subgrades. In addition, adequate surface gradients and drainage
systems would be incorporated in the ﬁnal grading design so that surface runoff is permanently
directed into swales, settlement ponds, or other controlled drainage features.

•

To avoid erosion of stockpiled materials, these items would be stored in protected locations
and adequately covered or stabilized. Appropriate slopes and heights of stockpiled material
would be properly maintained.

•

All equipment staging and stockpiling areas would be located out of environmentally
sensitive/critical areas.

•

Because of the moisture sensitivity of some of the soils along the different alignments,
access roads and construction areas would be stabilized with gravel, geotextile fabric, or
other measures so that heavy equipment can maneuver efﬁciently. In addition, incorporating
either stabilized construction entrances or a truck wash into the erosion control measures
would minimize the amount of soil that would be transported onto adjacent roads.

•

Placement and compaction of ﬁll would occur in accordance with project plans and
design speciﬁcations. Temporary and permanent BMPs would be implemented to
minimize slope impacts.

•

Retaining walls would be used where feasible to hold ﬁll and to help limit project right-of-way
requirements. This would reduce the extent of some critical area impacts.

•

Proper preparation of subgrades and compaction of ﬁll would reduce the potential for
settlement along and within a roadway alignment.

•

Culverts would be used to reduce the likelihood of potential impacts on overland and nearsurface groundwater ﬂows.

•

To reduce the risk from earthquakes and liquefaction, structures and roadways would be
designed in accordance with the methods described in the American Association of State
Highway and Transportation Ofﬁcials (AASHTO) Standard Speciﬁcations (1996).

3.1.5

Signiﬁcant Unavoidable Adverse Impacts

With appropriate mitigation measures in place, no signiﬁcant unavoidable adverse impacts on
geology and soils are expected.
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The federal Clean Water Act (CWA) and its amendments regulate activities affecting water
resources. The U.S. Environmental Protection Agency (EPA) and the U.S. Army Corps of
Engineers (Corps) are federal agencies responsible for enforcing the CWA. Sections of the
CWA applicable to surface waters affected by the project include Section 401 (water quality
certiﬁcation), Section 402 (National Pollutant Discharge Elimination System [NPDES] permits),
and Section 404 (dredging or ﬁlling waters of the United States and adjacent wetlands). The
Washington State Department of Ecology (Ecology), through the Washington State Water
Pollution Control Act (RCW 90.48), administers portions of the CWA.
Washington State, as required by the CWA, has set water quality standards to protect the
beneﬁcial uses of surface waters (WAC 173-201A). All streams in the project area are classiﬁed
as either AA (extraordinary) or are unclassiﬁed tributaries to Class AA waters. State regulations
specify that unclassiﬁed bodies must be classiﬁed based on the water body to which they
discharge. Class AA waters should support water supply, livestock watering, ﬁsh and wildlife
habitat, recreation, commerce, navigation, and other beneﬁcial uses.
Ecology is also responsible for identifying impaired waters that do not meet applicable surface water
quality standards and for developing a plan to limit pollutant loads to those waters by adopting total
maximum daily loads (TMDLs) under Section 303(d) of the CWA. The list of such impaired waters,
known as the “303(d) list,” must include a priority ranking for each water body, taking into account the
severity of the pollution and the uses to be made of such waters. For waters identiﬁed in the 303(d)
list, the CWA requires states to establish TMDLs that ensure water quality standards are attained.
The most recent Washington State 303(d) list was published in 1998 2005 (Ecology 19982005). An
updated list was prepared in 2002 but has not yet been approved by EPA.
Ecology also has the delegated responsibility to administer stormwater discharges through
the CWA Section 402 NPDES and State Waste Discharge Permit programs. Construction
activities disturbing more than 1 acre of ground must have a NPDES Construction Stormwater
General Permit. The permit requires a Stormwater Pollution Prevention Plan that includes Best
Management Practices (BMPs) to control erosion and sedimentation, and measures to prevent
violations of surface water quality, groundwater quality, and sediment management standards.
Through the Hydraulic Project Approval (HPA) program, the Washington Department of Fish
and Wildlife regulates construction activities that could affect ﬁsh and shellﬁsh habitat within
Washington State waters. Construction that uses, diverts, obstructs, or changes the natural ﬂow
or bed of any water of the state requires HPA approval by Washington Department of Fish and
Wildlife. Construction of stormwater outfalls and culvert replacement activities in streams in the
project area would require an HPA.
Snohomish County and the City of Bothell require prior evaluation for work in or near identiﬁed
critical areas, such as streams and wetlands. The resource must be assessed, its value
classiﬁed, and the project impacts evaluated. Generally, development activities are restricted
within streams and their locally designated buffers; however, minor modiﬁcations to the sensitive
areas may be allowed if compensated by approved mitigation measures. Snohomish County
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and the City of Bothell, through their respective drainage ordinances, require management of
stormwater during and after construction.
3.2.2

Affected Environment

Corridor Overview
Surface Water
Proposed project improvements are within the North Creek drainage basin, which is located
in south Snohomish County and north King County. The North Creek watershed drains
approximately 19,000 acres (Figure 3.2-1). North Creek originates near Everett Mall Way in
the City of Everett and ﬂows south about 12.6 miles through the cities of Mill Creek and Bothell
before emptying into the Sammamish River in King County. The Sammamish River ﬂows into
Lake Washington. This drainage system is part of Water Resource Inventory Area (WRIA) 8
(Kerwin 2001). Snohomish County has developed the North Creek Drainage Needs Report to
identify drainage problem areas and possible solutions (Snohomish County 2002).
Within the project area, there are two small tributaries to North Creek—Palm Creek and Cole
Creek. Palm Creek is 1.8 miles long and drains the southern portion of the north project area.
Cole Creek is approximately 1 mile long and drains most of the south project area. North
Creek and its tributaries are typical lowland streams that carry ﬂow from rolling hillsides. In
addition to surface water ﬂow within stream channels, signiﬁcant amounts of water reach
the project area by sheet ﬂow from higher elevations to the east. In the project vicinity, North
Creek is mostly channelized; it ﬂows through wetlands, industrial parks, and rural residential
areas (King County 2003b). Cole Creek and Palm Creek, however, are for the most part not
channelized within the project vicinity. Cole Creek ﬂows in a roadside ditch north of 228th
through several wetlands within the project area. Palm Creek is not associated with any
wetlands within the north project area.
The main stem of North Creek supports spawning populations of Cchinook, coho, and sockeye
salmon, winter-run steelhead, and coastal cutthroat trout. Portions of Palm Creek and Cole
Creek may also support salmon runs. Fish resources are discussed in greater detail in Section
3.4 Plants and Animals.
The project area is located within the Southwest County UGA, which includes the City of Bothell
(see Section 3.6 Land and Shoreline Use). Stream buffers within the MUGA range from 25
to 150 feet depending on the category and classiﬁcation of the stream, which jurisdiction the
stream lies within, and whether the stream supports salmon. Stream types are deﬁned in SCC
30.62 and BMC 14.04. Table 3.2-1 displays streams in the project area, their regulatory stream
type, and their recommended buffer width.
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Stream Types in the Project Area

Stream Name

Jurisdiction

Type1

Buffer(feet) 2

North Creek

Bothell

1S

150

Bothell

2F

100 (salmon present)

Snohomish
County

3

50

4

25

2F

100 (salmon present)

Np

75 (salmon absent)

5

10

Fish are assumed to be absent
where Palm Creek crosses 39th

2F, Np,
or Ns

75100–50

Dependent on presence or
absence of salmonids and
perennial or intermittent ﬂow

10

Tributary to Cole Creek just
outside city limits

Cole Creek

Bothell
Palm Creek
Snohomish
County

Unnamed
tributaries

Bothell

3
Snohomish
County

5

Notes
Shoreline of the State;
anadromous ﬁsh present; main
stem North Creek between 240th
Street SE and 228th Street SE
Salmon are assumed to be
present only up to 35th3

Type 4 reach above 228th
—

1 Where stream types were not available from existing information, they were determined through ﬁeld
reconnaissance.
2 Distances in Snohomish County are assumed to be for urban stream buffers.
3 Fish passage assumed because barrier is not natural and predevelopment salmon usage likely.

Water Quantity
The North Creek watershed has become increasingly urbanized in the past 30 years. One result
of this rapid urbanization (most of which occurred before stormwater detention was required)
is an increased amount of impervious surface in the watershed. Impervious surfaces (including
roads, rooftops, parking lots, and buildings) prevent rainwater from percolating into the ground
and recharging groundwater. Instead, stormwater ﬂows over the impervious surfaces and
directly into surface waters. The result of increased impervious surface is an increase in the
frequency and magnitude of peak storm ﬂows. This typically causes channel incision, increased
sedimentation, and increased pollutant loading in streams when no stormwater controls are
in place to detain and treat runoff from impervious surface. Flooding problems also typically
increase.
Water Quality
In addition to changing the dynamics of streamﬂow in North Creek, the rapid urbanization of the
watershed has also contributed to a decline in water quality. Ecology rates North Creek as Class
AA for water quality (extraordinary waters). Class AA waters must meet the water quality criteria
found in WAC Chapter 173-201A–030. Snohomish County has been monitoring two sites on
North Creek since 1992, one in the upper watershed and one at the Snohomish-King County
border. Both sites have recorded fecal coliform bacteria counts, temperatures, and dissolved
oxygen concentrations that consistently violate Washington State standards. In addition,
Snohomish County found concentrations of lead, mercury, copper, and zinc in water samples
that violate state standards (Snohomish County 2000).
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North Creek is on Washington State’s 303(d) list for impaired and threatened water bodies
because it has exceeded water quality standards for fecal coliform bacteria counts and
dissolved oxygen concentrations. Ecology has developed a TMDL plan (Ecology 2001) and a
detailed action plan (Ecology 2003) for fecal coliform in North Creek.
Groundwater
Groundwater may be found throughout the project area in all of the mapped geologic units in
either perched, conﬁned, or unconﬁned conditions. All geologic units contain some amount
of groundwater during some periods of the year. Principal aquifers in the project area include
the younger alluvium, Vashon recessional outwash, and the Vashon advance outwash.
Groundwater in the alluvium and recessional outwash aquifers is unconﬁned (i.e., water can
ﬂow in and out of the aquifers) in and around the major river valleys and in the moderate-sized
stream valleys along North Creek and Bear Creek. Groundwater ﬂow within these areas follows
the general topography that slopes to the west and southwest toward North Creek.
The Vashon advance outwash aquifer is the most signiﬁcant groundwater resource in the project
area (Bailey, pers. comm., 2003). Because of the surrounding topography, the Vashon advance
outwash aquifer forms an isolated system that covers a fairly large geographic area locally
known as the Intercity Plateau. The Intercity Plateau is an upland area situated in south-central
Snohomish and King counties between Puget Sound and the Snohomish River/Snoqualmie
River valleys. Steep escarpments along all sides characterize the boundaries of the Intercity
Plateau. Within the Intercity Plateau, the Vashon advance outwash aquifer supports base ﬂow
through groundwater discharge in three different drainage basins: Swamp Creek, North Creek,
and Bear Creek.
There are 13 28 known groundwater wells within 2 miles of the project (see Figures 3.2-2 and
3.2-3) the project area (See Figures 3.2-2 and 3.2-3) (Snohomish County, 2006). Within the
project area north of 228th is a sole source aquifer of low sensitivity (Snohomish County 1999).
(The “low” rating refers to the ease with which contaminants released into the ground could
travel to groundwater [e.g., the water table].)
Floodplains
No mapped ﬂoodplains are within the project area. The project corridor is one-quarter mile or
more away from, and approximately 100 feet above, the North Creek ﬂoodplain. No ﬂoodplains
are mapped for Palm or Cole creeks.
South Project Area
Surface Water
Surface water within the south project area generally ﬂows to the southwest, eventually draining
to North Creek. Both Palm Creek and Cole Creek are within the south project area boundary.
Several man-made ponds are scattered throughout this area, including one stormwater
detention pond northwesteast of the existing 39th/228th intersection and three ponds
immediately northeast of the 39th/240th intersection. Overland ﬂow from higher elevations of the
eastern portion of the south project area is to the west toward Cole Creek, ponds, and wetlands.
Palm Creek ﬂows through a narrow, steep ravine for part of its 1.8-mile length; the ravine is
60 to 70 feet deep in some places. The ravine area is relatively undisturbed, with large maple
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and Douglas ﬁr forming an overstory. The Palm Creek headwatersis are just east of 39th, and
the stream crosses under the roadway in a culvert between 215th and 217th. At this point,
the stream is approximately 2 feet wide and would be rated a Type 5 stream according to
Snohomish County critical areas regulations (SCC 30.62.300[1]). No wetlands are associated
with Palm Creek in the vicinity of 39th.
Snohomish County classiﬁes Cole Creek as a Type 3 perennial stream within its borders,
and the. The City of Bothell classiﬁes it Cole Creek as a Category 2Type F stream within the
city limits. Cole Creek begins in a wetland north of 228th and ﬂows south and west to join
North Creek at River Mile 2.3. The total length of the Cole Creek main stem is about 1 mile. A
number of small man-made ponds are located throughout the Cole Creek watershed. Extensive
areas of forested wetlands form the headwaters of Cole Creek and its feeder creeks (see also
Section 3.3 Wetlands). The upper Cole Creek watershed contains a mature western red cedar
and Douglas ﬁr overstory. Associated wetlands are considered to be Category I 1 wetlands,
signifying mature forested wetlands greater than 10 acres in size (Snohomish County Code
[SCC] 30.62.300).
Between 39th and 35th, Cole Creek ﬂows through a steep ravine, receiving drainage from
associated wetlands. The creek crosses under 35th near 235th through a small culvert.
Snohomish County indicates this culvert is a ﬁsh passage barrier (Snohomish County 2002). A
10-foot high concrete dam that retains a small pond is located approximately 200 feet east of
35th that creates an impassable barrier to migrating salmon.
Cole Creek was evaluated as part of the North Creek Drainage Needs Report (Snohomish
County 2002). Above its major tributary, Cole Creek ﬂows in a contained channel within a
moderately incised ravine with steep banks. Below the conﬂuence with the tributary, it becomes
more sinuous and leaves the ravine.
The major tributary mentioned above is a narrow, high gradient stream whose ﬂow is
moderated by a series of three ponds east of the endpoint of 39th. The uppermost pond is
the largest at approximately 0.6 acre, and it ﬂows through a small (8-inch-diameter) pipe and
drops approximately 15 feet into the second pond. Rock waterfalls drain each of these ponds
downstream. Once this tributary crosses 39th, its gradient drops to between 4% percent and 8%
percent until it joins Cole Creek. There is an old concrete weir upstream of the conﬂuence with
Cole Creek that once may have provided irrigation for orchards on properties to the south.
Stormwater Drainage
Detention systems in the south project area are primarily roadside ditches, ponds, and
stormwater detention facilities. Stormwater runoff from the road and from offsite drainage is
collected in the ditches and routed to the culvert system beneath the roads, ultimately draining
to the North Creek system. There are two water quality treatment and detention facilities within
the south project area. Surface water throughout most the project area currently receives
untreated runoff from road surfaces.
Water Quality
Ecology has not applied a water quality classiﬁcation to Cole Creek. Therefore, because
it discharges to North Creek, a Class AA surface water, Cole Creek must meet Class AA
standards (WAC 173-201A). Cole Creek is not on Washington State’s 303(d) list for impaired
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and threatened water bodies. It does, however, discharge into a section of North Creek that is
listed. Discharges to Cole Creek, therefore, must comply with the North Creek Fecal Coliform
TMDL action plan.
Groundwater
Groundwater levels within the project area vary and ﬂuctuate seasonally. A seasonally perched
groundwater table has been observed to ﬂuctuate in the Alderwood soil series between 18 to 36
inches below ground surface (Debose and Klungland 1983).
The Everett soil series drains well, but seepage may occur if excavations take place during the
wet season. Seasonal groundwater levels have not been recorded in this unit.
Permeability in the McKenna soil series is relatively slow. A perched groundwater table is at a
depth of 0 to approximately 6 inches below ground surface. Ponding of surface water should be
expected between November and April.
Within the area between 228th and the south project area boundary is a sole source aquifer
of low sensitivity (Snohomish County 1999). Two Seven known groundwater wells are within
the south project area. One is southeast of the 39th/240th intersection and one is southwest
of the 223rd/39th intersection (see Figure 3.2-2). Both Two wells havean associated wellhead
protection areas. Five additional wells are located outside the south project area, including one
with an associated wellhead protection area (see Figure 3.2-2).
North Project Area
Surface Water
Surface water within the north project area generally ﬂows to the southwest, eventually draining
to North Creek. Palm Creek (described above) is the only known stream in the north project
area. Overland ﬂow from higher elevations east of the project area runs to the stormwater
conveyance system along 39th, discharging either to Palm Creek or a detention pond located
northwesteast of the existing 39th/228th intersection.
Stormwater Drainage
Detention systems in the north project area consist primarily of roadside wetlands and ditches.
Stormwater runoff from the road and from offsite drainage is collected in the ditches and routed
to the culvert system beneath the road, ultimately draining to the North Creek system. With
the exception of a stormwater pond at the northeast corner of 39th and 228th, there are no
known water quality treatment or detention facilities for 39th. Surface waters in the project area
currently receive untreated runoff from 39th.
In the North Creek Drainage Needs Report, Snohomish County has identiﬁed the area along
39th between 228th and about 217th as a ﬂooding problem area because of a restrictive culvert
and ditch system (Snohomish County 2002). Snohomish County has proposed that the drainage
system in this area be replaced in the future with larger, less restrictive culverts and one or two
regional detention ponds.
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Water Quality
Because Palm Creek discharges to North Creek, it must meet Class AA standards for water
quality. Palm Creek is not on Washington State’s 303(d) list for impaired and threatened water
bodies. It does, however, discharge into a section of North Creek that is listed. Discharges to
Palm Creek, therefore, must comply with the North Creek Fecal Coliform TMDL action plan.
Groundwater
Within the project area north of 228th is a sole source aquifer of low sensitivity. Lowland areas
near North Creek are rated “moderate” for sensitivity to aquifer disturbance. The project area is
in the aquifer recharge zone for North Creek and provides water to the North Creek lowlands by
both surface and subsurface ﬂows. Twenty-one known groundwater wells is are located within
the north project area (Figure 3.2-3).
3.2.3

Environmental Impacts

General
Impacts on water resources and water quality would be similar in type but different in degree
under all action alternatives (see Table 3.2-2).
Major construction activities would include the following:
•

Clearing and grading;

•

Earthwork (excavation, ﬁlling, hauling, landscaping);

•

Stockpiling of materials;

•

Concrete work;

•

Highway paving; and

•

Culvert replacement.

Clearing and grading activities would expose soils to erosive forces, such as wind and rain.
Construction activities could cause temporary increases in suspended solids and short-term
degradation of water quality in surface waters receiving stormwater runoff from construction
areas, depending on the effectiveness of erosion and stormwater control measures. Suspended
solids originating from the construction area would be transported to receiving streams and
could adversely affect ﬁsh habitat, depending on timing, intensity, and duration. Temporary
increases in suspended solids typically decrease rapidly after construction is completed as
exposed sources of sediment are stabilized by erosion control BMPs.
Construction equipment, materials, and waste on the construction site would be sources of
potential pollutants including oil and grease, hydraulic ﬂuid, and concrete leachate. Releases of
these materials could be introduced into the stormwater system, and, if not contained or treated,
could contaminate groundwater and surface water resources. Water quality degradation from
temporary increases in suspended solids and accidental spills could adversely affect ﬁsh and
other aquatic life.
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The proposed project has the potential to adversely affect the hydrologic function of Palm Creek
and Cole Creek and their drainage basins. Without proper mitigation, new impervious surface
area and vegetation clearing could potentially lead to decreased water quality and increased
stormwater runoff rates and volumes discharging to streams and wetlands in the project area
(see Table 3.2-2). Without detention, increased storm ﬂows in the downstream reaches of the
creeks and open ditches could increase ﬂooding, erosion, sediment deposition, and habitat
degradation. Placement of ﬁll could disrupt drainage patterns, resulting in altered streamﬂows
and modiﬁed wetland and riparian habitat.
Table 3.2-2:

Total Proposed Impervious Area by Action Alternative (Square FeetAcres)

Element

Alternative 1a

Alternative 1b

Alternative 2

Alternative 3

Impervious area

15.1

16.8

17.2

19.3

Table 3.2-2:

Total Proposed Impervious Area by Action Alternative (Square FeetAcres)

Element
Impervious area

Alternative 1
76,500

Alternative 2
83,100

Alternative 3
92,100

Alternative 1a: 39th Avenue SE Alignment (3-lane) (Preferred Alternative)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Surface water hydrology would be modiﬁed by new culverts, ditches,
stormwater detention and water quality facilities, placement of ﬁll in wetlands and streams and
their buffers, vegetation clearing, and new impervious surfaces. These potential impacts would
result from establishing a new 77-foot-wide roadway between 240th and just north of 228th. The
total impervious surface area associated with this alternative would be 15.1 acres (see Table
3.2-2). This would include both retained asphalt and new asphalt resulting from construction
of Alternative 1a. Construction activities would extend approximately 600 feet south of 240th
and 1,000 feet north of 228th. The alignment would cross several deﬁned drainage channels,
including the south fork of Cole Creek, and a detention pond (Figure 3.2-4). Culverts or bridges
would need to be placed appropriately to maintain current surface hydrology. The pond would
be ﬁlled under this alternative (see Sheet 39-3 in Appendix A). To prevent downstream ﬂooding,
a new pond would be constructed to replace the lost surface water storage pond. The new pond
would be located as close to the existing pond as possible. Drainage into the remaining ponds
would continue.
Operation Impacts. If untreated, stormwater runoff from increased impervious surfaces would
affect water quality, change surface water conveyance channels, and potentially cause
downstream ﬂooding.
This alternative would construct detention ponds with associated water quality treatment
wetlands, and underground detention vaults with associated water quality treatment bioswales
or mechanical compost ﬁlters. Detention ponds would be adjacent to the road right-of-way and
underground vaults, and associated water quality treatment facilities would be within the road
right-of-way. Figure 3.2-4 shows the proposed stormwater facility locations for Alternative 1a.
Replacement of the culvert and ditch system along the existing portions of 39th with a less
restrictive system would reduce ﬂooding during high ﬂow periods, which was identiﬁed as a
problem area in the North Creek Drainage Needs Report (Snohomish County 2002). This
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alternative also includes water quality treatment and detention which would improve stream
water quality, since area streams currently receive untreated stormwater runoff. Water quality
treatment through natural inﬁltration to groundwater would be reduced by the increased
impervious surfaces. Stormwater runoff from the new alignment would be routed into the
proposed detention and treatment facilities, resulting in a net improvement in water quality.
Overland ﬂow (sheet ﬂow) occurs east of the existing 39th alignment. The new alignment
proposed under Alternative 1a would potentially intercept that overland ﬂow. Without adequate
conveyance structures (i.e., culverts) to allow the east to west overland ﬂows, hydrology of the
south project area could be altered, affecting local streams and wetlands.
Annual pollutant loadings for each build alternative were estimated for several common
parameters for both pre- and post-construction based on WSDOT methods (WSDOT, 2006).
Table 3.2-3 presents a comparison of the anticipated estimated increases in annual pollutant
loads for each alternative. The Pollutant loadings for all alternatives is expected to increase only
slightly, and in some cases decrease, over existing levels even taking into account the greater
impervious surface areas. This is because surface water runoff after construction would receive
water quality treatment before discharge to surface waters. Currently, surface runoff from
roadways involved in the various alternatives receives little or no treatment.
Table 3.2-3: Estimated Annual Pollutant Loads1
Alternative 1a

Alternative 1b

Alternative 2

Alternative 3

Existing Annual Pollutant Loading
TSS2
Total Phosphorus
Total Nitrogen

2

2

Zinc2
Copper

2

2043

2043

3577

3577

4.48

4.48

7.84

7.84

9.78

9.78

17.12

17.12

1.28

1.28

2.24

2.24

0.23

0.23

0.4

0.4

Fecal Coliform
Bacteria3

333,153,000

333,153,000

583,200,000

583,200,0000

Chemical Oxygen
Demand2

818

818

1432

1432

Anticipated Total Annual Pollutant Loading
2

TSS

619

Total Phosphorus

2

689

705

791

4.53

5.04

5.16

5.79

Total Nitrogen2

32.31

35.95

36.81

41.30

Zinc2

3.93

4.37

4.47

5.02

Copper

2

0.76

0.84

0.86

0.97

Fecal Coliform
Bacteria3

1,100,790,000

1,224,720,000

1,253,880,000

1,406,970,000

Chemical Oxygen
Demand2

2,703

3,008

3,079

3,455

TSS2

-1,424

-1,355

-2,872

-2,786

0.05

0.56

-2.68

-2.05

22.53

26.17

19.69

24.18

2.65

3.09

2.23

2.78

Increases in Annual Pollutant Loads
Total Phosphorus
Total Nitrogen
Zinc2

2

2
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Alternative 1a

Alternative 1b

Alternative 2

Alternative 3

0.53

0.61

0.46

0.57

Fecal Coliform
Bacteria3

767,637,000

891,567,000

670,680,000

823,770,000

Chemical Oxygen
Demand2

1,885

2,190

1,647

2,023

Copper

2

1 – Based on WSDOT, 2006 method
2 - pounds/acre/year
3 - number/acre/year

Alternative 1a would contribute annual total pollutant load levels lower than Alternatives 1b, 2,
or 3. Increases in annual pollutant loads over existing conditions would be less under Alternative
1a than under Alternatives 1b or 3 but greater than Alternative 2.
Indirect and Cumulative Impacts
Indirect impacts on water resources resulting from construction and operation of this alternative
could include the alteration of established downstream drainage patterns through the loss of
roadside ditches, wetlands, and depressional areas. Peak stream ﬂows could increase, which
could increase downstream ﬂooding, erosion, sediment deposition, and ﬁsh habitat degradation.
Decreased base ﬂow into wetlands and streams could result over time from ﬁlling areas of
groundwater recharge and discharge. Loss of streambank riparian vegetation from clearing and
paving could cause higher downstream water temperatures and decreased water quality, and
may increase stream bank instability.
Increased trafﬁc volumes would increase the amount of pollutants from stormwater runoff. Such
runoff can contain elevated concentrations of metals and suspended solids. However, water
quality treatment would be designed to maintain the overall quality of surface water within the
south project area.
Alternative 1a could contribute to an overall decline in water quality and habitat degradation in
the North Creek watershed unless appropriate mitigation measures are carried out. The loss
of vegetative cover and increase in impervious surface area could further degrade an already
heavily developed watershed and could contribute to cumulative impacts associated with future
development in the project area. Any future development, however, would require stormwater
control and treatment.
North Segment (Future Phase)
Direct Impacts
Under the ﬁve-lane option, 39th would be widened to four travel lanes with a center turn lane,
planting strips, sidewalks, and bicycle lanes. Road width would average 92 feet. Roadside
ditches on the east side, which carry signiﬁcant ﬂow during the winter months, would have
to be relocated to accommodate any road widening. Such relocations could have short-term
water quality impacts during construction if appropriate BMPs are not in place. However, ditch
relocations should not have any long-term operational impacts on water resources.
Under the three-lane option, 39th would be widened to two travel lanes with a center turn lane,
planting strips, sidewalks, and bicycle lanes. Road width would average 80 feet throughout the
entire project area. In general, this option would have less impervious surface area, vegetation
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clearing, and ﬁll compared to the ﬁve-lane option. Therefore, the extent and magnitude of
potential impacts, both construction and operational, on water resources under this option would
be less than the ﬁve-lane option.
Indirect and Cumulative Impacts
Indirect and cumulative impacts on water resources in the north segment would be similar to
those described above for the south segment. However, construction of the north segment
would have less of an indirect effect on stormwater runoff and drainage patterns because of the
presence of the existing road.
Alternative 1b: 39th Avenue SE Alignment (5-lane)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Surface Like Alternative 1a, surface water hydrology would be modiﬁed
by new culverts, ditches, stormwater detention and water quality facilities, placement of ﬁll in
wetlands and streams and their buffers, vegetation clearing, and new impervious surfaces.
These potential impacts would result from establishing a new 100-foot-wide roadway between
240th and just north of 228th. The total impervious surface area associated with this alternative
would be 76,500 square feet16.8 acres (see Table 3.2-2). This would include both retained
asphalt and new asphalt resulting from construction. Construction activities would extend
approximately 600 feet south of 240th and 1,000 feet north of 228th. The alignment would cross
several deﬁned drainage channels, including the south fork of Cole Creek, and a pond (Figure
3.2-45). Culverts or bridges would need to be placed appropriately to maintain current surface
hydrology. The pond would be ﬁlled under this alternative (see Draft EIS Appendix A – Sheet
39-3). To prevent downstream ﬂooding, a new pond would be constructed to replace the lost
surface water storage pond. The new pond would be located as close to the existing pond as
possible. Drainage into the remaining ponds would continue.
Operation Impacts. If untreated, stormwater runoff from increased impervious surfaces would
affect water quality, change surface water conveyance channels, and potentially cause
downstream ﬂooding.
This alternative would construct detention ponds with associated water quality treatment
wetlands, and underground detention vaults with associated water quality treatment bioswales
or mechanical compost ﬁlters. Detention ponds would be adjacent to the road right-of-way and
underground vaults, and associated water quality treatment facilities would be within the road
right-of-way. Figure 3.2-4 5 shows the proposed stormwater facility locations for Alternative 1b.
Alternative 1b would contribute annual pollutant load levels greater than Alternative 1a, but less
than Alternatives 2 or 3. Increases in pollutant loads over existing conditions are anticipated
to be greater than the other build alternatives (Table 3.2-3). Replacement of the culvert and
ditch system along the existing portions of 39th with a less restrictive system would reduce the
propensity of this area to ﬂood during periods of high ﬂow, which was identiﬁed as a problem
area in the North Creek Drainage Needs Report (Snohomish County 2002). The alternative also
includes water quality treatment and detention that would create an improvement over existing
conditions, since area streams currently receive untreated stormwater runoff. Although water
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quality treatment through natural inﬁltration to groundwater would be reduced by the increased
impervious surfaces proposed under this alternative, all stormwater runoff from the new
alignment would be routed into the proposed detention and treatment facilities, resulting in a net
improvement in water quality.
Overland ﬂow (sheet ﬂow) occurs east of the existing 39th alignment. The new alignment
proposed under Alternative 1b would potentially intercept that overland ﬂow. Without adequate
conveyance structures (i.e., culverts) to allow the east to west overland ﬂows, hydrology of the
south project area could be altered, affecting local streams and wetlands.
Annual pollutant loadings for each build alternative were estimated for several common
parameters for both pre- and post-construction based on WSDOT methods (WSDOT, 2006).
Table 3.2-3 presents a comparison of the anticipated estimated increases in annual pollutant
loads for each alternative. The Pollutant loadings for all alternatives is expected to increase only
slightly, and in some cases decrease, over existing levels even taking into account the greater
impervious surface areas. This is because surface water runoff after construction would receive
water quality treatment before discharge to surface waters. Currently, surface runoff from
roadways involved in the various alternatives receives little or no treatment.
Indirect and Cumulative Impacts
Indirect impacts on water resources resulting from construction and operation of this alternative
could include the alteration of established downstream drainage patterns through the loss of
roadside ditches, wetlands, and depressional areas. Peak stream ﬂows could increase, which
could increase downstream ﬂooding, erosion, sediment deposition, and ﬁsh habitat degradation.
Decreased base ﬂow into wetlands and streams could result over time from ﬁlling areas of
groundwater recharge and discharge. Loss of streambank riparian vegetation from clearing and
paving could cause higher downstream water temperatures and decreased water quality, and
may increase streambank instability.
Increased trafﬁc volumes would increase the amount of pollutants from stormwater runoff.
Such runoff can contain elevated concentrations of metals, suspended solids, and organic
compounds. However, the proposed design would include water quality treatment that should
maintain the overall quality of surface water within the south project area.
Alternative 1b, would be designed towhen combined with impacts from other development in the
project area, could contribute to an overall decline in water quality and habitat degradation in
the North Creek watershed unless appropriate mitigation measures are carried out. The loss of
vegetative cover and increase in impervious surface area could put further degrade pressure on
an already heavily developed watershed and could contribute to cumulative impacts associated
with future development in the project area. Any future development, however, would require
stormwater control and treatment.
North Segment (Future Phase)
Direct Impacts
Under the ﬁve-lane option, 39th would be widened to four travel lanes with a center turn lane,
planting strips, sidewalks, and bicycle lanes. Road widthening would average 90 86 feet.
Roadside ditches on the east side, which carry signiﬁcant ﬂow during the winter months, would

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page 3-33

have to be relocated to accommodate any road widening. Such relocations could have shortterm water quality impacts during construction if appropriate BMPs are not in place. However,
ditch relocations should not have any long-term operational impacts on water resources.
Under the three-lane option, 39th would be widened to two travel lanes with a center turn lane,
planting strips, sidewalks, and bicycle lanes. Road widthening would average 80 40 to 42 feet
throughout the entire project area. In general, this option would have less impervious surface
area, vegetation clearing, and ﬁll compared to the ﬁve-lane option. Therefore, the extent and
magnitude of potential impacts, both construction and operational, on water resources under
this option would be less than the ﬁve-lane option.
Indirect and Cumulative Impacts
Indirect and cumulative impacts on water resources in the north segment would be similar to
those described above for the south segment. However, construction of the north segment
would have less of an indirect effect on stormwater runoff and drainage patterns because of the
presence of the existing road.
Alternative 2: 35th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Like Alternatives 1a and 1b, this alternative would potentially affect
several wetlands, stream channels and their vegetative buffers, and groundwater quality in
the immediate area. The total impervious surface area associated with Alternative 2 would
be 83,100 square feet17.2 acres, which is more than Alternative 1a and 1b, but less than
Alternative 3, and would include both retained and new pavement. This alternative, however,
would likely have fewer impacts on water resources than Alternative 1a or 1b. Rather than
establishing a new roadway through previously undisturbed areas, existing roadways (39th,
240th, and 35th) would be widened. Drainage facilities would be expanded to accommodate
the increased stormwater ﬂows resulting from an increase in impervious surface. Ditches would
need to be moved and culverts would need to be replaced. New stormwater detention and water
quality treatment facilities would need to be established. Replacing the ditch and culvert system
under Alternative 2 with one that is less restrictive with greater capacity would reduce the
propensity for downstream ﬂooding and allow unimpeded ﬁsh passage in Cole Creek.
Alternative 2 would widen 39th north of 228th for approximately 1,000 feet. This would encroach
into the forested wetlands that form the headwaters of Cole Creek. These wetlands are located
on both sides of 39th north of 228th and extending to 224th. See Section 3.3 Wetlands for
additional discussion of wetland impacts.
Operation Impacts. Operation impacts under Alternative 2 would be the same as similar to those
described for Alternative 1a. Alternative 2 would contribute greater annual pollutant load levels
than Alternatives 1a or 1b but less than Alternative 3. Increases in pollutant loading over existing
conditions are anticipated to be lower than the other build alternatives (Table 3.2-3). Figure
3.2-5 6 shows the proposed stormwater facility locations for Alternative 2.
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Indirect and Cumulative Impacts
Indirect and cumulative impacts from Alternative 2 would be similar to those described for
Alternative 1a and 1b. However, Alternative 2 would have less new impervious surface and less
of an indirect impact on previously undisturbed surface and groundwater resources.
North Segment (Future Phase)
Impacts on water resources under Alternative 2 would be the same as those described for
Alternative 1a.
Alternative 3: 35th/39th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction and operation impacts on water resources under Alternative 3 would be similar to
those described for Alternative 2. Most (approximately two-thirds) of the same alignment along
35th would be used. A new roadway would be established between the 39th/240th intersection
and the 35th/236th intersection on the southern end. A new roadway also would be established
between the 35th/228th intersection and 39th approximately 800 feet north of the 39th/228th
intersection at the northern end. The new southern section would cross through a wetland and
stream system located east of 35th and north of 240th (see Figure 3.2-7). The new roadway north
of 228th would cross through the wetland system that makes up the headwaters of Cole Creek.
The total impervious surface area associated with this alternative would be 92,100 square
feet19.3 acres and would include both retained and new pavement. Figure 3.2-6 7 shows the
alternative alignment including the proposed location of the stormwater facilities. Total pollutant
loading under Alternative 3 is anticipated to be greater than under other Build Alternatives.
Increases in pollutant loading over existing conditions are anticipated to be second only to
Alternative 1b (Table 3.2-3)
Indirect and Cumulative
Indirect and cumulative impacts resulting from Alternative 3 would be similar to those described
for Alternative 1a. Alternative 3 would have the largest amount of total impervious surface in the
project area (see Table 3.2-2), which would result in the largest indirect impact from increased
stormwater runoff and pollutants.
North Segment (Future Phase)
Impacts on water resources under Alternative 3 would be the same as those described for
Alternative 1a.
Alternative 4: No Action
Under Alternative 4, neither segment of the project would be constructed. This would be the
least disruptive alternative to the environment. No project-related impacts on water resources
would occur. Existing stormwater runoff and drainage patterns would be maintained and
no additional treatment or retention of stormwater runoff or culvert upgrades, would occur
culvert upgrades also would not occur. Project-area streams would continue to receive
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untreated stormwater runoff from the roadways, which adversely affects water quality. Land
in the project area would continue to be subject to development. Existing roadways would be
incrementally improved and new roadways would be added as land development continues.
These improvements would happen in a piecemeal manner and could adversely affect water
resources, although the total impact is not known at this time.
3.2.4

Mitigation Measures

Construction
A Stormwater Pollution Prevention Plan (SWPPP) would be developed. The SWPPP would
include measures for controlling erosion and sedimentation and for preventing discharge of
pollutants contained in stormwater to water bodies during construction. The SWPPP also would
include provisions for construction monitoring and BMPs to protect groundwater and public
drinking water.
Using effective BMPs at construction locations, such as minimizing exposed soil surfaces and
controlling erosion and sedimentation, would prevent or reduce potential impacts on surface
water and groundwater quality. Washington State Department of Transportation (WSDOT),
state, and local jurisdiction BMPs typically include the following:
•

Clearly marking the clearing limits prior to construction;

•

Phasing construction to minimize the amount of exposed earth subject to erosion;

•

Designing construction entrances, exits, and parking areas to reduce the amount of
sediment tracked onto public roads;

•

Using vegetative erosion-control practices (seeding, mulching, soil conditioning with
polymers, ﬂocculents, sod stabilization, vegetative buffer strips, and protection of trees with
construction fences);

•

Using erosion control practices (mulching, erosion control blankets, and soil tackiﬁers);

•

Using sediment control practices (straw bales, silt fences, check dams, sediment traps,
sedimentation basins, and ﬂocculation methods);

•

Controlling erosion of stockpiled materials (e.g., diversion of upslope water around
stockpiles, covering stockpiles, and silt fences around stockpiles);

•

Keeping Locating staging areas away from water resources;

•

Complying with any timing restrictions and mitigation measures stipulated by the
Washington Department of Fish and Wildlife HPA; and

•

Performing routine inspection of erosion and sediment control BMPs and subsequent BMP
maintenance.
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Parking areas for vehicles and equipment on the construction site could be covered with gravel
to prevent erosion of the underlying soil. Construction materials and toxic materials, such as
oil and fuel, could be stored in covered spill-containment areas. In the event of a spill or leak of
pollutants, the incident would be reported to the construction site supervisor and actions would
immediately be taken to contain and clean up the materials. Employees working with toxic
materials or equipment and machinery that could be sources of pollutants would receive basic
instruction or training on spill prevention and containment, and on proper disposal procedures
for wastes.
Operation
Stormwater runoff from the proposed roadway would be collected and treated in a new drainage
system designed as part of the project. Stormwater would be inﬁltrated to be the maximum
extent possible. Water quality treatment would be designed to treat water from both existing and
new roadway surfaces within the project limits (see Figures 3.2-4 through 3.2-7). Stormwater
treatment BMPs would comply with the standards and methods speciﬁed in the Snohomish
County Development Code Chapter 30.63A and the King County Stormwater Manual (City
of Bothell), unless otherwise dictated by site constraints, NPDES permit requirements, state
water quality standards, or North Creek TMDL Detailed Implementation Plan (Ecology 2003)
requirements. Mitigation concepts proposed for water quality treatment would include created
wetlands, bioﬁltration swales, mechanical compost ﬁlters, and detention facilities.
Snohomish County and the City of Bothell would inspect, clean, and maintain stormwater catch
basins, conveyance systems, outfalls, culverts, retention/detention systems, and water quality
treatment structures on a regular basis.
3.2.5

Signiﬁcant Unavoidable Adverse Impacts

With appropriate mitigation measures in place, no signiﬁcant unavoidable adverse impacts on
water resources are expected.
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The Washington State Environmental Policy Act (SEPA) requires an analysis of impacts of a
proposed action on all elements of the built and natural environment, including wetlands.
Under the federal Clean Water Act, the U.S. Army Corps of Engineers (Corps) has the
responsibility and authority to regulate the discharge of dredged or ﬁll material into “waters of
the U.S.” which include streams and wetlands. Section 404 of the Clean Water Act requires a
permit to place ﬁll material in wetlands. The Corps uses the following deﬁnition of wetlands for
administering the Section 404 permit program:
“Those areas that are inundated or saturated by surface or groundwater at a frequency
and duration sufﬁcient to support, and that under normal circumstances do support, a
prevalence of vegetation typically adapted for life in saturated soil conditions. Wetlands
generally include swamps, marshes, bogs, and similar areas.”
The state Growth Management Act (GMA) requires that the Corps deﬁnition be used in all local
critical areas regulations. Both Snohomish County and the City of Bothell have adopted critical
areas regulations that categorize wetlands by size and type. Within the City of Bothell, wetlands
are regulated under Bothell Municipal Code (BMC) 14.04.200500. Wetlands are divided into
three four categories based on 2004 Washington State Department of Ecology wetland rating
system, with buffers ranging from 50 to 100 125 feet in width with Category I and II ranging from
75–100 feet, Category III ranging from 50 to 100 feet, and Category IV being 50 feet (City of
Bothell, 2005:
•

Category I wetlands are those wetlands that (i) represent a unique or rare wetland type; or
(ii) are more sensitive to disturbance than most wetlands; or (iii) are relatively undisturbed
and contain ecological attributes that are impossible to replace within a human lifetime; or
(iv) provide a high level of functions. These include bogs, mature and old-growth forested
wetlands, and wetlands that perform many functions very well (score 70 points or more (out
of 100) on a completed rating form for the appropriate hydro-geomorphic class).

•

Category II wetlands are those wetlands difﬁcult, though not impossible, to replace, and
provide high levels of some functions. These wetlands occur more commonly than Category
I wetlands, but still need a relatively high level of protection. Because there are no estuarine
or inter-dunal wetlands in Bothell, Category II wetlands are those that score between 51
and 69 out of 100 points. Wetlands scoring 51 to 69 points were judged to perform most
functions relatively well, or performed one group of functions very well and the other two
moderately well.

•

Category III wetlands are those wetlands with a moderate level of functions (scores between
30 to 50 points out of 100). Wetlands scoring between 30 to 50 points generally have been
disturbed in some ways, and are often less diverse or more isolated from other natural
resources in the landscape than Category II wetlands.

•

Category IV wetlands have the lowest levels of functions (scores less than 30 points out of
100) and are often heavily disturbed. These are wetlands that should have the potential for
replacement, and in some cases, for improvement. However, experience has shown that
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replacement cannot be guaranteed in any speciﬁc case. These wetlands may provide some
important functions, and also may need to be protected.
•

Category 1 Wetland is a wetland that meets any of the following criteria:
a. The presence of species listed by the federal government or the state of Washington as
endangered, threatened, sensitive or priority, or the presence of essential or outstanding
actual habitat for those species;
b. A wetland having 40 to 60% percent permanent open water in dispersed patches with
two or more classes of vegetation;
c. A wetland equal to or greater than 10 acres in size and having three or more wetland
classes, one of which is open water; or
d. The presence of plant associations of infrequent occurrence.

•

Category 2 Wetland is a wetland that meets any of the following criteria:
a. A wetland greater than one acre in size;
b. A wetland equal to or less than one acre in size and having three or more wetland
classes;
c. A wetland equal to or less than one acre that has a forested wetland class;
d. The presence of heron rookeries or raptor nesting trees.

•

Category 3 Wetland is a wetland that is equal to or less than 1 acre in size and that has two
or fewer wetland classes.

In Snohomish County, wetlands are regulated under the Snohomish County Critical Areas
Regulations (Snohomish County Code [SCC] 30.62.300-370) and are classiﬁed into four
categories.
Category 1 Wetlands satisfy one or more of the following criteria:
•

Are equal to or greater than 10 acres in size, hydrologically connected, and contain three
or more wetland classes, each covering 10% percent or more of the wetland, one of which
is open water;

•

Have been documented by the Washington State Department of Fish and Wildlife
(WDFW) Priority Habitat Species program as regionally signiﬁcant waterfowl or
shorebird concentration areas;

•

Are bog/fen systems one acre or larger;

•

Are mature forested wetlands equal to or greater than 10 acres in size; and

•

Are estuarine (in an estuary, the lower course of a river where the river’s current meets the
sea’s tide).

Category 2 wetlands satisfy one or more of the following criteria:
•

Are equal to or greater than ﬁve acres in size and contain three or more wetland classes;
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Category 3 wetlands satisfy none of the criteria for Category 1, 2, or 4 wetlands.
Category 4 wetlands satisfy none of the criteria for Category 1, 2, or 4 wetlands and are: Are
nonriparian (nonstream-side) wetlands less than one acre in size, with only one wetland class,
and greater than 90% percent coverage of any combination of invasive/exotic plant species as
listed in the Snohomish County Critical Areas Regulations.
Snohomish County Critical Areas Regulations also specify wetland buffer width requirements in
both urban and non-urban areas within unincorporated Snohomish County. To encourage housing
development in urban areas and because wildlife habitat in urban areas is considered to be of
lower quality than in rural areas, the County has lower buffer width requirements for wetlands in
Urban Growth Areas (UGAs). Buffers within the UGA range from 25 to 10075 feet depending on
the category and classiﬁcation of the wetland with Category I wetlands having 75-foot buffers,
Category 2 wetlands having 50-foot buffers, and Category 3 and 4 having 25-foot buffers.
It should be noted that Snohomish County is in the process of updating its Critical Areas
Ordinance that will include revisions to the wetland classiﬁcation system and buffer requirements.
Project area wetlands within the city limits of Bothell were classiﬁed according to BMC
14.04.200500, and wetlands that occur in Snohomish County were classiﬁed according to
SCC 30.62.300. In addition, all wetlands in the project area were assessed a rating using the
Washington Department of Ecology’s Washington State Wetlands Rating System for Western
Washington (Ecology 1993). This is a four-tiered rating system in which Category I wetlands are
the most valuable and Category IV wetlands are the least valuable. Wetland ratings are used
by regulatory agencies to help determine wetland buffers, mitigation replacement ratios and
permitted uses in wetlands. Ratings are based on a wetland’s sensitivity to disturbance, rarity
within a region, and functions. Generally, wetlands have a higher rating if they have not been
altered signiﬁcantly by urbanization, have structural and spatial diversity, and are hydrologically
connected to streams. Wetland rating information for each wetland is available in the Wetland
Field Reconnaissance Summary Report (DEIS Appendix B).
3.3.2

Affected Environment

Corridor Overview
The south project area is located primarily within the City of Bothell, while the north project
area is located within Snohomish County. The project area is experiencing rapid growth and
development but still retains some rural character. Land use within the project area is dominated
by single-family residential development, much of it on large rural lots. Commercial and
multifamily development is present adjacent to I-405 and within the City of Bothell in the south
project area. The north project area is entirely within the Snohomish Southwest County Urban
Growth Area, which is predicted to continue to grow and develop over the next 20 years. As
a result of this rapid growth, many of the abundant streams and wetlands in the project area
have experienced degradation due to increasing urbanization (see also Section 3.2 Water
Resources). Stream headwaters have been ﬁlled and/or built upon, as have many wetlands.
Buffer areas have been encroached upon and forest cover is decreasing.
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The proposed project area is located within the North Creek watershed. Located to the west of
the project area, North Creek ﬂows north to south through the watershed, eventually draining
into the Sammamish River, which in turn drains into Lake Washington. Two tributaries to North
Creek, Palm Creek and Cole Creek, run along the existing portion of 39th north of 228th (see
Figure 3.3-1). Both streams ﬂow southwest to North Creek. Cole Creek is about one mile long
and ﬂows into North Creek at river mile 2.3. Palm Creek is 1.8 miles long and ﬂows into North
Creek about 2000 feet upstream of the conﬂuence with Cole Creek.
Twenty-eight Twenty-six wetlands were identiﬁed in the south project area, ranging from
relatively undisturbed, forested, Category 1 wetlands to Category 4 wetlands (classiﬁcation
based on which jurisdiction the speciﬁc wetland is located in) consisting of farm ponds created
by damming of streams. A mosaic of forested and scrub-shrub wetlands extend south from
the headwaters of Cole Creek to the southern end of the project corridor at 240th. Wetlands
were numbered in a clockwise manner proceeding southward from the northern portion of the
south project area along the 39th Avenue SE corridor then west along 240th Street then north
along 35th Avenue SE. Wetlands A and B, labeled out-of-sequence to other south project area
wetlands, were identiﬁed subsequent to publication of the Draft EIS. Wetland 4, associated
with the upper Cole Creek watershed, is considered to be a Category I wetland, signifying a
mature forested wetland greater than 10 acres in size (SCC 30.62.300). Other wetlands in the
project area are interrupted by roads and various residential and commercial developments.
For example, at least 13 project-area wetlands are bounded by roads for some portion of their
perimeter. Streams and wetlands are maintained primarily by groundwater, the primary source
of which is an the unconﬁned alluvial aquifer of sand and gravel. This aquifer is the most
important source of groundwater in the Snohomish County area (Newcombe 1952).
Vegetation in the project area includes grasses, shrubs, hardwood and conifer trees, and
a variety of introduced and invasive plants. Plant species observed in upland and wetland
communities are presented in the Wetland Reconnaissance Summary Report (Draft EIS
Appendix B).
Soils in the project vicinity vary from moderately well drained Alderwood gravelly sandy loams to
the somewhat excessively drained Everett and poorly drained McKenna soils (Soil Conservation
Service 1983). Everett soil is composed of very gravelly sand and is usually 60 inches and
deeper. The McKenna soils are associated with wetlands and stream corridors in the project
area. The McKenna soils are listed as hydric soils on the Snohomish County Hydric Soil List
(DeBose and Klungland 1983). For more information on soils and groundwater, see Sections
3.1 and 3.2.
Wetland Identiﬁcation
South Project Area
Wetland conditions in the project area are described in detail in the Wetland Field
Reconnaissance Summary Report (Draft EIS Appendix B). Information from that report is
summarized here.
The National Wetland Inventory (NWI) identiﬁes seven wetland systems near the south project
area (U.S. Fish and Wildlife Service 2003a). A ﬁeldField reconnaissance for the proposed
Bothell Connector Project identiﬁed 26 28 wetlands in the south project area (Table 3.3-1 and
Figure 3.3-1). Of these 26 wetlands, one was two were rated as a Category 1, six eleven as
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Table 3.3-1: Wetlands Classiﬁed in the South Segment
Wetland
Number
1
2

Size
(acres)
3.7
2.3

NWI
Class 1
PFO/PSS
PSS

Ecology
Rating
III
IV

Local
Class 2
2
3

1a,1b,2,3
1a,1b,2

3

0.1

POW

IV

4

1a,1b,2

4

11.4

PFO/PEM/
PSS

I

1

1a,1b

5

0.3

POW

IV

4

1a,1b

6

0.1

POW

IV

4

1a,1b

7

0.1

POW

IV

4

1a,1b

8
9

0.1
0.1

III
III

3
3

1a,1b
1a,1b

10

7.5

II

2

1a,1b

11
12

2.8
1.2

POW
PEM
PEM/PSS/
PFO
PFO/PSS
PFO

III
I

3
1

1a,1b
1a,1b

13

2.7

PFO

II

2

1a,1b

14

0.3

POW/PEM

IV

4

1a,1b

15
16

0.3
0.1

IV
IV

4
4

1a,1b,2
2

17

3.9

II

2

3

18

0.5

PEM
PSS
PEM/
POW/PSS/
PFO
PFO

III

3

3

19

1.2

PEM

III

3

2

20
21

0.3
1.3

POW
PSS

IV
IV

4
4

2, 3
2, 3

22

1.6

PFO/POW

II

2

2, 3

23

0.1

PEM

III

3

2, 3

24

1.4

PFO/PSS/
PEM

III

3

2, 3

25

2.7

PFO/PEM

II

2

2, 3

26
A
B

0.1
0.06
<0.02

PSS
PEM/PSS
PSS

III
IV
IV

3
4
4

2. 3
1a,1b
1a,1b

Alt. 3

Notes
Associated with Cole Creek
Excavated detention pond; does
not qualify as locally regulated
wetland
Associated with Cole Creek and
supported by numerous seeps and
springs
Farm pond associated with
tributary to Cole Creek
Farm pond associated with
tributary to Cole Creek
Farm pond associated with
tributary to Cole Creek
Landscaped pond

Associated with unnamed Type 5
stream
Excavated detention ponds and
bioswale

Downstream of Wetland 13.

Large meadow dominated by reed
canarygrass
Landscaped ponds
Downstream of Wetland 4 on Cole
Creek. Includes farm pond.
Appears to be old sediment
detention basin
Associated with tributary to Cole
Creek

1 Cowardin wetland classiﬁcation system (Cowardin et al. 1979)
PEM = Palustrine emergent; PSS = Palustrine scrub-shrub; PFO = Palustrine forested; POW = Palustrine open water
2

Wetlands 1 through 7 are in unincorporated Snohomish County; the remaining wetlands are within the City of Bothell.

3 Alternatives 1a and 1b: 39th Avenue SE Alignment; Alternative 2: 35th Avenue SE Alignment; Alternative 3:
35th/39th Avenue SE Alignment
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Category 2, nine ten as Category 3, and eleven four as Category 4 wetlands. Wetlands 1
through 7 are in unincorporated Snohomish County; the remaining wetlands are within the
City of Bothell. Although formal wetland delineations have not been conducted, project-area
wetlands are estimated to range in size from 0.1 02 acre to more than 10 acres. Wetland types
include emergent, scrub-shrub, open water, forested, and riverine wetlands. Many of these
wetlands are associated with perennial and intermittent streams, while others are associated
with artiﬁcially created farm or landscaping ponds.
Wetlands in the project area are dominated by a variety of plant communities. Streamassociated wetlands have a forested overstory containing western red cedar, black cottonwood,
red alder, and western hemlock. The shrub and herb layers are dominated by salmonberry,
blackberry, skunk cabbage, vine maple, lady fern, and swordfern. Scrub-shrub wetlands are
typically dominated by a dense canopy of salmonberry, red-osier dogwood, blackberry, Douglas
spirea, and red alder. Herbaceous wetlands are characterized by soft rush, creeping buttercup,
skunk cabbage, reed canarygrass, and a variety of other native and non-native grasses.
Wetlands provide a number of functions in the biological and hydrological landscape. Wetland
functions include providing habitat for plants and animals, removing sediment, nutrients, and
contaminants from surface water, reducing peak ﬂows and storing ﬂood waters, and recharging
groundwater. Those wetlands that are artiﬁcially created ponds provide good water retention
and water quality treatment. Many of the wetlands in the south project area provide good habitat
for aquatic invertebrates, amphibians, breeding songbirds, and small mammals, particularly the
forested wetlands and those associated with perennial surface water. The highest quality wetlands
in the project area are Wetlands 1, 4, 12, 17, 22, and 25, based on a number of factors, including
association with Cole Creek, presence of mature conifers, size, and habitat diversity. However,
most of the wetlands in the project area are disturbed in some way, either by modiﬁed vegetation,
constrained outlets, artiﬁcial boundaries created by roads, or the presence of invasive species.
The most signiﬁcant project area wetlands in the project area is are two Category 1 wetlands,
Wetland 4, located in the upper Cole Creek watershed and Wetland 12, located near the 39th/
240th intersection. Wetland 4 is a Category 1 wetland that covers approximately 11.4 acres and is
supported by numerous seeps and springs. Dominated by western red cedar, western hemlock,
black cottonwood, and red alder, Wetland 4 is considered a mature forested wetland. Shrubs
within the wetland include salmonberry, red-osier dogwood, and Douglas spirea, while herbaceous
vegetation includes skunk cabbage, soft rush, and creeping buttercup. Wetlands such as Wetland
4 generally have high habitat suitability for a wide variety of wildlife because of their high structural
diversity, high native species richness, and good riparian condition. Wetland 12 is a Category I
wetland. It is supported by numerous seeps. Wetland 12 is rated as Category I because of the
presence of at least one acre of forest that includes mature western red cedar trees in excess of
21 inches diameter at breast height (dbh). Also, Wetland 12 exhibits changes in water regimes as
it transitions from a seep dominated system to one with deﬁned channel ﬂow.
North Project Area
In the north project area, Wetlands 1, 2, and 3 are forested and scrub-shrub wetlands located
near the intersection of 228th and 39th (see Figure 3.3-1). There are no wetlands north of 223rd
in the project area. Together, wetlands 1, 2, and 3 comprise a large wetland system that forms
the headwaters of Cole Creek. Wetland hydrology is derived from both groundwater and surface
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runoff from surrounding uplands. Palm Creek and Cole Creek both ﬂow southwest through the
north project area. No wetlands are known to be associated with Palm Creek near 39th.
3.3.3

Environmental Impacts

General
All action alternatives would adversely affect wetlands and their buffers in the south project area to
some extent. Alternative 1b would affect the most wetland acreage, the only Category 1 wetlands
(as regulated by the City of Bothell and Snohomish County), and the most undeveloped wetlands.
Wetland impacts resulting from Alternative 1a would be similar to Alternative 1b but would be
less because of a narrower cross section. Alternatives 2 and 3 would affect similar amounts
of wetlands, but Alternative 2 would affect the edges of wetlands that are already disturbed by
roadways. Alternative 3 would affect several relatively undisturbed wetlands, including Wetlands
1 and 17. Alternative 3 would also create or affect more stream crossings (four) than either
Alternatives 1a and 1b (three crossings), or Alternative 2 (one crossing).
Permanent wetland and wetland buffer ﬁll impacts would result from construction of any of the
proposed action alternatives, and permanent increases in impervious surface area would likely
lead to some degradation of wetlands from associated increases in sediment and contaminant
loads from runoff. Preliminary wetland ﬁll impacts of each of the three action alternatives are
displayed in Table 3.3-2. This table only includes direct impacts to wetlands and does not
include estimated wetland buffer impacts. The affected wetlands are shown in Figure 3.3-1.
Table 3.3-2:
Wetland
Category
1
2
3
4
Total

Estimated Wetland Impacts by Action Alternative (not including buffer impacts)1
Alternative 1a
Wetland Fill
(Acres)
0.6
0.2
0.9
0.3
2.0

Alternative 1b
Wetland Fill
(Acres)
1.0
0.7
1.2
0.04
2.9

Alternative 2
Wetland Fill
(Acres)
0.0
1.0
0.5
-1.5

Alternative 3
Wetland Fill
(Acres)
0.0
1.3
0.3
-1.6

1 Impact by acres is approximate and is based on reconnaissance surveys and preliminary engineering information.
Formal wetland delineations would be required prior to any ground-disturbing activities in or adjacent to wetlands.

Much of the potentially affected wetland acreage has already been modiﬁed and disturbed, and
many wetland buffers are signiﬁcantly disturbed or absent because of roads and residential or
commercial development. Nevertheless, the proposed action alternatives could fragment several
large forested wetlands into smaller parcels. Also, the project would further degrade wetlands
adjacent to roads by reducing their size, increasing runoff, and reducing their habitat. All affected
wetlands would require mitigation according to all applicable local, state, and federal regulations.
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Alternative 1a: 39th Avenue SE Alignment (3-lane) (Preferred Alternative)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Alternative 1a would affect a total of 2.0 acres of wetlands. Construction
impacts would include approximately 0.5 acre of Wetland 4 and 0.07 acre of Wetland 12, both
Category I wetlands. Alternative 1a would impact several forested (Wetlands 4, 11, 12, and 13),
scrub-shrub (Wetlands 2 and 11), open water (Wetlands 5, 6, and 14)and emergent wetlands
(Wetlands 4 and 14). Temporary impacts from construction of this alternative would exceed
those expected for Alternatives 2 and 3 but be less than Alternative 1b. If not properly controlled
by Best Management Practices (BMPs), erosion and runoff during construction could decrease
water quality in adjacent wetlands by increasing suspended sediments and chemical pollutants.
The proposed road improvements would impact wetlands adjacent to the road in narrow linear
strips. Road construction would result in the loss of wetlands. Clearing, ﬁlling, grading, and
excavation during road construction would adversely affect Category 1, Category 2, Category
3, and Category 4 wetlands and wetland buffers. (See Table 3.3-2 for impact areas to wetlands
only; impacts to wetland buffers have not been estimated).
Operation Impacts. Operation and maintenance of the new road alignment would require
periodic vegetation maintenance, which could include mowing and tree trimming as well as
the use of selected herbicides. Other activities would include maintaining roadside ditches for
drainage; occasional winter road treatments such as plowing, salting, or gravel application;
and hazardous tree removal. Mowing and other maintenance would likely inhibit growth of
shrubs and trees. Any roadside chemicals could enter wetland surface waters, causing potential
negative effects on water quality and habitat for sensitive wildlife species.
Filling of wetlands results in the loss of wetland functions such as downstream water quality
improvement and ﬂood control. Noise from higher volumes of trafﬁc could permanently disturb
or deter wildlife from use of wetlands, thereby lowering the wetland’s habitat value to wildlife.
Drainage patterns and hydrology would be altered by the placement of ﬁll and the reduction of
storage volume. Increases in impervious surface may alter groundwater hydrologic regimes over
time by increasing runoff. Reduced wetland buffers and removal of vegetation would lessen the
ability of the wetlands to ﬁlter stormwater ﬂows by reducing inﬁltration, would decrease riparian
habitat, and would eliminate shade. These impacts could increase downstream streambank
instability, sedimentation, and water temperature, all of which contribute to decreased water
quality. Additional pollutants from road runoff (such as suspended solids, oil and grease) could
enter wetlands and streams if stormwater is uncontrolled and untreated. However, the proposed
project includes stormwater treatment that could create an overall improvement over existing
conditions (see also Section 3.2 Water Resources).
Indirect and Cumulative Impacts
The proposed project would contribute to a trend of declining water quality in the watershed
associated with increasing urbanization (see Section 3.2 Water Resources). The proposed
project could increase the rate of conversion of vacant, undeveloped land to residential uses
by improving access and reducing trafﬁc congestion. This growth could lead to indirect adverse
impacts on wetlands if they are ﬁlled or affected to make way for the development. Wetlands
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directly impacted by the project would add to the cumulative loss of wetlands as a result of
settlement and land development occurring in the region historically.
North Segment (Future Phase)
Direct Impacts
No direct impacts to wetlands associated with construction activities are anticipated as none are
known to be located adjacent to 39th Avenue SE in the northern segment.
Operation Impacts. Operation impacts along the north segment would be similar to those
described for the south segment.
Indirect and Cumulative Impacts
No signiﬁcant indirect or cumulative impacts on wetlands are anticipated as no wetlands are
located adjacent to 39th Avenue NE in the north segment. However, the project could contribute
to a general decline in water quality and habitat functionality of wetlands in the project area
because of ongoing development (see south segment discussion above).
Alternative 1b: 39th Avenue SE Alignment (5 lane)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Alternative 1b would affect the largest wetland area (a total of 2.9 acres), .
the most undisturbed wetlands, and is the only alternative that affectsa Category 1 wetlands (as
regulated by Snohomish County). Construction impacts would include approximately 0.9 acre
of Wetland 4 and 0.1 acre of Wetland 12, both Category I wetlands. Alternative 1b would impact
several forested (Wetlands 4, 11, 12, and 13), scrub-shrub (Wetlands 2 and 11), open water
(Wetlands 5, 6, and 14)and emergent wetlands (Wetlands 4 and 14).This alternative would also
have the greatest temporary impact on wetlands during construction. If not properly controlled
by Best Management Practices (BMPs), erosion and runoff during construction could decrease
water quality in adjacent wetlands by increasing suspended sediments and chemical pollutants.
Construction of 39th would impact approximately 0.9 acre of Wetland 4, the Category 1 forested
wetland associated with Cole Creek south of 228. Alternative 1 would also would impact several
scrub-shrub wetlands associated with other seeps and streams to the south.
The proposed road improvements would have narrow linear impacts on wetlands adjacent to
the road. Road construction and widening would result in the loss of wetlands. Clearing, ﬁlling,
grading, and excavation during road construction would adversely affect Category 1, Category
2, Category 3, and Category 3 4 wetlands and wetland buffers (Table 3.3-1). (See Table 3.3-2
for impact areas to wetlands only; impacts to wetland buffers have not been estimated).
Alternative 1 would construct a new road with a center turn lane, sidewalks, and bicycle lanes.
Facilities for stormwater treatment/detention, stream crossings, and wetland mitigation would
also be constructed. Construction of 39th would impact approximately 0.9 acre of Wetland 4, the
Category 1 forested wetland associated with Cole Creek south of 228. Alternative 1 also impact
several scrub-shrub wetlands associated with other seeps and streams to the south.
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Operation Impacts. Operation and maintenance of the new road alignment would require
periodic vegetation maintenance, which could include mowing and tree trimming as well as the
use of selected herbicides. Other duties would be to maintain roadside ditches for drainage;
occasional winter road treatments such as plowing, salting, or gravel application; and hazardous
tree removal. Mowing and other maintenance would likely inhibit growth of shrubs and trees.
Any roadside chemicals could enter wetland surface waters, causing potential negative effects
on water quality and habitat for sensitive wildlife species.
Filling of wetlands would result in the loss of wetland functions such as downstream water
quality improvement and ﬂood control. Noise from higher volumes of trafﬁc could permanently
disturb or deter wildlife from use of wetlands, thereby lowering the wetland’s habitat value
to wildlife. Drainage patterns and hydrology would be altered by the placement of ﬁll and
the reduction of storage volume. Increases in impervious surface may alter groundwater
hydrologic regimes over time by increasing runoff. Reduced wetland buffers and removal
of vegetation would lessen the ability of the wetlands to ﬁlter stormwater ﬂows by reducing
inﬁltration, would decrease riparian habitat, and would eliminate shade. These impacts could
increase downstream streambank instability, sedimentation, and water temperature, all of which
contribute to decreased water quality. Additional pollutants from road runoff (such as suspended
solids, oil and grease) could enter wetlands and streams if stormwater is uncontrolled and
untreated. However, the proposed project includes stormwater treatment that would create an
overall improvement over existing conditions (see also Section 3.2 Water Resources).
Indirect and Cumulative Impacts
Filling of wetlands would result in the loss of wetland functions such as downstream water
quality improvement and ﬂood control. Noise from higher volumes of trafﬁc could permanently
disturb or deter wildlife from use of wetlands, thereby lowering the wetland’s habitat value
to wildlife. Drainage patterns and hydrology would be altered by the placement of ﬁll and
the reduction of storage volume. Increases in impervious surface may alter groundwater
hydrologic regimes over time by increasing runoff. Reduced wetland buffers and removal
of vegetation would lessen the ability of the wetlands to ﬁlter stormwater ﬂows by reducing
inﬁltration, would decrease riparian habitat, and would eliminate shade. These impacts could
increase downstream streambank instability, sedimentation, and water temperature, all of which
contribute to decreased water quality. Additional pollutants from road runoff (such as suspended
solids, oil and grease) could enter wetlands and streams if stormwater is uncontrolled and
untreated. However, the proposed project includes stormwater treatment that would create an
overall improvement over existing conditions (see also Section 3.2 Water Resources).
The proposed project would contribute to a trend of declining water quality in the watershed
associated with increasing urbanization (see Section 3.2 Water Resources). The proposed
project could increase the rate of facilitate the conversion of vacant, undeveloped land to
residential uses by improving access and reducing trafﬁc congestion. This growth could
have additional adverse impacts on wetlands if they are ﬁlled or affected to make way for the
development. Wetlands directly impacted by the project would add to the cumulative loss of
wetlands as a result of settlement and land development occurring in the region historically.
North Segment (Future Phase)
There would be no direct impacts to wetlands from construction of Alternative 1b as no wetlands
are located adjacent to 39th Avenue SE in the north segment. Operational, indirect, and
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cumulative impacts to wetlands in the north segment from Altnerative 2 would be similar to that
described for Alternative 1a.
Direct Impacts
Construction Impacts. Alternative 1 would have no direct impacts on wetlands north of 223rd.
Operation Impacts. Operation impacts along the north segment would be the same as those
described for the south segment.
Indirect and Cumulative Impacts
No signiﬁcant indirect or cumulative impacts on wetlands are anticipated. However, the project
could contribute to a general decline in water quality and habitat functionality of wetlands in the
project area because of ongoing development (see south segment discussion above).
Alternative 2: 35th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Alternative 2 would affect the smallest wetland area during construction
(1.5 acres) but would affect the largest number of wetlands (12). These wetlands have all been
previously disturbed and modiﬁed (Figure 3.3-1). As described previously, loss of wetland
area affects downstream water quality, ﬂood control, available wildlife habitat, inﬁltration of
precipitation, and groundwater recharge. If not properly controlled by Best Management
Practices (BMPs), erosion and runoff during construction could decrease water quality in
adjacent wetlands by increasing suspended sediments and chemical pollutants.
Operation Impacts. Because all affected wetlands are already adjacent to existing roads, the
operational impacts of Alternative 2 would be similar to existing conditions.
Indirect and Cumulative Impacts
Indirect effects of Alternative 2 would be less than those described for Alternatives 1a or 1b in
the south segment because the potentially affected wetlands have been previously disturbed.
Indirect effects of stormwater runoff on wetland water quality would likely be reduced along 35th
because of the construction of stormwater treatment facilities where none now exist.
Alternative 2 would cause a short-term cumulative reduction of 1.5 acres of previously disturbed
wetlands in the project area. In the long term, the loss of wetlands would be offset by required
wetland mitigation.
North Segment (Future Phase)
Alternative 2 would have no direct, indirect, or cumulative impacts on wetlands in the north
segment.
There would be no direct impacts to wetlands from construction of Alternative 2 as no wetlands
are located adjacent to 39th Avenue SE in the north segment. Operational, indirect, and

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page 3-55

cumulative impacts to wetlands in the north segment from Alternative 2 would be similar to that
described for Alternative 1a.
Alternative 3: 35th/39th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Alternative 3 would affect slightly more wetland area (1.6 acres) than
Alternative 2. Alternative 3 would bisect two large wetlands (Wetlands 1 and 17), signiﬁcantly
reducing their wildlife habitat and groundwater recharge functions. Wetland 1 is a 3.7-acre
Category 2 wetland that forms the headwaters of Cole Creek, whereas Wetland 17 is a relatively
undisturbed 3.9-acre Category 2 wetland with good habitat diversity. The remaining wetland
impacts under Alternative 3 would be similar to Alternative 2.
Operation Impacts. The northern portion of Alternative 3, just before it joins 39th, would cross
Wetland 1, creating more of an adverse impact on wetland water quality and hydrology to this
wetland than either Alternative 1a, 1b, or 2. Similarly, the southern curve of Alternative 3 would
have an adverse impact on Wetland 17 that is not affected by either Alternatives 1 a, 1b, or 2.
Other operational Operational impacts, such as necessary road maintenance and downstream
water quality and runoff, would be similar the to impacts described in Alternative 1a.
Indirect and Cumulative Impacts
Indirect and cumulative impacts of Alternative 3 would be similar in nature to Alternative 2.
Overall, indirect effects on wetland water quality from stormwater runoff could be improved
compared to existing conditions because of proposed stormwater treatment.
North Segment (Future Phase)
Alternative 3 would have no direct, indirect, or cumulative impacts on wetlands in the north
segment. North segment impacts under Alternative 3 would be similar to those described for
Alternative 1a, 1b, and 2.
Alternative 4: No Action Alternative
Under Alternative 4, no project-related impacts to wetlands would occur. No clearing, grading or
ﬁlling would occur for road construction. Existing stormwater runoff and drainage patterns would
be maintained, and no additional treatment or retention of stormwater runoff would occur. Land
in the project area would continue to be subject to residential and other development, which
may adversely affect wetlands. Incremental improvements to existing roadways and addition
of new roadway in support of this development would also occur. These improvements would
happen in a piecemeal manner and could adversely affect wetlands although the total impact is
not known at this time.
The No Action Alternative would include some minor roadway improvements on existing portions
of the road network within and near the project area that will occur regardless of whether the
proposed project is built (Section 2.1.5). Also expected are routine maintenance activities such
as striping, sign and shoulder maintenance, vegetation maintenance, stormwater control, utility
maintenance, and signalization. Such ongoing road maintenance, and construction activities
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in the project area would affect a small amount of wetlands, mostly in previously disturbed
roadside areas. Other road improvement projects have the potential to increase impervious
surface in the project area, which can increase runoff into adjacent wetlands, potentially
decreasing water quality.
3.3.4

Mitigation Measures

Standard mitigation sequencing is based on avoiding and minimizing impacts as much as
possible and mitigating for unavoidable wetland impacts. The project would be designed
to avoid wetland impacts by including features such as retaining walls which would limit
encroachment of the roadway into wetlands. Additionally, several design options were evaluated
to avoid and minimize impacts on Wetland 4, the Category 1 wetland associated with Cole
Creek south of 228th (Wetland 4). Of the different design options that were considered for
Alternatives 1a and 1b, the proposed alignment evaluated in this document avoids Wetland 4
to the greatest possible extent while meeting the transportation project’s needs. (There may
be an opportunity to shift the alignment to the east in the immediate vicinity of Wetland 4,
further reducing impacts to this Category I wetland. This would depend on ongoing negotiations
between the City of Bothell and Snohomish County PUD).
Impacts on wetlands and their associated buffers that cannot be avoided would be mitigated
in accordance with provisions of the Snohomish County and City of Bothell critical areas
regulations (see Section 3.3.1) and where applicable Washington Department of Ecology
guidelines. In addition to critical areas regulations at the local level, mitigation measures
would also comply with Section 404 Clean Water Act requirements for compensatory wetland
mitigation as regulated by the U.S. Army Corps of Engineers. Wetland mitigation may consist
of wetland creation, restoration, and/or preservation and would require buffers to ensure longterm wetland protection. Wetland mitigation ratios vary from 1:1 (1 acre of mitigation for each
acre of impact) to 12:1 (12 acres of mitigation for each acre of impact), depending on the type,
class, and location of the affected wetland, as well as the type of mitigation. Mitigation of buffer
impacts, such as enhancing the quality of buffers and /or increasing buffer widths, would be
required for unavoidable buffer impacts.
Although proposed mitigation types and sites have not yet been identiﬁed, all mitigation, to the
maximum extent feasible, will be placed within the basin or subbasin in which wetland impacts
occur. Mitigation would be subject to ongoing maintenance and monitoring requirements
established during the permit review process.
Best Management Practices (BMPs) would be used during construction to minimize short-term
noise, sedimentation, and contamination impacts. Typical BMPs would include:
•

sediment fences,

•

check dams,

•

temporary seeding,

•

mulching,

•

jute netting, and

•

construction timing restrictions (e.g., during low-ﬂow conditions).
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Stormwater treatment facilities would be designed to meet all state and local requirements.
Other BMPs that would be applied are:
•

All wWork would comply with applicable environmental permit conditions.

•

Limits of disturbance would be marked by barrier fencing adjacent to critical areas to
minimize soil disturbance caused by vegetation clearing and grading.

•

Temporarily disturbed areas would be revegetated once construction is complete.

Wetland mitigation cost estimates for the south segment are described in the Wetland Field
Reconnaissance Report (Appendix B).
3.3.5

Signiﬁcant Unavoidable Adverse Impacts

With appropriate mitigation measures in place, no signiﬁcant unavoidable adverse impacts on
wetlands are expected.
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Federal laws applicable to conservation and management of plants and animals in the project
area include the Endangered Species Act, Migratory Birds Treaty Act, and the Bald and Golden
Eagle Protection Act.
The Washington Department of Fish and Wildlife (WDFW) and the Washington Fish and Wildlife
Commission are charged with protecting and managing Washington ﬁsh and wildlife resources
under RCW Chapter 77. If WDFW determines that a native wildlife species is at risk, the agency
director may ask the State Fish and Wildlife Commission to designate that species as sensitive,
threatened, or endangered (RCW 77.12.020).
RCW 79.70.030 authorizes the Washington Department of Natural Resources (WDNR) to
establish and maintain a Natural Heritage Program that “shall maintain a classiﬁcation of natural
heritage resources,” which, as deﬁned in RCW 79.70.020, includes special plant species. The
Natural Heritage Program assigns endangered, threatened, or sensitive status to plants that
face varying risks of extinction. These listings do not provide regulatory protection. Landowners
whose property supports a state-listed plant species are encouraged to provide voluntary
protection.
Within the City of Bothell, plants and animals are protected under BMC 14.04.260. In
Snohomish County, ﬁsh and wildlife habitat is protected and regulated under SCC 30.62.100.
3.4.2

Affected Environment

This section describes the vegetation, ﬁsh, wildlife, and special status species within the
project area.
Corridor Overview
The south project area is located primarily within the City of Bothell, while the north project area
is located within Snohomish County. The entire corridor or project area is experiencing rapid
growth and development but still retains some rural character. Land use within the project area
is dominated by single-family residential development, much of it on large rural lots. Commercial
and multifamily development is adjacent to I-405 and within the City of Bothell in the south
project area. The north project area is entirely within the Snohomish County UGA, which will
continue to grow and develop over the next 20 years.
A mosaic of natural habitat for plants and animals in the project vicinity is interspersed with
human development, single-family residences, and surface streets. Natural habitats include
mixed conifer-hardwood forest, shrub ﬁelds, meadows, lawns, streams, and wetlands. Wildlife
species using these habitats tolerate a relatively high level of human disturbance. So-called
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“generalist” species thrive on transitional vegetation zones and disturbed habitats (Forman
2003). Other more specialized species likely are present only in the largest unbroken stands of
forest and in specialized habitats such as streams and wetlands.
The project area has abundant wetlands and surface water (see Section 3.2 Water
Resources and Section 3.3 Wetlands). North Creek is a major stream west of the project
area. Two tributaries to North Creek, Palm Creek and Cole Creek, run along the existing
portion of 39th north of 228th. They flow southwest to North Creek and join the main
stem in the northeast corner of the subbasin. Cole Creek is approximately 1 mile long
and collects drainage from the central portion of the subbasin east of 39th. Palm Creek is
1.8 miles long and drains the north and northeastern portion of the subbasin. A mosaic of
forested and scrub-shrub wetlands extends from 240th to the headwaters of Cole Creek.
Roads and various developments interrupt these wetlands.
North Creek supports anadromous and resident fish species, including sockeye, Chinook,
and coho salmon, and cutthroat trout. Other resident fish include kokanee, three-spine
stickleback, sculpin, speckled dace, redside shiner, large-scale sucker, yellow perch, and
large- and smallmouth bass. Urbanization and other land uses have led to the general
decline of water quality and quantity within most watersheds of Puget Sound, including
North Creek. Low summer flows, flood damage, and siltation problems from construction
and development activities have altered many sections of streams, making them
unsuitable for spawning and rearing. Fish use of North Creek has decreased markedly as
a result of habitat degradation. The overall ability of the watershed to support anadromous
salmonids has been significantly reduced. Reduced rearing habitat, altered runoff levels
during storms, pollution, and overharvesting of returning salmon have been identified as
the primary causes of the decline (Kerwin 2001).
Historically, land in the project area was dominated by mature forests of western hemlock
and Douglas fir in drier areas and mixed coniferous-deciduous forests (particularly red
alder and black cottonwood) in wetter areas. After settlement by Euro-Americans, logging
and farming began to alter the landscape. Much of the area was logged around the
beginning of the twentieth century, and the land was cleared for agricultural purposes.
Since then, the remaining forests have been further fragmented as development has
occurred. Landscaped vegetation and non-native species have replaced much of the
native vegetation in the project area, and non-native species now dominate many upland
and riparian areas.
South Project Area
Vegetation
Shapiro and Associates, Inc. mapped vegetation habitat types in the project vicinity.
Habitat types, including developed areas, were identified by using color aerial photos
provided by the City of Bothell and field notes taken during site visits conducted during
2001–2003. The following is a summary of the results of the mapping effort.
Mixed Conifer-Hardwood Forest
Mixed conifer-hardwood forest is the dominant vegetation type in the project area (Figure 3.4-1
and Table 3.4-1).
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Habitat Types in the South Project Area

Habitat Type
Mixed Conifer-Hardwood Forest
Shrub
Meadow
Open Water
Single-Family Residential
Developed
Total

Acres
210
25
30
3
209
100
577

Dominant overstory tree species in this habitat type include western red cedar, western
hemlock, Douglas ﬁr, big-leaf maple, and red alder. Common understory species include vine
maple, salmonberry, Himalayan blackberry, and piggy-back plant. Large (greater than 21 inches
diameter) specimens of the overstory tree species are present in the southern project area,
particularly along the Cole Creek stream corridor, in the open space adjacent to the Pinnacle
Sonata townhouse community, and on the Korean Community Church property (Figure 3.4-1).
The presence of large (signiﬁcant) trees within riparian corridors such as Cole Creek, allow for
recruitment of large woody debris (LWD) to streams. LWD provide important habitat for ﬁsh.
Shrub
Shrub-dominated habitat in the south project area is not common, but prime examples include
the powerline corridor on the east side of the project area and several large undeveloped lots.
Shrub habitat is much more common as the understory of the mixed hardwood-conifer forest
habitat type, but it was not mapped separately unless shrubs composed the visible canopy.
Common shrubs in the project area include native species such as salmonberry, salal, red
huckleberry, and red elderberry, as well as non-native species such as Scot’s broom.
Meadow
Meadow habitat in the south project area is primarily located on several large parcels
immediately north of 240th. These parcels apparently have been maintained as pasture for
small numbers of livestock, including cows and horses. Meadow habitat also provides foraging
habitat for raptors and deer, and breeding habitat for some songbirds.
Open Water
The south project area has abundant surface water, some of which has been impounded in
at least 15 man-made ponds. All of these open water areas are relatively small (less than 1
acre), but combined they provide more than 3 acres of open water habitat for waterfowl, ﬁsh,
amphibians, and other water-dependent animals.
Single-Family Residential
This category is the next dominant habitat type in the project area after mixed hardwood-conifer
forest (Table 3.4-1). Much of this category is in large rural lots with signiﬁcant amounts of forest
cover still in place. Also, this category includes a diverse mixture of lawn, shrub, and other edge
community types that provide habitat for songbirds and small mammals.
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Developed
Developed areas are the third most abundant habitat type after mixed conifer-hardwood forest
and single-family residential (Table 3.4-1). This category includes commercial, high-density
residential, roads, and utility land uses in the project area that provide little or no natural habitat
for plants and animals. Almost all the area in this category is covered by impervious surfaces.
The utility area represents the Snohomish County Public Utility District’s (PUD’s) Park Ridge
electrical substation south of 228th.
Other specialized vegetation types in the project area, which are not listed in Table 3.4-1, are
riparian vegetation along stream corridors and wetland vegetation in the abundant palustrine
wetlands found throughout the south project area. Riparian habitat is critical to many wildlife
species for breeding, foraging, and movement. Riparian corridors in the project area have been
signiﬁcantly disrupted and altered by roads and development. Nonetheless, a relatively intact,
functioning riparian corridor remains on Cole Creek in the south project area. In particular,
riparian habitat quality on Cole Creek is good between 228th and 35th. The riparian corridor in
this area is at least 100 feet wide in most places. Large black cottonwoods, western hemlock,
western red cedar, and big-leaf maple trees form a closed canopy over most of the stream,
which provides shade and adds organic material to the aquatic ecosystem. Vegetation in
the riparian corridors is similar to that of the mixed conifer-hardwood habitat type. Wetland
vegetation is described in more detail in the Wetland Field Reconnaissance Summary Report
(Draft EIS Appendix B) and in Section 3.3 Wetlands.
Fish
Fish habitat in the south project area is mostly limited to Cole Creek and its tributaries. Fish
may also use drainage ditches during high ﬂow conditions. Cole Creek is the only major
perennial stream that intersects the south segment (Figure 3.4-1). Cole Creek is a relatively
small (approximately 1 mile long), Type 3 F stream downstream (west) of 35th and Type Np
stream upstream (east) of 35th (typing according to City of Bothell) tributary of North Creek. It
originates in forested wetlands south of 223rd and west of 39th, and ﬂows south then southeast
southwest through the south project area. It joins North Creek approximately one-quarter mile
southeastsouthwest of 35th at River Mile 2.3.
A culvert conveying Cole Creek under 35th near 235th may block upstream ﬁsh passage,
although a ﬁeld survey conducted by Snohomish County in 1993 reported the presence of
salmon carcasses in Cole Creek above east of 35th. This suggests that some salmon were able
to get through or around the culvert under the road. If ﬁsh did manage to pass this culvert, they
would only gain access to approximately 200 feet of stream before they reached an impassable
barrier.
This barrier is a 10-foot-high concrete dam that retains a small pond. Trout were observed in this
pond behind the concrete dam, indicating that it may have been stocked at some point in the
past or that these ﬁsh are remnant resident ﬁsh that have survived since the dam was installed.
It is unknown how long the dam has been in place.
This analysis assumes that anadromous ﬁsh can travel up Cole Creek only as far as 35th, but
that resident ﬁsh may survive in the upper reaches of the stream from pre-disturbance times or
through active stocking. Snohomish County (2002) indicates the culverts on Cole Creek at 35th
and 228th act as barriers to ﬁsh passage. Resident ﬁsh could include three-spine stickleback,

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page 3-63

sculpin, speckled dace, redside shiner, large-scale sucker, yellow perch, and large- and
smallmouth bass.
Wildlife
Similar wildlife species use both the south and north project areas. In general, however, wildlife
habitat is higher quality in the south project area than in the north. Larger, more intact blocks of
forested habitat remain in the south project area, and there are more wetlands and open water
habitat. Numerous large trees are present that could provide nesting habitat for raptors. Snags
in the riparian zones could provide nesting, roosting, and cover habitat for bats, woodpeckers,
and other cavity-nesting species. The numerous wetlands provide breeding and foraging
habitat for amphibians such as Paciﬁc tree frog, long-toed salamander, western red-backed
salamander, red-legged frog, rough-skin newt, and northwestern salamander.
Special Status Species
Table 3.4-2 lists special status species that may use the project area. This table includes any
species that have been listed by state or federal agencies, including the WDFW, National
Oceanic and Atmospheric Administration (NOAA) Fisheries, and the U.S. Fish and Wildlife
Service (USFWS).
Threatened and Endangered Species
No state or federally listed threatened and endangered species are known to breed in the
project area. Chinook salmon are known to use North Creek. King County surveys of spawning
Chinook salmon recorded 44 adults in North Creek in 1981, and one redd (salmon nest) in
1999. Volunteer groups in 1998 and 1999 observed 11 and 22 Chinook, respectively. In 2000,
Snohomish County staff documented ﬁve spawning Chinook salmon (King County 2001).
According to Snohomish County, Chinook distribution on the North Creek main stem extends
upstream to I-5. In 2002, volunteers with the Salmon Watcher program observed two Chinook
in North Creek at River Mile 0.95 just downstream from NE 195th Street (Vanderhoof 2003). No
Chinook has been reported in either Cole Creek or Palm Creek. If Chinook do use Cole Creek,
they would not be able to travel farther upstream than 35th.
Bull trout, also known as char, are not known to spawn in Lake Washington, the Sammamish
River, Lake Sammamish, or the Ship Canal (WDFW and Western Washington Treaty Tribes
1998). Bull trout are not known to use the North Creek watershed (Kerwin 2001).
Table 3.4-2:

Special Status Species that May Use the Project Area

Common Name
Bald eagle
Beller’s ground
beetle
Bull trout (Coastal/
Puget Sound Distinct
Population Segment)

Scientiﬁc Name
Haliaeetus
leucocephalus

Status1

Agonum belleri

FCo, SC

Salvelinus
conﬂuentus

FT,ST

FT, SC

Habitat
Mature conifer forest near large bodies of
water
Lowland sphagnum bogs
Perennial streams
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Scientiﬁc Name

Status1

Habitat

Oncorhynchus
tshawytscha

FT, SC

Perennial streams

Coho salmon

Oncorhynchus
kisutch

FCo

Perennial streams

Great blue heron

Ardea herodias

SM

Colonial nester in tall hardwood trees; forages
in wetlands, lakes, and rivers

Hatch’s click beetle

Eanus hatchii

FCo, SC

Keen’s myotis

Myotis keenii

SC, P

Long-eared myotis

Myotis evotis

FCo, SM,
P

Roosts in caves, abandoned mines, houses,
and trees; forages in variety of habitats

Long-legged
myotis

Myotis volans

FCo, SM,
P

Roosts in caves, abandoned mines, houses,
and trees; forages in variety of habitats

Osprey

Pandion haliaetus

SM

Nests in large exposed trees or artiﬁcial
platforms such as power poles or transmission
towers; forages on large bodies of water

Pileated woodpecker

Dryocopus pileatus

SC

Mature forest

Red-legged frog

Rana aurora

FCo

Wetlands, lakes, and streams

Turkey vulture

Cathartes aura

SM

Feeds on carrion in open country

Valley silver spot

Speyeria zerene
bremnerii

FCo, SC

Open prairies, arctic-alpine tundra, subalpine
glades, and mid-elevation roadsides and
clearings. The only known host plant is the
western blue violet (Viola adunca).

Vaux’s swift

Chaetura vauxi

SC

Cavity-nester in mature and old growth forest;
forages on insects in variety of habitats

Western pond turtle

Clemmys
marmorata

FCo, SE

Temporary and permanent bodies of water
with abundant basking and refuge sites
adjacent to undisturbed, open upland habitats
for nesting and dispersal

Western toad

Bufo boreas

FCo, SC

Wetlands and lakes for breeding; variety of
upland habitats for foraging

Lowland sphagnum bogs
Uses caves, tree cavities, and crevices for
roosting; forages over water and open habitats

Source: WDFW 2003; USFWS 2003b; NOAA Fisheries 2003.
1 Status Deﬁnitions: FT = Federally Threatened, FC = Federal Candidate, FCo = Federal Species of Concern,
SE = State Endangered, ST = State Threatened, SC = State Candidate, SS = State Sensitive, SM = State Monitor,
P = State Protected.

No known bald eagle nests are within 1 mile of the project area (WDFW 2002, 2003; Brookshire,
pers. comm., 2003). It is possible that eagles could use some of the large trees in the project
area as perching habitat during foraging ﬂights through the area. No eagles are known to
regularly forage in the project area. According to the USFWS (2002)lk, bald eagles may winter
in the project vicinity between October 31 and March 31 (USFWS 2002).
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Western pond turtles have been observed along the Sammamish Slough, approximately 2
miles south of the project area. The nearest known breeding population is in Lakewood south
of Tacoma, which is the ﬁrst reintroduction site for the species (Hays et al. 1999). Suitable
breeding habitat for this rare turtle is not present in the south project area
Other Special Status Species
Of the remaining species on the list, several are known to use the project area or immediate
vicinity. There is a known osprey nest 0.75 mile west of the project area on the top of Beckstrom
Hill in Bothell. Ospreys that use this nest could forage in the project area and potentially use
large trees as perch sites. Turkey vultures have been observed ﬂying over the project area.
As the project vicinity becomes more developed, less foraging opportunities would arise for
this species as prey species become less abundant. Great blue herons have been observed
foraging in the wetlands and ponds in the south project area. The closest known great blue
heron colony is along the southern reach of Swamp Creek in Kenmore, approximately 3 miles
southwest of the project area. Wetlands and streams in the project area provide habitat for redlegged frog and western toad. Forests in the project area and snags and cavities provide habitat
for the pileated woodpecker, Vaux’s swift, and Myotis species. There are no known sphagnum
bogs in the project area, so it is unlikely that Beller’s ground beetle or Hatch’s click beetle would
be found, although the project area is within the historical range of these species.
North Project Area
The north project area extends from about 223rd north to Maltby Road (Figure 1-3). This area
is experiencing rapid growth dominated by residential land uses (see also Section 3.6 Land and
Shoreline Use). As a result of this growth, disturbed areas are the most prevalent habitat type in
this area. Consequently, wildlife habitat in the north project area is fragmented by roadways and
associated residential and other development. Such areas typically offer low to moderate habitat
value to wildlife, with most available habitat taking the form of backyard vegetation, parks, and
open space. Streams and wetlands provide additional habitat.
Vegetation and Wildlife
The project area’s history of human development has greatly reduced the abundance and
diversity of wildlife in the area. The prevalence of development and landscape maintenance
activities have resulted in the dominance of species adapted to disturbed habitats. Highly
adaptive species that are not overly sensitive to noise or habitat fragmentation are more likely
to be found in these areas. Typical species include the American robin, violet-green swallow,
house sparrow, European starling, coyote, squirrel, and raccoon.
While overall habitat quality in this area is poor, the remaining undeveloped and relatively
undisturbed areas still provide some habitat for a variety of wildlife. Along the relatively
undisturbed portions of streams, riparian zones show evidence of small mammals such as
opossum, weasel, skunk, muskrat, and otter. An occasional heron might be seen along the
streams, and raptors such as red-tailed hawk may hunt in open areas and use adjacent forested
areas for perching. Kingﬁsher, killdeer, pheasant, duck, geese, and a number of songbird
species also make their homes here.

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page 3-66

Remaining native vegetation is typical of the Puget Lowlands region. Second-growth forests of
mixed deciduous and coniferous trees exist in patches throughout the project area. Common
conifers include Douglas ﬁr, western red cedar, and western hemlock. Common deciduous trees
include red alder, black cottonwood, and big-leaf maple. Sword fern, trailing blackberry, Oregon
grape, salal, vine maple, stinging nettle, and bleeding heart are common understory species.
Riparian habitat adjacent to streams is important to wildlife. Intact riparian corridors provide
nesting and foraging opportunities for wildlife. There is a continuous riparian corridor present
along Palm Creek in the north project area.
Fish habitat in the north project area is limited to the lower reach of Palm Creek, a Type 5
tributary that enters North Creek approximately 2,000 feet upstream of the conﬂuence with Cole
Creek. There are no reports of salmon spawning in Palm Creek, although during a 2002 ﬁeld
visit a Snohomish County biologist observed habitat that seemed suitable for salmon and/or
resident cutthroat trout (Snohomish County 2002b). Washington Department of Game reported
the presence of cutthroat trout in Palm Creek in 1983.
Special Status Species
Because of the presence of Chinook salmon in North Creek, Snohomish County has determined
that all lands within 150 feet of the ordinary high water mark of North Creek will be regulated
as critical areas (ﬁsh and wildlife habitat conservation areas) under the County’s critical areas
regulations (Snohomish County Code 30.62.100). However, there is no habitat for listed ﬁsh
species in the north segmentproject area.
Coho salmon, a candidate species of concern under the Endangered Species Act, is also found
throughout the accessible stream lengths in the North Creek watershed. Bull trout is listed by
USFWS as threatened; however, its presence in the project area is unlikely because there is no
suitable habitat for bull trout life history requirements. The USFWS has also listed the bald eagle
as threatened; the species may occur in the north project area (USFWS 2003b). No known bald
eagle nests or roosting areas are in the north project area (USFWS 2003b; WDFW 2003).
According to the WDNR Natural Heritage Program, there are no rare plants or high quality
ecosystems in the north project area. According to the WDFW Priority Habitats and Species
Maps, no priority species are within 1 mile of the project area (WDNR 2003).
3.4.3

Environmental Impacts

General
Roads can have a wide range of direct effects on vegetation and wildlife. The proposed project
would widen the existing roadway, construct a new roadway, remove vegetation during clearing
and grading, replace culverts, and provide wetland mitigation and stormwater treatment and
detention facilities. Adverse impacts on vegetation and wildlife in general would include loss
of wetland and wildlife habitats, increased habitat fragmentation, increased artiﬁcial lighting,
altered drainage patterns, increased air and water pollution, and noise production. Roads
can have a wide range of direct effects on vegetation and wildlife, including In addition, there
could be removing removal of habitat, reducing reduction of site productivity, fragmenting
fragmentation of habitat, facilitating facilitation of biological invasion, and increasing an increase
in habitat for generalist species (Gucinski et al. 2000).
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The majority of impacts from the action alternatives would occur in degraded habitats that are
landscaped or otherwise disturbed and dominated by non-native plants. Although impacts to
such habitat generally have minimal effects on wildlife, these areas provide important habitat for
some species.
Alternative 1a: 39th Avenue SE Alignment (3 lane) (Preferred Alternative)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Table 3.4-3 displays direct impacts of the various project action
alternatives on natural habitat types in the project area.
Table 3.4-3

Habitat Impacts by Action Alternative (Acres)

Habitat Type1
Mixed Conifer-Hardwood Forest
Meadow
Open Water
Shrub
Single-Family Residential
Total

Alternative
1a
4.8
0.1
0.1
1.6
5.7
12.3

Alternative
1b
5.8
0.1
0.1
2.0
7.0
15.0

Alternative 2
1.7
0.9
0.0
0.6
3.8
7.0

Alternative 3
6.0
3.2
0.0
0.1
7.4
16.7

1 This table does not include the “developed” category because there is almost no natural habitat left in those
areas. Impacts were calculated using proposed cut and ﬁll lines as the basis for impact calculations. Actual impacts
may be slightly different, depending on ﬁnal design.

Alternative 1a would remove 4.8 acres of forest habitat between 236th and 240th and on the
hillside east of the existing isolated portion of 39th. Much of the forest along this alignment is
associated with streams and wetlands. Numerous large black cottonwoods are along this route.
Removal of signiﬁcant trees along streams would reduce the amount of LWD recruitment, and
lead to reduction in higher quality ﬁsh habitat.
Habitat loss for wetland and stream-associated plants and animals under Alternative 1a would
be second only to Alternative 1b (see Section 3.3 Wetlands). Alternative 1a would affect 8
wetlands including Wetland 4, a Category I wetland, located east of Cole Creek, west of
Snohomish County PUD’s Park Ridge Substation, and south of 228th. This wetland is known to
provide good breeding habitat for songbirds, and good foraging and breeding habitat for some
amphibians, including the Paciﬁc tree frog and long-toed salamander. Impacts would be limited
to the east edge of the wetland, which is adjacent to the substation which has been disturbed by
nearby logging and residential activities.
Alternative 1a would require three new stream crossings. Alternative 1a would cross two
unnamed tributaries to North Creek and one unnamed tributary to Cole Creek (Figure 3.4-1).
The unnamed tributary to Cole Creek has been modiﬁed by the construction of three ponds.
Alternative 1a would cross this stream between the middle and uppermost ponds, where there is
currently an old earthen and log dam that impounds the upper pond. This is the only open water
habitat that would be removed by any of the alternatives. None of these new stream crossings
would limit or eliminate ﬁsh passage.
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Construction of Alternative 1a would disrupt several forested riparian corridors, including the
tributary to Cole Creek, and the two unnamed tributaries to North Creek. Riparian habitat would
be removed in these areas, which provides important breeding and cover habitat for many
species, and movement of some wildlife species may be disrupted.
Operation Impacts. The operation of Alternative 1a would have varied impacts on vegetation
and wildlife. Operation and maintenance of the new road alignment would require periodic
vegetation maintenance, which could include mowing and tree trimming and the use of selected
herbicides. Other activities would include maintaining roadside ditches for drainage; occasional
winter road treatments such as plowing, salting, or sand application; and hazardous tree
removal. Mowing and other maintenance may reduce the diversity of native vegetation and
remove wildlife habitat in the form of decaying trees or downed logs. Vegetation maintenance
could increase edge habitat, which would beneﬁt some generalist wildlife species.
The road improvements would facilitate higher trafﬁc speeds and volumes on the new section
of 39th, resulting in increased noise levels currently experienced by wildlife in the project area
(see also Section 3.12 Noise). Road noise may negatively affect wildlife, including a reduction in
breeding density of some bird species near roads (Forman et al. 2003). Possible explanations
for this decreased abundance of breeding birds at elevated noise levels include the disruption
of vocal communication and the possibility that birds may avoid noisy areas because they are
stress inducing. Research shows that chronic noise can have negative impacts on wildlife,
including elevated stress hormone levels, high blood pressure, fast heart rates, and other
physiological effects (Seiler 1994).
Another direct operational impact of roads is wildlife mortality caused by collisions with vehicles
(Forman et al. 2003). Amphibians and small mammals are particularly vulnerable. Research
has shown that the percentage of individuals in a vertebrate population killed on roads
increases with the width of the road and with the number of vehicle trips on the road. Even in
instances where the road already exists, widening from two lanes to three can sever population
connections between habitats that are bisected by the road. Birds are also vulnerable to
becoming roadkill, especially birds of prey that forage in roadside vegetation. Operation of
Alternative 1a would likely increase direct mortality of wildlife, primarily low-mobility species
such as reptiles and amphibians, and cause additional habitat fragmentation.
The proposed roadway would increase impervious surface area, which could affect the
quantity, quality, and timing of surface water runoff. Pollutants such as suspended solids, oil,
and grease will be present in roadway runoff. Increased trafﬁc levels increase the chance of
pollution through road runoff and accidental fuel/oil spills. However, proposed improvements to
the stormwater treatment facilities under Alternative 1a will improve the quality of stormwater
reaching local habitats.
Indirect and Cumulative Impacts
Alternative 1a would increase the amount of disturbed edge habitat in the south segment, which
may lead to increased competition for native species from non-native or aggressive plants and
animals. For instance, roadside habitats generally would be more favorable for invasive species
such as Himalayan blackberry, Japanese knotweed, and others. These non-native species may
supplant native plant species over time. Conversely, road edges can also provide habitat for
a wider array of species, with small mammals foraging on maintained grassy roadsides and
songbirds nesting in dense roadside shrubs, thereby increasing species richness in a localized
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area (Forman et al. 2003; Gucinski et al. 2000). Most of the habitat removed by Alternative 1a is
in large rural residential lots that are already considered edge habitat.
Indirect effects on ﬁsh habitat can include increased delivery of ﬁne sediments through
increased erosion and increased runoff. Such increased ﬁne sediment delivery can ﬁll spawning
substrate, suffocate salmon eggs, and increase turbidity (Gucinski et al. 2000). Because
the pond east of 35th and the ponds on Cole Creek’s tributary would continue to provide an
opportunity for sediment to settle out of the water before heading downstream, this impact is not
expected to be signiﬁcant.
Alternative 1a would have a cumulative impact on the availability of wetland habitat in the
project area, which can have a long-term negative effect on wetland-associated species
richness (Forman et al. 2003). Assuming appropriate wetland mitigation is carried out,
Alternative 1a would not have a signiﬁcant cumulative impact on wetland availability for wildlife.
While Alternative 1a would contribute to the cumulative loss of wildlife habitat in the south
project area in the short term, this effect may be insigniﬁcant compared to the long-term loss
of habitat from ongoing residential, commercial, and industrial development in the area. See
Section 1.13 for a discussion of other planned development in the project area.
North Segment (Future Phase)
Direct Impacts
Construction Impacts. Construction of the north segment would eliminate vegetation adjacent
to 39th north of 223rd. Widening the road and removing vegetation would reduce or eliminate
wildlife habitat along the roadway. Animals that use this area would be displaced or would
perish. The proposed road widening north of 223rd extends 1.25 miles, and the extent of
impacts on vegetation and wildlife would depend on the width and design of the improved
roadway.
For ﬁve lanes, road width would be 92 feet across the north project area, resulting in the
removal of approximately 10 acres of existing roadside habitat. This impact would not be
signiﬁcant, because most of this habitat is already partially or fully disturbed by single-family
or high-density residential development. Wildlife mortality from vehicle collisions would likely
increase a small amount over existing levels.
For three lanes, road width would be 80 feet across the north project area, resulting in the
removal of approximately 7 acres of roadside habitat. A three-lane roadway would have fewer
impacts in terms of clearing, grading, and increased impervious surface area. Mortality from
vehicle collisions would likely be smaller than the ﬁve-lane alternative.
Construction of the north segment would disrupt a riparian corridor adjacent to the headwaters
of Palm Creek near 217th. This corridor may be important as a safe path of movement for
wildlife from the Bear Creek watershed to North Creek. Animals using the powerline corridor
parallel to 45th also have access to this corridor.
Operation Impacts. The operational impacts of the north segment would be similar in nature to
those described for the south segment, but smaller in scope because no new road segments
would be constructed in the north project area.
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Indirect and Cumulative Impacts
No signiﬁcant indirect or cumulative impacts on plants and wildlife are anticipated from the north
segment.
Alternative 1b: 39th Avenue SE Alignment (5 lane)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Table 3.4-3 displays direct impacts of the various project alternatives on
natural habitat types in the project area.
Table 3.4-3

Habitat Impacts by Action Alternative (Acres)

Habitat Type1
Mixed Conifer-Hardwood Forest
Meadow
Open Water
Shrub
Single-Family Residential
Total

Alternative 1
5.8
0.1
0.1
2.0
7.0
15.0

Alternative 2
1.7
0.9
0.0
0.6
3.8
7.0

Alternative 3
6.0
3.2
0.0
0.1
7.4
16.7

1 This table does not include the “developed” category because there is almost no natural habitat left in those
areas. Impacts were calculated using proposed cut and ﬁll lines as the basis for impact calculations. Actual impacts
may be slightly different, depending on ﬁnal design.

Construction impacts under Alternative 1b would be similar to, but greater in degree than, those
expected for Alternative 1a (see Table 3.4-3). Alternative 1b would remove 5.8 acres of forest
habitat between 236th and 240th as well as forest on the hillside east of the existing isolated
portion of 39th. Much of the forest along this alignment is associated with streams and wetlands.
Numerous large black cottonwoods are along this route.
Habitat loss for wetland and stream-associated plants and animals would be greatest under
Alternative 1b (see Section 3.3 Wetlands). Like Alternative 1a, Alternative 1b is the only
alternative that affects would affect 8 wetlands including Wetland 4, a Category 1 I wetland,
located east of Cole Creek, west of Snohomish County PUD’s Park Ridge Substation, and
south of 228th. This wetland provides is known to provide good breeding habitat for songbirds,
and good foraging and breeding habitat for some amphibians, including the Paciﬁc tree frog
and long-toed salamander. Impacts would be limited to the east edge of the wetland, which
is adjacent to the substation and which has been disturbed by nearby logging and residential
activities.
Alternative 1b would require three new stream crossings. Alternative 1b would cross two
unnamed tributaries to North Creek and one unnamed tributary to Cole Creek (Figure 3.4-1).
The unnamed tributary to Cole Creek has been modiﬁed by the construction of three ponds.
Alternative 1b would cross this stream between the middle and uppermost ponds, where there is
currently an old earthen and log dam that impounds the upper pond. This is the only open water
habitat that would be removed by any of the alternatives. None of these new stream crossings
would limit or eliminate ﬁsh passage.
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Construction of Alternative 1b would disrupt several forested riparian corridors, including the
tributary to Cole Creek, and the two unnamed tributaries to North Creek. Riparian habitat would
be removed in these areas, which provides important breeding and cover habitat for many
species, and movement of some wildlife species may be disrupted.
Operation Impacts. The operation of Alternative 1b would have varied impacts on vegetation
and wildlife. Operation and maintenance of the new road alignment would require periodic
vegetation maintenance, which could include mowing and tree trimming and the use of selected
herbicides. Other activities would include maintaining roadside ditches for drainage; occasional
winter road treatments such as plowing, salting, or sand application; and hazardous tree
removal. Mowing and other maintenance may reduce the diversity of native vegetation and
remove wildlife habitat in the form of decaying trees or downed logs. Vegetation maintenance
could increase edge habitat, which would beneﬁt some generalist wildlife species.
The road improvements would facilitate higher trafﬁc speeds and volumes on the new section
of 39th, resulting in increased noise levels currently experienced by wildlife in the project area
(see also Section 3.12 Noise). Road noise may negatively affect wildlife, including a reduction in
breeding density of some bird species near roads (Forman et al. 2003). Possible explanations
for this decreased abundance of breeding birds at elevated noise levels include the disruption
of vocal communication and the possibility that birds may avoid noisy areas because they are
stress inducing. Research shows that chronic noise can have negative impacts on wildlife,
including elevated stress hormone levels, high blood pressure, fast heart rates, and other
physiological effects (Seiler 1994).
Another direct operational impact of roads is wildlife mortality caused by collisions with vehicles
(Forman et al. 2003). Amphibians and small mammals are particularly vulnerable. Research has
shown that the percentage of individuals in a vertebrate population killed on roads increases
with the width of the road and with the number of vehicle trips on the road. Even in instances
where the road already exists, widening from two lanes to ﬁve three can sever population
connections between habitats that are bisected by the road. Birds are also vulnerable to
becoming roadkill, especially birds of prey that forage in roadside vegetation. Operation of
Alternative 1a would likely increase direct mortality of wildlife, primarily low-mobility species
such as reptiles and amphibians, and cause additional habitat fragmentation.
The proposed roadway would increase impervious surface area, which could affect the
quantity, quality, and timing of surface water runoff. Pollutants such as suspended solids, oil,
and grease will be present in roadway runoff. Increased trafﬁc levels increase the chance of
pollution through road runoff and accidental fuel/oil spills. However, proposed improvements to
the stormwater treatment facilities under Alternative 1b will improve the quality of stormwater
reaching local habitats.
Indirect and Cumulative Impacts
Alternative 1b would increase the amount of disturbed edge habitat in the south segment, which
may lead to increased competition for native species from non-native or aggressive plants and
animals. For instance, roadside habitats generally would be more favorable for invasive species
such as Himalayan blackberry, Japanese knotweed, and others. These non-native species may
supplant native plant species over time. Conversely, road edges can also provide habitat for
a wider array of species, with small mammals foraging on maintained grassy roadsides and
songbirds nesting in dense roadside shrubs, thereby increasing species richness in a localized
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area (Forman et al. 2003; Gucinski et al. 2000). Most of the habitat removed by Alternative 1a is
in large rural residential lots that are already considered edge habitat.
Indirect effects on ﬁsh habitat can include increased delivery of ﬁne sediments through
increased erosion and increased runoff. Such increased ﬁne sediment delivery can ﬁll spawning
substrate, suffocate salmon eggs, and increase turbidity (Gucinski et al. 2000). Because
the pond east of 35th and the ponds on Cole Creek’s tributary would continue to provide an
opportunity for sediment to settle out of the water before heading downstream, this impact is not
expected to be signiﬁcant.
Alternative 1b would have a cumulative impact on the availability of wetland habitat in the
project area, which can have a long-term negative effect on wetland-associated species
richness (Forman et al. 2003). Assuming appropriate wetland mitigation is carried out,
Alternative 1b would not have a signiﬁcant cumulative impact on wetland availability for wildlife.
While Alternative 1b would contribute to the cumulative loss of wildlife habitat in the south
project area in the short term, this effect may be insigniﬁcant compared to the long-term loss
of habitat from ongoing residential, commercial, and industrial development in the area. See
Section 1.13 for a discussion of other planned development in the project area.
North Segment (Future Phase)
Direct Impacts
Construction Impacts. Construction of the north segment would eliminate vegetation adjacent
to 39th north of 223rd. Widening the road and removing vegetation would reduce or eliminate
wildlife habitat along the roadway. Animals that use this area would be displaced or would perish.
The proposed road widening north of 223rd extends 1.25 miles, and the extent of impacts on
vegetation and wildlife would depend on the width size and design of the improved roadway.
For ﬁve lanes, road width widening would be 92 feet across the north project area, resulting in
the removal of approximately 10 acres of existing roadside habitat. This impact would not be
signiﬁcant, because most of this habitat is already partially or fully disturbed by single-family
or high-density residential development. Wildlife mortality from vehicle collisions would likely
increase a small amount over existing levels.
For three lanes, road width widening would be 80 40 to 42 feet across the north project area,
resulting in the removal of approximately 7 acres of roadside habitat. A three-lane roadway
would have fewer impacts in terms of clearing, grading, and increased impervious surface area.
Mortality from vehicle collisions would likely be smaller than the ﬁve-lane alternative.
Construction of the north segment would disrupt a riparian corridor adjacent to the headwaters
of Palm Creek near 217th. This corridor may be important as a safe path of movement for
wildlife from the Bear Creek watershed to North Creek. Animals using the powerline corridor
parallel to 45th also have access to this corridor.
Operation Impacts. The operational impacts of the north segment would be similar in nature to
those described for the south segment, but smaller in scope because no new road segments
would be constructed in the north project area.
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Indirect and Cumulative Impacts
No signiﬁcant indirect or cumulative impacts on plants and wildlife are anticipated from the
north segment.
Alternative 2: 35th SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Alternative 2 would have the least construction impact on vegetation
and wildlife of any Action Alternative. Approximately 7 acres of habitat would be lost during
construction, almost 60% percent of which is within areas of single-family residential land use
where the habitat has been previously disturbed and modiﬁed (Table 3.4-3). Fringes of forested
stands would be removed by expansion of the right-of-way. No new stream crossings would be
required, although the concrete weir on Cole Creek would likely be replaced with a larger, more
ﬁsh-friendly culvert. Wildlife would likely avoid the project vicinity during construction. The noise
and increased trafﬁc during construction would discourage wildlife use of habitats adjacent to
active construction areas.
Alternative 2 would have minor impacts on habitat fragmentation and connectivity because it is
generally limited to an existing road corridor. Increased road width and increased trafﬁc speeds
may slightly increase the risk of wildlife collisions.
Operation Impacts. Under Alternative 2, trafﬁc volumes may be higher than the existing road
network, which could produce more noise and have greater disturbance to wildlife. Higher trafﬁc
volumes combined with the wider road could create an increased risk of mortality to wildlife
crossing the alignment.
Increased runoff from the larger road surface could increase chemical contamination in Cole
Creek, which could negatively affect anadromous and resident ﬁsh using the lower reaches
of Cole Creek and North Creek. However, proposed stormwater treatment would improve the
quality of stormwater delivered to local streams.
Indirect and Cumulative Impacts
Alternative 2 would not have any signiﬁcant indirect effects on vegetation or wildlife because it
would use expand an existing road corridor. Alternative 2 would cause a cumulative reduction
of 1.7 acres of forest cover and wildlife habitat for some species in the project area, the
least of any Action Alternative. This reduction would not be signiﬁcant compared to ongoing
development impacts.
North Segment (Future Phase)
Impacts on vegetation and wildlife from construction and operation of the north segment under
this alternative would be the same as described for Alternative 1a.
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Alternative 3: 35th/39th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Alternative 3 would have the largest impact on natural habitat for plants
and animals because this alternative would remove the most forest, meadow, and single-family
residential habitats of any Action Alternative (Table 3.4-3). Most of the meadow habitat would
be removed where the proposed alignment crosses two large parcels immediately east of 35th.
These parcels are an important foraging area for Canada geese, small mammals, and other
birds because of the abundant grass, protection from predators (in the form of a tall chain-link
fence topped with razor wire), and easy access to water (two permanent ponds on the southern
parcel). Most of the forest impacts under this alternative would occur north of 228th, where the
alignment would cut northeast through a mid-seral stand of western hemlock and Douglas ﬁr,
as well as a riparian forest of red alder, big-leaf maple, and black cottonwood surrounding the
headwaters of Cole Creek.
Alternative 3 would remove approximately 1.6 acres of wetlands (see also Section 3.3
Wetlands), which would have more short-term impacts on wetland-associated wildlife than
Alternative 2 but less than Alternative 1. This impact would be offset in the long term by required
wetland mitigation.
The Alternative 3 alignment would cross four streams, the most of any alternative. These include
two new crossings on the headwaters of Cole Creek, expansion of the 35th crossing, and a new
crossing of the unnamed tributary to North Creek that ﬂows into the road ditch north of 240th.
None of these crossings would affect habitat for anadromous ﬁsh.
Alternative 3 would cause less habitat fragmentation than Alternative 1, primarily because it
would not interrupt the large forest stand associated with the tributary to Cole Creek.
Operation Impacts. Operation impacts of Alternative 3 would be similar in nature to Alternative
1a, but smaller in scope because Alternative 3 follows more of an existing roadway (35th).
Indirect and Cumulative Impacts
Indirect effects of Alternative 3 on vegetation and wildlife in the south segment would be the
same as those described for Alternative 1a. Alternative 3 would contribute less to cumulative
wildlife habitat loss along the south segment than Alternative 1a and 1b, but more than
Alternative 2 because it follows an existing roadway.
North Segment (Future Phase)
Impacts on vegetation and wildlife from construction and operation of the north segment under
this alternative would be the same as described for Alternative 1a.
Alternative 4: No Action
Under Alternative 4, roadway improvements would not be constructed as proposed under
Alternatives 1a, 1b, 2, and 3. Other planned road construction and maintenance activities,
including the expansion of 228th between 39th and 45th, would remove a minor amount of
wildlife habitat. Most of that habitat is single-family residential areas along existing roads, which
includes a mixture of forest, meadow, and shrub habitats.
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Construction of other roadway improvement projects and planned roadway maintenance
activities such as striping, sign and shoulder maintenance, vegetation maintenance, stormwater
control, utility maintenance, and signalization, would disturb wildlife using adjacent habitats,
potentially causing them to change their breeding or foraging behavior in the short term. Other
planned road improvement projects have the potential to increase trafﬁc speeds in the project
area slightly, which could increase the risk of wildlife collisions to a small degree.
Under Alternative 4, no project-related impacts on streams would occur, and culvert and
ﬁsh passage improvements associated with the project would not be constructed. Existing
stormwater runoff and drainage patterns would be maintained, and no additional treatment or
retention of stormwater runoff would occur. Maintenance of ditches and culverts would continue.
Land in the project area would continue to be subject to development. Existing roadways would
be incrementally improved and new roadways would be added as land development continues.
These improvements would happen in a piecemeal manner and could adversely affect plants
and animals, although the total impact is not known at this time.
3.4.4

Mitigation Measures

Required mitigation for construction and operation of any of the action alternatives would
include the following measures:
•

Minimize and mitigate wetland impacts as described in the Wetland Field Reconnaissance
Summary Report (DEIS Appendix B) and Section 3.3 Wetlands.

•

Control erosion and surface water runoff during construction through BMPs. These
measures would include sediment barriers around all construction sites, use of mats to
prevent compaction of sensitive soils, temporary bridges across streams for vehicle access,
and washing equipment to avoid spread of invasive species.

•

Avoid critical nesting periods for listed species (i.e., Chinook and bald eagle).

•

Remove resident ﬁsh from ponds, streams, and ditches that would be directly affected
during construction.

The following recommended mitigation measures are speciﬁc to Alternatives 1a and 1b:
•

Provide oversized culvert beneath 228th for wildlife passage, if feasible.

•

Maintain hydrologic connection between groundwater and surface water seeps and springs
east of the proposed road with wetlands associated with Cole Creek through the use of
appropriately sized culverts on all identiﬁed watercourses.

•

Remove resident ﬁsh.

The following recommended mitigation measures are speciﬁc to Alternative 2:
•

Replace concrete weir on Cole Creek at 35th with a ﬁsh-friendly culvert.

•

Avoid construction near Cole Creek during critical spawning period for Chinook salmon in
the North Creek watershed (October through December).

The following recommended mitigation measures are speciﬁc to Alternative 3:
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•

Replace concrete weir on Cole Creek at 35th with a ﬁsh-friendly culvert.

•

Maintain hydrologic connection between the headwaters of Cole Creek and the downstream
reach through the use of an appropriate crossing structure west of 39th (e.g., arched,
natural-bottom culvert).

•

Avoid construction near Cole Creek during critical spawning period for Chinook salmon in
the North Creek watershed (October through December).

3.4.5

Signiﬁcant Unavoidable Adverse Impacts

With the appropriate mitigation measures in place, no signiﬁcant unavoidable adverse impacts
on plants and animals are expected.
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Exposure to hazardous materials, including waste, poses harmful risks to human health and
the environment. Numerous federal, state, and local laws, regulations, and policies govern the
use and storage of hazardous materials and the investigation, disposal, handling, and liability
associated with hazardous waste.
Laws and regulations that relate to the Bothell Connector Project and the transport, treatment,
use, storage, and disposal of hazardous materials and waste include the following:
Federal
•

Resource Conservation and Recovery Act (RCRA) provides requirements for the handling,
transportation, treatment, storage, and disposal of hazardous materials and wastes. It
includes provisions for identifying and classifying hazardous materials and waste, and
creates treatment standards for speciﬁc wastes through the Hazardous and Solid Waste
Amendments.

•

Occupational Safety and Health Act (OSHA) establishes requirements for site safety
procedures, worker training, worker safety, and health standards for employees engaged
in work related to hazardous materials. All work relating to the handling of, and potential
exposure to, hazardous substances by workers on this project must be in compliance with
the relevant sections of OSHA.

•

Clean Water Act (CWA) provides for comprehensive federal regulation of all sources of
water pollution. Any activities associated with the project that have the potential to introduce
hazardous substances to surface waters of the United States, including wetlands, must be in
compliance with CWA. Several federal and state permit programs have been established to
address these issues.

•

Safe Drinking Water Act (SDWA) provides administrative and legal authority to protect
public drinking water systems. Construction and operation activities would be required to
protect groundwater from exposure to hazardous substances. Aquifers designated as Sole
Source Aquifers under this act are recognized as being the only source of a community’s
drinking water.

State
Washington State implements many of the federal statutes pertaining to hazardous materials
and waste along with its own, often more stringent, laws and regulations.
•

Model Toxic Control Act Cleanup Regulation: WAC 173-340 implements the Model Toxic
Control Act (MTCA), RCW 70.105D. MTCA sets requirements for site discovery and
reporting, site assessments, and hazardous site listing. This regulation deﬁnes standard
methods used to assess whether a site is contaminated or clean, and it speciﬁcally relates to
any hazardous materials and waste investigations associated with the project.

•

Dangerous Waste Regulations: WAC 173-303 implements RCRA and the Hazardous Waste
Management Act, RCW 70-105. These regulations provide waste identiﬁcation procedures
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unique to Washington State. Detailed requirements for forms and rules related to preparing
manifests and transporting hazardous waste are also included.
•

Water Pollution Control Act: RCW 90.48 implements two administrative regulations that
control pollution in state waters. Water Quality Standards for Surface Waters of the State,
WAC 173-201A, establishes standards for toxic substances, conventional parameters (e.g.,
pH, dissolved oxygen, temperature), and aesthetic values for marine and fresh surface
waters. Water Quality Standards for Ground Water of the State contains similar standards
for groundwater, with special emphasis on radionuclides and carcinogens because of
potability issues. Any construction or operational activities associated with the project must
comply with Washington’s water quality standards. Wastewater Discharges to Surface
Waters, WAC 173-220, regulates discharge to surface water from construction projects.
Under this program, it is unlawful to discharge polluting matter to surface waters without
an NPDES permit. A general NPDES permit for construction would be required for the
project. Wastewater Discharges to Ground Waters, WAC 173-216, regulates discharge
of stormwater to detention basins if this water contains unacceptable concentrations of
polluting matter.

•

Washington Industrial Safety and Health Act (WISHA): RCW 49-17 implements the
Occupational Health Standards, WAC 296-62, and Safety Standards for Construction
Work, WAC 296-155. These standards cover operations at known hazardous waste sites
and initial investigations of sites identiﬁed by the government, which are conducted before
the presence or absence of hazardous substances has been determined. Also included
are rules on site assessment and control, training, protective equipment, and emergency
response. All construction activities, including the handling of hazardous materials such
as asbestos-containing material and building materials surfaced with lead-based paint,
associated with the project must comply with WISHA.

Local
At the local level (City of Bothell and Snohomish County), hazardous materials and waste issues
are addressed through the permitting process and various programs. Conditions placed on a
project in local building and grading permits would include provisions controlling the introduction
of pollutants to the environment.
3.5.2

Affected Environment

Corridor Overview
In February 2003, Environmental Data Resources, Inc. (EDR) prepared two corridor study
reports (EDR 2003a, 2003b):. one One report covered covering the north project area, and one
covering the other covered the south project area. The reports provided background information
on federal and state agency listings for reported environmental problems and/or cleanups within
1 mile of 39th between 240th and Maltby Road. The reports also included federal and state
listings of hazardous material usage, supply, storage, and/or production for properties in the 1mile radius. Not covered by this study, but possibly present in the project area, are household
hazardous wastes and any spills or soil and groundwater contamination that has not been
reported to Ecology or the local health district. Detailed investigations would be required before
any parcel is acquired.
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The EDR reports identiﬁed four sites that potentially use, store, or dispose of hazardous
materials near the project area. One site is near the northern terminus of the project. A second
site is near 228th. The remaining two sites are near the southern terminus of the project. The
approximate locations of the identiﬁed sites are shown in Figure 3.5-1. Each of these sites is
described below.
South Project Area
Three Five hazardous materials sites are located within or adjacent to near the south project
area (EDR 2003a, 2003b; Ecology, 2006). Star Services [1](no longer active as a hazardous
materials or waste site [Ecology, 2006]) at 22815 38th Avenue SE and Ceptyr Inc. [2](formerly
Eden Bioscience Corporation) at 3830 Monte Villa Parkway are identiﬁed as RCRA “small quantity
generators.” This designation does not indicate hazardous materials or waste problems, but only
that activities involving the use, storage, treatment, generation, or disposal of hazardous materials
or waste occur on the site. An AT&T Cingular Wireless Service [3](previously AT&T Wireless) site
at 3755 Monte Villa Parkway is listed as having an underground storage tank (UST). A registered
UST does not indicate hazardous materials or waste problems. The AT&TCingular Wireless
Service and Eden BioscienceCeptyr sites are downgradient from any proposed project-related
activities. An additional AT&T Wireless site [4] is listed by Ecology (2006) as being a hazardous
materials storage and hazardous waste generator site located at 3555 Monte Villa Parkway.
Ecology, however, maps this site’s location as west of 35th Avenue SE and south of 230th Street
SE. Also located within the South Project Area is the Snohomish PUD Park Ridge Substation
[5]. It is located at 4026 228th Street SE and is listed as a hazardous materials storage site. The
locations of these sites are shown in Figure 3.5-1.
North Project Area
FourOne hazardous materials sites are is within the north project area (EDR 2003a,
2003bEcology, 2006). The BPA SnoKing Substation AT&T Wireless North Bothell site [6]
(incorrectly identiﬁed as BPA SnoKing Substation in the Draft EIS) is a hazardous materials
storage site located at 3620 Maltby Road is listed on the Department of Ecology’s Conﬁrmed
and Suspected Contaminated Sites List. This site is approximately one-quarter mile west of the
Maltby Road/39th intersection (Figure 3.5-1). This site is upgradient from 39th. Soil at this site
is reported to be contaminated with polychlorinated biphenyls (PCBs) and petroleum products
above MTCA cleanup levels. PCB contamination is persistent in the environment. Pesticides
are also expected to be present. Groundwater and surface water associated with the site are
likely contaminated. Cleanup is currently under way at this site (EDR 2003a). It is possible that
contaminants originating at the BPA site could have migrated from the site into stormwater
runoff and shallow groundwater ﬂow. Other hazardous materials storage sites within the North
Project Area include the Olympic Pipeline Co. Woodinville Station [7], Snohomish PUD Olympic
Pipeline Substation [8], and the Alderwood Water District Canyon Park Tank [9] sites located at
21909, 21919, and 22423 45th Avenue SE, respectively (Figure 3.5-1).
3.5.3

Environmental Impacts

General
With the exception of the BPA site, no No hazardous material or waste sites problems
are known to be within the project area. Although there is a potential for exposure from
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undocumented hazardous waste in the environment during construction, the rural nature of the
area and absence of industrial activity make the likelihood low.
Alternative 1a: 39th Avenue SE Alignment (3 lane) (Preferred Alternative)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Risks from hazardous materials use during construction include exposure
to hazardous materials released in the environment, ﬁre, and explosion. Diesel fuel will be the
primary hazardous material used during construction to operate equipment and vehicles and,
to a lesser extent, gasoline. There is also a potential for an accidental release of hydraulic ﬂuid
from construction equipment. Additionally, toxic chemicals could be released from uncured
asphalt used for road surfacing.
Construction activities associated with the proposed project could inadvertently release
or accelerate the migration of previously unknown or undocumented contaminants in the
project area. Excavation can expose groundwater and soil to contamination. If not managed
properly, construction activities could create direct pathways of contaminants to creeks, open
water ditches, wetlands, and eventually to North Creek and the Sammamish River. Creating
temporary impoundments, diverting surface drainage, and removing surface cover can expose
undocumented or unanticipated contaminated soils to surface water and groundwater. Also,
undocumented USTs may exist within the project’s construction limits. Soil and groundwater
contamination could be present near any underground storage tanks.
Worker and Public Health and Safety Concerns. Workers will be at greater risk from hazardous
materials and waste encountered or generated during construction because of the duration of
potential exposure and proximity to areas where such materials may be encountered or used.
The primary means of exposure is inhalation of dust or vapors containing hazardous substances
generated during construction such as placement of asphalt or excavation in areas with
contaminated soil.
Minor spills of materials used in construction, such as fuels, lubricants, and hydraulic ﬂuids,
typically occur during construction. Such accidental releases could damage skin, eyes, lungs,
and other organs. Unless a spill is a major event, it would not likely present signiﬁcant risks to
human health.
A risk to public health could also arise from an accidental release or diversion of contaminants
to environmentally sensitive areas, such as surface waters, groundwaters, and public drinking
water systems (e.g., groundwater that serves as a primary source of drinking water). Releases
of this nature provide direct or indirect pathways of contaminant exposure to the general public.
Asbestos-Containing Material and Lead-Based Paint. All structures that the project will
displace would need to be inspected for the presence of asbestos-containing material (ACM)
as required by the Washington Department of Labor and Industries (L&I). Removal and
disposal of any ACM in accordance with federal, state, and local regulations will be required
before any demolition occurs.
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All structures that the project will displace should also be inspected for lead-based paint
(LBP). L&I requires that a lead exposure assessment be conducted at work places where
there is a potential for lead exposure and that workers be protected from exposures to lead.
To reduce potential liability associated with LBP, any material containing LBP will be removed
from structures before demolition and disposed of in accordance with federal, state, and local
regulations.
Under Alternative 1a, 9 structures will be displaced (see Section 3.7 Right-of-Way and
Displacements). The age of these structures is not known. If the displaced structures were
constructed prior to 1980, it is possible that ACM and LBP may be encountered during
demolition.
Operation Impacts. Impacts of hazardous materials and waste when the project is in operation
are primarily associated with roadway runoff of contaminants in stormwater. Contaminants
likely to be in stormwater runoff include fuel and lubricants, metals, compounds from tires, and
automobile engine coolants such as ethylene glycol. Stormwater and water quality treatment
to collect and retain pollutants from trafﬁc will be established as mitigation. Operation impacts
also include potential catastrophic spills of hazardous materials or wastes resulting from vehicle
accidents. Additional operation impacts may include herbicide use for weed control.
No signiﬁcant adverse environmental impacts from exposure to hazardous materials or
waste are expected during construction or operation of this alternative. Any problems relating
to hazardous materials and wastes during construction or operation of this alternative are
reasonably foreseeable and can be mitigated through construction planning and project design.
Indirect and Cumulative Impacts
No signiﬁcant or long-term indirect or cumulative impacts relating to hazardous materials and
wastes are expected to result from anticipated roadway improvements. Because the area
near the proposed project is experiencing increasing urbanization, more businesses that use
hazardous materials and generate hazardous wastes could be established in the area. Any
hazardous waste problems from local businesses or other activities could occur regardless of
whether the project is built or not.
North Segment (Future Phase)
Direct Impacts
Construction Impacts. No signiﬁcant adverse environmental impacts relating to hazardous
materials or waste are expected during construction of the north segment under action
alternative.
Some structures would need to be removed to accommodate the additional lanes on 39th,
and it is possible that ACM and LBP could be encountered during demolition. The number of
structures affected and associated potential for encountering ACM and LBP would depend on
the size and conﬁguration of the roadway to be constructed. Expanding 39th to ﬁve lanes would
have a higher potential for encountering undocumented hazardous materials than expanding
the roadway to three lanes would because more right-of-way would be required and more
structures would be removed.
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Undocumented USTs associated with residences may occur within the construction limits,
once they are deﬁned. Soil and groundwater contamination could be present near any USTs.
Undocumented, unidentiﬁed areas of subsurface contamination could occur anywhere along
the roadway alignment. Construction activities in areas where undocumented contamination is
present could release contaminants to soil, groundwater, and surface water.
Operation Impacts. Operation impacts for the north segment would the same as those described
above for the south segment.
Indirect and Cumulative
Indirect and cumulative impacts for the north segment would the same as those described
above for the south segment.
Alternative 1b: 39th Avenue SE Alignment (5 lane)
South Segment (Initial Phase)
Direct Impacts
Risks from hazardous materials use during construction include exposure to hazardous
materials released in the environment, ﬁre, and explosion. Diesel fuel would be the primary
hazardous material used during construction to operate equipment and vehicles and, to a
lesser extent, gasoline. There is also a potential for an accidental release of hydraulic ﬂuid from
construction equipment. Additionally, toxic chemicals could be released from uncured asphalt
used for road surfacing.
Construction activities associated with the proposed project could inadvertently release
or accelerate the migration of previously unknown or undocumented contaminants in the
project area. Excavation can expose groundwater and soil to contamination. If not managed
properly, construction activities could create direct pathways of contaminants to creeks, open
water ditches, wetlands, and eventually to North Creek and the Sammamish River. Creating
temporary impoundments, diverting surface drainage, and removing surface cover can expose
undocumented or unanticipated contaminated soils to surface water and groundwater. Also,
undocumented USTs may exist within the project’s construction limits. Soil and groundwater
contamination could be present near any underground storage tanks.
Worker and Public Health and Safety Concerns. Workers would be at greater risk from
hazardous materials and waste encountered or generated during construction because of the
duration of potential exposure and proximity to areas where such materials may be encountered
or used. The primary means of exposure is inhalation of dust or vapors containing hazardous
substances generated during construction such as placement of asphalt or excavation in areas
with contaminated soil.
Minor spills of materials used in construction, such as fuels, lubricants, and hydraulic ﬂuids,
typically occur during construction. Such accidental releases could damage skin, eyes, lungs,
and other organs. Unless a spill is a major event, it would not likely present signiﬁcant risks to
human health.
A risk to public health could also arise from an accidental release or diversion of contaminants
to environmentally sensitive areas, such as surface waters, groundwaters, and public drinking
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water systems (e.g., groundwater that serves as a primary source of drinking water). Releases
of this nature provide direct or indirect pathways of contaminant exposure to the general public.
Asbestos-Containing Material and Lead-Based Paint. All structures that the project would
displace would need to be inspected for the presence of asbestos-containing material (ACM) as
required by the Washington Department of Labor and Industries (L&I). Removal and disposal of
any ACM in accordance with federal, state, and local regulations would be required before any
demolition occurs.
All structures that the project would displace should also be inspected for lead-based paint
(LBP). L&I requires that a lead exposure assessment be conducted at work places where
there is a potential for lead exposure and that workers be protected from exposures to lead. To
reduce potential liability associated with LBP, any material containing LBP would be removed
from structures before demolition and disposed of in accordance with federal, state, and local
regulations.
Under Alternative 1b, 13 structures would be displaced (see Section 3.7 Right-of-Way and
Displacements). The age of these structures is not known. If the displaced structures were
constructed prior to 1980, it is possible that ACM and LBP may be encountered during
demolition.
Operation Impacts. Impacts of hazardous materials and waste when the project is in operation
under this alternative would be similar, but greater in degree, to those described for Alternative
1a. Construction impacts are primarily associated with runoff of contaminants in stormwater.
Contaminants likely to be in stormwater runoff include fuel and lubricants, metals, compounds
from tires, and automobile engine coolants such as ethylene glycol. Stormwater and water
quality treatment to collect and retain pollutants from trafﬁc would be established as mitigation.
Operation impacts also include potential catastrophic spills of hazardous materials or wastes
resulting from vehicle accidents. Additional operation impacts may include herbicide use for
weed control.
No signiﬁcant adverse environmental impacts from exposure to hazardous materials or
waste are expected during construction or operation of this alternative. Any problems relating
to hazardous materials and wastes during construction or operation of this alternative are
reasonably foreseeable and can be mitigated through construction planning and project design.
Indirect and Cumulative Impacts
No signiﬁcant or long-term indirect or cumulative impacts relating to hazardous materials and
wastes are expected to result from anticipated roadway improvements. Because the area
near the proposed project is experiencing increasing urbanization, more businesses that use
hazardous materials and generate hazardous wastes could be established in the area. Any
hazardous waste problems from local businesses or other activities could occur regardless of
whether the project is built or not.
North Segment (Future Phase)
Direct Impacts
Construction Impacts. No signiﬁcant adverse environmental impacts relating to hazardous
materials or waste are expected during construction of the north segment under Alternative
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1b. It is possible that contaminants from the BPA SnoKing substation (Figure 3.5-1) could have
migrated to 39th. Excavation near this roadway could encounter contaminants in surface and
subsurface soils. Given that site cleanup is currently occurring at the BPA site, it is likely that no
further contaminants would potentially migrate to the area that would be disturbed by roadway
improvements. Before excavation activities occur in this area, the presence or absence of
contamination would need to be veriﬁed. If contamination is present, removal and appropriate
treatment/disposal would be required.
Some structures would need to be removed to accommodate the additional lanes on 39th, and it
is possible that ACM and LBP could be encountered during demolition. The number of structures
affected and associated potential for encountering ACM and LBP would depend on the size and
conﬁguration of the roadway to be constructed. Expanding 39th to ﬁve lanes would have a higher
potential for encountering undocumented hazardous materials than expanding the roadway to
three lanes would because more right-of-way would be required and more structures would be
removed.
Undocumented USTs associated with residences may occur within the construction limits,
once they are deﬁned. Soil and groundwater contamination could be present near any USTs.
Undocumented, unidentiﬁed areas of subsurface contamination could occur anywhere along
the roadway alignment. Construction activities in areas where undocumented contamination is
present could release contaminants to soil, groundwater, and surface water.
Operation Impacts. Operation impacts for the north segment would the same as those described
above for the south segment.
Indirect and Cumulative
Indirect and cumulative impacts for the north segment would the same as those described
above for the south segment.
Alternative 2: 35th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Potential hazardous materials and waste impacts under this alternative
would be similar to, but less than, those described for Alternatives 1a and 1b. Less excavation
is required under this alternative than under Alternatives 1a and 1b because the 35th Avenue
SE alignment would use existing roadway prisms throughout its length. According to current
project designs, this alternative would displace seven structures. The likelihood of encountering
ACM and LBP is lower under Alternative 2 compared to the other alternatives. Fences requiring
removal, if any, could contain LBP. No listed hazardous materials or waste sites would be
disturbed under this alternative.
Operation Impacts. Operation impacts for Alternative 2 would be the same similar to as those
described for Alternatives 1a and 1b.
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Indirect and Cumulative Impacts
Indirect and cumulative impacts under this alternative would be the same as similar to those
described for Alternatives 1a and 1b.
North Segment (Future Phase)
Impacts associated with the north segment under Alternative 2 would be the same as those
described for Alternatives 1a and 1b.
Alternative 3: 35th/39th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Potential hazardous materials and waste impacts under this alternative
would be similar to those described for Alternatives 1a, 1b, and 2. Under this alternative, the
potential for encountering undocumented hazardous materials would be less greater than under
Alternatives 1a, 1b, or 2 based on the amount of new right-of-way that would be required and
structural displacements. Based on preliminary project design drawings, 16 structures would
need to be removed to accommodate the new alignment, including one commercial structure
(see Section 3.7 Right-of-Way and Displacements). It is possible that ACM and LBP may be
encountered during demolition of those structures.
Operation Impacts. Operation impacts for Alternative 3 would the same as those be similar to,
but to a greater degree than, described for the Alternatives 1a, 1b, and 2.
Indirect and Cumulative
Anticipated indirect and cumulative impacts under this alternative would be the same as those
similar to, but to a greater degree than, described for Alternative s 1a, 1b, and 2.
North Segment (Future Phase)
Impacts associated with the north segment under Alternative 3 would be the same as those
described for Alternative 1a.
Alternative 4: No Action
Under the No Action Alternative, neither the south segment nor the north segment of the project
would be constructed. No worker or public safety impacts from hazardous materials and wastes
are expected within the project area.
Land in the project area would continue to be subject to development. Existing roadways would
be incrementally improved and new roadways would be added as land development continues.
These improvements would happen in a piecemeal manner and could have associated
hazardous material and waste impacts, although the total impact is not known at this time.
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Mitigation Measures

Mitigation for hazardous materials and waste impacts would be required for contaminants
encountered in buildings affected by the project, for any unanticipated contaminants
encountered during construction, and for contaminants generated during construction. Mitigation
for potential hazardous materials and waste problems created by construction activities would
be addressed through construction planning (see below). Contaminated soil, groundwater,
and surface water would require treatment and/or disposal. Contaminated building materials
encountered during building demolition would require removal and disposal.
Construction Planning
Several mitigation measures are recommended in construction planning. These include
development of spill prevention, control, and countermeasures plans; erosion and sedimentation
control plans; and plans for the impacts and handling of unanticipated contamination. These
plans would present procedures, including BMPs, that would be used during the construction
of the project. Development and implementation of these plans would be conditions of several
of the permits required for the project, including the CWA Section 404 permit; CWA Section 401
Water Quality Certiﬁcation; the NPDES permit; the Hydraulic Project Approval; and the City of
Bothell and Snohomish County Grading and Critical Areas Alteration permits.
WSDOT has developed guidance manuals that can be used when designing and implementing
roadway construction projects. The WSDOT Highway Runoff Manual (WSDOT 19952004)
suggests that construction contracts should require the contractor to prepare a planning
document for dealing with pollutants other than sediment. The BMPs recommended for inclusion
in this document are simple and cost-effective methods of preventing contamination of the
environment from construction activities.
Although there is only one contaminated site within the project area and there is no evidence
that contamination from that site has reached the area that would be disturbed by project
construction, the possibility of encountering unknown contamination cannot be discounted.
The WSDOT Construction Manual (WSDOT 20032006) provides guidelines for dealing with
discoveries of unanticipated contamination. Individuals who are trained in recognizing potential
contamination and reporting procedures must be on the construction site. Failure to recognize
such hazards can lead to spills or toxic injury with the associated response and health costs.
Mitigation Options for Contaminated Environmental Media
Encountering contaminated soil during construction of the proposed project is not anticipated. If
it is encountered, however, disposal options would include onsite treatment and reuse or offsite
treatment and disposal. Contaminant constituents and concentrations would be the key factors
in identifying appropriate disposal options.
Building debris requiring disposal would likely include some ACM and materials painted with
LBP. No mitigation options are available for ACM. Such materials would be removed from any
buildings slated for destruction before demolition activities occurred. ACM would need to be
disposed in a landﬁll authorized to receive asbestos waste. Materials painted with LBP must
be disposed of at a landﬁll that meets the current design standards for municipal solid waste
facilities in 40 CFR Part 258, unless the debris is determined not to be hazardous in accordance
with 40 CFR Part 261 Subpart C, Characteristics of Hazardous Waste.
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Operational Measures
Because operational impacts related to hazardous materials and waste are primarily associated
with stormwater quality, these impacts would be addressed through stormwater facility design
standards. Snohomish County complies with the Washington Department of Ecology 2005
Stormwater Manual for Western Washington design standards are found in the Snohomish
County Drainage Manual (1998). City of Bothell standards are found in the its Surface Water
Design Manual (2000) and the King County Stormwater Surface Water Design Manual (1998).
Operational impacts could also result from catastrophic spills of hazardous materials or wastes.
The local ﬁre station would be the ﬁrst responder to any hazardous material or waste spill. As
appropriate, Ecology would respond as well.
3.5.5

Signiﬁcant Unavoidable Adverse Impacts

With appropriate mitigation measures in place, no signiﬁcant unavoidable adverse impacts
related to hazardous materials are expected.
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Land use in the project area is managed through comprehensive plans and guided by
countywide planning policies that are consistent with the Growth Management Act (RCW
36.70A). The GMA is intended to assist cities and counties in managing growth by ensuring that
citizens, communities, local governments, and the private sector cooperate and coordinate with
one another in comprehensive land use planning.
The GMA requires that cities and counties with substantial growth rates prepare comprehensive
plans to protect critical resource areas, deﬁne urban growth boundaries, and adopt zoning and
capital improvement programs to provide adequate roads and services for projected population
during the 20-year planning period. The GMA contains speciﬁc provisions to ensure that most of
the region’s future growth is accommodated in or immediately adjacent to areas that are already
urban in character, thereby protecting rural areas, critical areas, and resource lands.
3.6.2

Affected Environment

Population and Growth
The south project area is located in the City of Bothell. Since 1980, the rate of population growth in
the City has outpaced that of the County. Between 1980 and 1990, the City’s population increased
from 7,943 to 12,345, an increase of approximately 55% percent (OFM 2002). Since 1990, the
City has grown by another 18,565 residents (most of that resulting from one annexation in 1992),
an increase of approximately 150% percent. According to OFM, the total population of the City
of Bothell as of April 1, 2003, was 30,910 people, of which 16,250 (53% percent) resided in King
County and 14,660 (47% percent) resided in Snohomish County (OFM 2003a).
The north project area is located in unincorporated southwest Snohomish County, which is
the fastest growing area of the third most populous county in Washington. During the 1980s,
Snohomish County was the fastest growing county in the state. Between 1980 and 1990, the
County’s population grew from 337,720 to 465,628, an increase of approximately 38% percent
(OFM 2002). Since 1990, the County has grown by another 171,872 residents, an increase of
approximately 37% percent. According to the Washington State Ofﬁce of Financial Management
(OFM), the total population of Snohomish County as of April 1, 2003, was 637,500 people,
of which 331,770 (52% percent) resided in incorporated cities and towns, and 305,730 (48%
percent) resided in unincorporated areas (OFM 2003a).
In terms of growth, Snohomish County is second only to King County. Approximately twothirds of the population growth in the county can be attributed to in-migration (people moving
to Snohomish County). In contrast, a signiﬁcant portion (approximately 51% percent) of the
increase in the population of Bothell’s population increase is the result of municipal annexations.
Proximity to major employment areas and convenient access to major transportation routes
such as I-5 and I-405 continue to attract residential growth to the region. The Puget Sound
Regional Council (PSRC) forecasts that Snohomish County’s population will increase to
733,150 by 2010, eventually rising to 985,181 in 2030. Employment in the County is forecast
to increase from 222,673 jobs in 2000 to 261,869 jobs in 2010, and to 358,209 jobs by 2030.
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Southwest Snohomish County is expected to account for approximately 45% percent of the total
County population and employment growth during that time (PSRC 2002).
Land Use
Region
Snohomish County, the 13th largest of the state’s 39 counties in the state, encompasses 2,090
square miles. Snohomish County’s topography ranges from saltwater beaches, rolling hills, and
rich river-bottom farmlands in the west to dense forest and alpine wilderness in the mountainous
east. Glacier Peak, at 10,541 feet, is one of the highest mountains in the Cascade Range. Of
the total county lands, 68% percent is forest land, 19% percent is rural, 8% percent is urban/city,
and 5% percent is agricultural. National Forest lands account for approximately 662,000 acres
in the County (Snohomish County 2003b).
Urban centers in southwest Snohomish County include the cities of Everett (the county seat),
Bothell, Snohomish, Monroe, Mill Creek, Lynnwood, Brier, Mountlake Terrace, Edmonds, and
Woodway (Snohomish County 2003b).
Project Area
Land use within the project area is primarily rural and low-density residential with some
forested, undeveloped land (see Figure 3.6-1). Natural features include forested areas, steep
slopes, streams, and wetlands. Land use in the project area has undergone a steady transition
over time, from forest land and agriculture to more heavily concentrated suburban residential
development. Several new subdivisions are either currently under construction or are proposed
for development have been recently completed in the project vicinity, including:
•

Bellemont Crossing, a 250-lot single-family residential plat that is under construction on both
sides of 39th near 217th;

•

Aspenwood, a 32-lot residential development that is under construction south of Maltby
Road on the west side of 39th; and

•

Hawthorne Station, a proposed 77-lot residential subdivision south of 212th on the west side
of 39th.

Other major land uses in the project area include:
•

The Quadrant Monte Villa Business Park located south of 240th and west of 39th;

•

Canyon Park Montessori School located near the intersection of 39th and 240th;

•

Canyon Creek Elementary and Sky View Junior High Schools located on 35th just south
of 212th;

•

The Canyon Mobile Park & RV, a mobile home community and recreational vehicle
campground located between 31st and 35th on 228th;

•

Pinnacle Sonata, a 268-unit condominium townhouse community located between 39th and
45th on the north side of 240th;

•

A Hindu Temple and Cultural Center located at the intersection of 39th and 212th;
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•

The Korean Community Presbyterian Church, under construction between 35th and 39th
on 240th;

•

The Evergreen Community Church, planned for construction at the intersection of 35th
and 240th;

•

The Bonneville Power Administration’s SnoKing Substation and transmission lines located
on both sides of 39th in the north project area; and

•

The Snohomish County Public Utility District’s Park Ridge Substation located south of 228th
and east of 38th.

The Northshore School District owns property northwest of the intersection of 228th and
39th, where a potential district facility could be sited. There are also a number of small noncommercial “hobby” farms in the project area; however, no designated or protected farmland
is identiﬁed in the project vicinity. The entire project area falls within the Snohomish County
Southwest Urban Growth Area (Southwest County UGA), which includes the City of Bothell
and the Municipal Urban Growth Area (MUGA) of Bothell. (A MUGA is an unincorporated urban
growth area that will be annexed to an adjacent city in the future).
Zoning
Zoning regulations prescribe the allowable use of land and establish development standards
(i.e., height, bulk, intensity, parking, landscaping, lighting) to protect existing land uses from
incompatible new development. In the City of Bothell, zoning is regulated under Title 12 of the
Bothell Municipal Code. In Snohomish County, zoning is regulated under Chapter 30.21 of the
Snohomish County Code. The GMA requires that a local jurisdiction’s zoning regulations be
consistent with, and carry out its, adopted comprehensive plan. Figure 3.6-2 shows the existing
zoning in the project area.
City of Bothell
The City of Bothell portion of the project area has 10 different zoning designations. Zones
within the project area include: Residential (R1, R4, R8a, R15, and R-AC), Ofﬁce Professional,
Community Business, Light Industrial, Mobile Home Park, and Shoreline Master Program.
Residential (R1, R4, R8a, R15, and R-AC)
The residential zoning classiﬁcations provide a range of densities and housing types for
residents to choose from, including attractive and affordable living accommodations. Residential
zones may contain certain non-residential uses that enhance the community including schools,
churches, and parks (BMC 12.04.030). In addition, most transportation and utility uses are
permitted outright in all residential zones; however, highways, high occupancy vehicle (HOV)
facilities, park and ride lots, transit stations, telecommunications switching/transmission facilities,
potable water storage facilities, and electrical substations are conditional uses subject to a
conditional use permit.
Other uses permitted outright in all residential zones include family daycare activities, and
certain recreational and agricultural activities. Conditional uses in all residential zones include
mobile home parks, schools and colleges, and police and ﬁre stations. Churches and other
religious facilities are conditional uses in all residential zones.
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Ofﬁce Professional
Permitted uses in the Ofﬁce Professional zone include most business and personal services,
research and development testing, restaurants, and certain educational, recreational,
government, health/social service, and agricultural activities. Most transportation and utility
uses are permitted outright; however, park and ride lots, transit stations, telecommunications
transmission facilities, and potable water storage facilities are conditional uses in this zone.
Other conditional uses in this zone include churches, fraternal organizations, and certain
essential public facilities.
Community Business
Permitted uses in the Community Business zone include most business and personal services,
retail activities, eating and drinking establishments, transportation facilities, utilities, temporary
use activities, and certain automotive, educational, recreational, government, health/social
service, and agricultural activities. Conditional uses in this zone include certain essential public
facilities and potable water storage facilities.
Light Industrial
Permitted uses in the Light Industrial zone include automotive, marine, and heavy equipment
services; manufacturing and warehouse facilities; transportation facilities; utilities; most
business/personal services and eating/drinking establishments; and certain educational,
recreational, government, health/social service, and agricultural activities. Conditional uses in
this zone include certain essential public facilities and potable water storage facilities.
Mobile Home Park
The Mobile/Manufactured Home Park Overlay zoning classiﬁcation is intended to promote the
retention of mobile/manufactured home parks as a source of affordable single-family and senior
housing. This classiﬁcation is assigned to certain existing mobile home parks, which contain
rental pads as opposed to fee-simple lots, and as such are susceptible to future redevelopment.
The Mobile/Manufactured Home Park Overlay limits development to mobile/manufactured home
parks unless a comprehensive plan amendment for another type of land use is adopted (BMC
12.04.100).
Shorelines Master Program
The Shorelines Master Program (SMP) contains use, development, performance, and
procedural regulations that apply to portions of the City within 200 feet of the ordinary high water
mark of North Creek, the Sammamish River, and associated wetlands (BMC 12.04.90). No
project improvements are proposed within areas under the jurisdiction of the Bothell SMP.
Snohomish County
The Snohomish County portion of the project area has ﬁve different zoning designations:
Residential (R-7,200 and R-9,600), Suburban Agriculture, Rural-5 Acre, and Planned
Residential Development Overlay.
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Residential (R-7,200 and R-9,600)
Land within the unincorporated Snohomish County portion of the project area is primarily zoned
as either Residential 7,200 or Residential 9,600. Residential zoning is categorized by minimum
lot sizes based on square footage. The residential zones provide for predominantly single-family
residential development that achieves a minimum net density of four dwelling units per net acre.
These zones may be used as “holding zones” for properties that are designated Urban MediumDensity Residential, Urban High-Density Residential, Urban Commercial, Urban Industrial, or
other land uses in the comprehensive plan (SCC 30.21.025[1][a]).
In addition to residential uses, other permitted uses in the R-7,200 and R-9,600 zones include
parks, family daycare activities, home occupation businesses, utility transmission lines and
pipes, and certain agricultural activities. Conditional uses in these zones include churches,
schools, community clubs, daycare centers, government facilities, hospitals, golf courses, bed
and breakfast establishments, mineral processing, transit centers, park and ride lots, and certain
utility facilities (SCC 30.22.100).
Suburban Agriculture
The Suburban Agriculture category is a zoning classiﬁcation that is no longer a primary zone
but may be used in special circumstances due to topography, natural features, or the presence
of extensive critical areas (SCC 30.21.025[4]). Uses permitted outright in this zone include
agriculture, forestry, aquaculture, greenhouses, stables, single-family houses, duplexes, mobile
homes, parks, and utility transmission lines and pipes. Conditional uses in this zone include
bed and breakfast establishments, churches, schools, community clubs, the excavation and
processing of minerals, explosives storage, golf courses, government structures, hospitals,
kennels, park and ride lots, transit centers, and certain utility facilities (SCC 30.22.120).
Rural-5 Acre
The northeast corner of the project area is outside of Snohomish County’s Southwest County
UGA and has a zoning designation of Rural-5 Acre. Uses permitted outright in this zone
include agriculture, forestry, aquaculture, family daycare activities, parks, single-family houses,
duplexes, mobile homes, utility transmission lines and pipes, commercial kennels, and certain
home occupations. Conditional uses in this zone include schools, churches, community clubs,
bed and breakfast establishments, park and ride lots, transit centers, race tracks, social service
centers, government facilities, golf courses, mineral processing, explosives storage, and certain
utility facilities (SCC 30.22.110). No project improvements are proposed in this zone.
Planned Residential Development Overlay
In addition to the underlying zoning designations discussed above, several zones in the project
area have a Planned Residential Development (PRD) overlay. The purpose of a PRD overlay
is to provide an alternative form of development within UGAs to traditional subdivisions. PRDs
allow ﬂexibility and creativity in site layout and design, and protect critical areas through the use
of open space (SCC 30.42B.010). There are currently only three small areas in the Snohomish
County portion of the project area that have this designation (see Figure 3.6-2).
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Adopted Land Use and Transportation Plans and Policies
Key land use and transportation plans relevant to the proposed project are summarized
below. The consistency of the project alternatives with these plans and policies is addressed
in Section 3.6.4.
State Plans and Policies
The State Highway System Plan 2003-2022 is the element of Washington’s Transportation Plan
for state-owned highways (WSDOT 2002). The plan deﬁnes service objectives, action strategies,
and costs to maintain, operate, preserve, and improve the state highway system for 20 years from
2003 to 2022. It is the basis for the state highway element of the six-year plan and the biennial
state highway program. The State Highway System Plan, updated every two years, addresses
mobility, safety, economic initiative, and environmental retroﬁt strategies. The only element of
the state highway system within the project area is SR-524 (Maltby Road). The plan does not
identify any 20-year improvement projects on Maltby Road within the project area (although
improvements to Maltby Road are part of the City’s Transportation Improvement Plan).
Regional Plans and Policies
PSRC Destination 2030 Regional Transportation Plan
The Puget Sound Regional Council’s Destination 2030 is a regional transportation system
improvement and strategy plan for the central Puget Sound region, which includes Snohomish,
King, Pierce, and Kitsap counties (PSRC 2001). The plan deﬁnes speciﬁc improvements
related to the road system, transit and ferry coordination and service, aviation, non-motorized
transportation, and freight needs.
Destination 2030 identiﬁes transportation routes of regional signiﬁcance for central Puget
Sound. Collectively, these routes comprise the Metropolitan Transportation System (MTS),
which is deﬁned as those roadways or services that provide access to any activities crucial to
the social or economic health of the central Puget Sound region.
The MTS consists of seven transportation system components:
•

Roadway system

•

Ferry system

•

Transit system

•

Non-motorized system

•

Freight and goods system

•

Intercity passenger rail

•

Regional aviation

The only MTS roadway system component within the project area is Maltby Road. MTS nonmotorized system components in the project area include Maltby Road and 228th (PSRC 2001).
The plan does not identify improvement projects for either of these roadways. However, one
MTS improvement identiﬁed in the plan just west of the project is the potential construction
of a new interchange for I-405 at 240th. This improvement is currently listed in the plan as a
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candidate project (subject to approval, but not yet approved) and is scheduled for completion in
2010 (PSRC 2001).
VISION 2020 Update
The PSRC’s VISION 2020 Update provides a regional framework for achieving the goals
identiﬁed under the GMA by building upon and supporting local, county, regional, and state
planning (PSRC 1995). Such goals include managing urban growth, reducing sprawl, and
encouraging efﬁcient multimodal transportation systems, which must be addressed by local
jurisdictions developing comprehensive plans. The policies in VISION 2020 reﬂect broad
directions agreed to by member jurisdictions that, in general, will be carried out through local
comprehensive and agency plans.
1989 Eastside Transportation Program Recommendations Report
The 1989 Eastside Transportation Program (ETP) is a multi-jurisdictional subregional
transportation plan that was prepared as part of the Puget Sound Regional Transportation Plan
prepared by the Puget Sound Council of Governments. The plan contains a comprehensive
set of recommended transportation policies, programs, and projects for the ETP study area,
which is approximately 260 square miles and bounded by Lake Washington to the west, the
Snoqualmie River to the east, Renton to the south, and 180th to the north.
The report separated recommended roadway improvements into four categories:
•

Category 1 projects were the most critical improvements with the highest priority for
implementation;

•

Category 2 projects were those where the design and protection or acquisition of right-ofway had the highest priority, but where actual construction could come at a later date;

•

Category 3 projects were generally more local in nature and less urgent than Category 1
or 2. Category 3 projects enhanced access and balanced travel demand over the regional
system;

•

Category 4 projects also were local projects where the need was less urgent than for the
other categories.

In the report, construction of a new segment of 39th between 240th and 228th is identiﬁed as a
Category 3 project. Expansion of 39th between 228th and 180th (north of Maltby Road) to 2 or 3
lanes (including bicycle lanes north of Maltby Road) is identiﬁed as a Category 4 project.
Local Jurisdiction Plans and Policies
City of Bothell Comprehensive Plan 2004 Plan Update
The City of Bothell’s Comprehensive Plan 2004 Plan Update (City of Bothell 2005) is the city’s
policy plan to guide growth and development through the year 20132025. The project area
is located in portions of three subareas identiﬁed in the plan: Canyon Creek, Fitzgerald/35th
Avenue SE, and North Creek/NE 195th. Each of these subareas has a plan that provides
an inventory of the area—identifying such things as land use, sensitive areas, transportation
facilities, utilities, and historical resources—and action items speciﬁc to the subarea.
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The GMA states that each city located within a county that is planning under the Act should be
included in a UGA. A UGA can include more than one city, as well as unincorporated lands as
long as such lands are already characterized by growth or are adjacent to lands characterized
by urban growth. In both King and Snohomish counties, Bothell is located within UGAs in both
King and Snohomish Counties that contain multiple cities and the unincorporated lands between
those cities. In Snohomish County, Bothell is included in the Southwest County UGA. The
proposed project is entirely within the Southwest County UGA.
The City of Bothell is currently revising its comprehensive plan. The process, which is scheduled
for completion in late 2004, includes reviewing and revising the plan’s vision statement, planning
area-wide elements, and individual subarea plans.
Several key issues to be addressed as part of the update process include:
•

Updating the land capacity analysis originally prepared for the initial comprehensive plan;

•

Evaluating existing and future residential density designations within the City. Through
various Growth Management Hearings Board decisions, a threshold for minimum urban
residential densities of 4 units per residential acre has been established. Some areas of the
City currently designated for low density residential uses may be redesignated and rezoned
for higher density uses consistent with the 4 unit per acre threshold;

•

Evaluating the comprehensive plan and its regulations to ensure consistency with the
federal Endangered Species Act; and

•

Evaluating the comprehensive plan strategies to encourage affordable housing in the City
(City of Bothell 2003b).

Snohomish County GMA Comprehensive Plan
Snohomish County adopted updated its GMA Comprehensive Plan in June 1995 late 2005
(Snohomish County 2006)(Snohomish County 1995). The new “horizon” for this updated plan
is the year 2025. The plan contains elements that address population and employment, land
use for urban, rural, and natural resource areas, housing, transportation, capital facilities,
rural uses, utilities, economic development, natural environment, and interjurisdictional
coordinationtransportation. This updated plan replaced the 13 pre-GMA subarea plans that were
the products of Snohomish County planning during the decades prior to the passage of the
GMA in 1990.
It provides a guide for growth in the County for the next 20 years. Under the plan, the County
requires that road and service improvements be made concurrently with planned development.
This means that planned development will not occur if that development causes roads or
services to become deﬁcient, unless those roads or services are improved at the same time
as the development or unless a ﬁnancial commitment for the improvements is in place within
six years. The adequacy of roads and services is determined through a level-of-service (LOS)
standard (see Section 3.10 for an explanation of LOS).
The County’s General Policy Plan (GPP) serves as a guide to Snohomish County’s growth and
development from 2005 through the year 2025. The GPP provides overall policy direction for all
of the various components of the GMA Comprehensive Plan, and includes goals and policies
for all of the plan elements, the future land use map, and other supporting maps. The GPP also
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delineates urban growth area boundaries that provide for areas of present and future urban
development.
The Snohomish County Comprehensive Plan identiﬁes 13 planning subareas. The
unincorporated portion of the project corridor is located within the North Creek Subarea
and is currently covered by both the 1977 North Creek Area Comprehensive Plan and the
1995 GMA Comprehensive Plan. The 1995 plan GPP’s Future Land Use map designates
the unincorporated project area for urban low-density residential uses, which allows mostly
detached housing development on larger lot sizes. The allowable densities for a development
are determined by the provisions of the County zoning code. However, to improve the efﬁciency
of urban residential land utilization, the GPP states that future residential subdivisions will
achieve a minimum net density of 4 to 6 dwelling units per acre except in areas within or near
critical areas that are large in scope and are complex in structure and function. (4 to 6 dwelling
units per acre) with a Growth Phasing Overlay (GPO). GPOs identify areas where the 1995
plan’s urban residential designation is inconsistent with the land use designation of the 1977
plan. The GPO designation allows subdivisions only under speciﬁc conditions, which functions
to restrict growth until further planning for the area is considered.
The north project area is also affected by recent actions in the Mill Creek East UGA planning
area, which begins approximately 1 mile north of Maltby Road. In 2002, Snohomish County
adopted the Mill Creek East UGA Plan and the development alternative recommended through
its EIS process, the “Village Centers” alternative. Adoption of this proposed development
alternative lifted a development phasing overlay, which may lead to an increase in trafﬁc in the
north project area. As part of the County’s GMA Comprehensive Plan 10-year Update process,
the primary policy components of the Mill Creek East UGA Plan were incorporated into and
superseded by the GPP.
Urban Growth Areas. Every county that plans under the GMA is required to designate a UGA
in its comprehensive plan. UGAs are where counties direct urban growth for the next 20 years.
At a minimum, every city must be inside a UGA, although most UGAs are encompass larger
area. Urban land uses and densities are prohibited outside the boundaries of UGAs. Generally,
growth outside the UGA boundaries is constrained by very low-density zoning and restrictions
on the extension of urban utilities and services.
Snohomish County has designated 12 UGAs. With the exception of its northeastern corner,
tThe project area is located entirely within the Southwest County UGA. The Southwest County
UGA includes both incorporated and unincorporated areas, including nine cities: Bothell,
Brier, Edmonds, Everett, Lynnwood, Mill Creek, Mountlake Terrace, Mukilteo, and Woodway.
Approximately 579% of the 20-year forecasted population growth in the County between 2002
and 2025 is expected to occur within the Southwest County UGA. A detailed subarea plan for
the Southwest County UGA has not yet been completed. Once such a plan is developed and
approved by the Snohomish County Council, the project area will be subject to its provisions
rather than those of the 1977 North Creek Subarea Plan.
Parks and Recreation. The 1994 Snohomish County Comprehensive Parks and Recreation Plan
(a component of the County’s 1995 Comprehensive PlanGMACP) has been modiﬁed to adopt
the population forecasts used in the Comprehensive Plan 10-year update. Further modiﬁcations
will occur in 2006, with an updated version available by January 2007. The 1994 Parks and
Recreation Plan included a survey of public parks and recreational facilities in Snohomish
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County. The survey found that more than 13,000 acres of park/recreational land are held by
public agencies within the County. At that time, the County held about 45% percent of the total
with cities, school districts, and state and federal agencies controlling the remainder. The 1994
study also identiﬁed 48 recreational activities and over 60 separate recreational facilities within
the County. In the last ﬁve years, the County’s park land inventory has nearly doubled to over 90
sites encompassing 9,000 acres countywide.
Rapid population growth within the County has increased the demand for recreational areas.
This increased demand results in a greater need to update and expand existing facilities and
create additional facilities. Although no speciﬁc sites have been identiﬁed at this time, the 1994
plan indicates the Southwest County UGA is an area that will be targeted for park acquisition
over the next 12 years. The proposed project is located within this UGA.
No public parks or formal recreational facilities are located within the project area, although
bicyclists and pedestrians may use area roads for recreation. Playgrounds and ballﬁelds
associated with Canyon Creek Elementary and Skyview Junior High School (both located on
35th to the west of the project area) may be used by area residents and students. Some open
space, including two easements held by the Northwest Pipeline Corporation, is found within the
project area. These easements run north to south and are east of 39th. The pipeline corridors
may function as informal walking or bike trails. The plan identiﬁes utility corridors as potential
future trail systems.
City of Bothell Shorelines Master Program
The City of Bothell SMP was adopted in 1974 and last amended in 1998. In the City’s
Comprehensive Plan 2004 Plan Update, the goals and policies of the SMP were made a standalone element. The SMP provides a policy framework for the City’s management of shorelines
within the jurisdiction of Washington’s Shoreline Management Act (RCW 90.58). The City’s SMP
applies to shorelands within 200 feet of the ordinary high water mark, biological wetlands and
their buffers associated with the above waterways, and any portion of the 100-year ﬂoodplain
associated with streams that extend beyond the 200-foot mark.
The SMP designates each shoreline area under its jurisdiction with a shoreline “environment”
designation, which provides the basis for speciﬁc land use policies and regulations. SMP
shoreline designations are Urban, Rural, and Conservancy. The only shoreline under Bothell
SMP jurisdiction in the project area is North Creek. North Creek is designated as an Urban
shoreline environment for its entire length within the project area. No project improvements are
proposed within 200 feet of this shoreline.
Snohomish County Shoreline Management Master Program
The Snohomish County Shoreline Management Master Program (SMMP) was adopted in
1974 and last amended in 1993 (Snohomish County 1974). As of February 2006, the County
was in the process of updating its SMMP. Local adoption of the new SMMP is not anticipated
until spring 2007. Similar to the Bothell SMP, the SMMP establishes shoreline environment
designations and speciﬁc land use goals, policies, and regulations for managing County
shorelines under the Shoreline Management Act. No shorelines under the jurisdiction of the
SMMP are within the project area.
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Environmental Impacts

Alternative 1a: 39th Avenue SE Alignment (3 lane) (Preferred Alternative)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Construction impacts include temporary changes in use or access to
properties caused by lane closures and redistribution of trafﬁc ﬂows. Under Alternative 1a,
construction of the south segment is expected to temporarily affect up to 70 properties in the
south project area. (Impacts on parking, access, and landscaping are not expected to result in
displacement.)
Operation Impacts. Operation impacts are primarily the long-term conversion of existing land
uses to transportation-related uses including roadway expansion, stormwater facilities, and
wetland/riparian mitigation sites. Table 3.6-1 summarizes the amount of existing land uses that
would be converted to transportation-related uses as a result of new right-of-way required for
each action alternative.
Table 3.6-1: Summary of Existing Land Uses Converted to Transportation-Related Uses
(Acres)
Land Use
Residential
Commercial and Misc. Non-residential
Agriculture/Open Space
Government/Institutional
Utility/Other Transportation
Vacant/Undeveloped
Total

Alternative 1a
12.6
2.9
1.0
0.0
1.2
3.3
21.0

Alternative 1b Alternative 2 Alternative 3
16.0
11.0
18.5
4.4
1.8
1.2
1.2
4.6
7.8
0.0
0.0
3.5
1.3
0.1
0.1
4.1
0.7
1.1
27.0
18.1
32.2

Source: Universal Field Services 2003, revised by KPFF, Inc. 2006b.

Under Alternative 1a, existing land uses on 21 acres would be converted to transportationrelated uses, including stormwater facilities. Residential uses would be affected the most, with
12.6 acres converted. Other converted uses include: vacant and undeveloped land—3.3 acres,
commercial and miscellaneous non-residential uses—2.9 acres, agriculture/open space uses—
1.0 acre, and utility and other transportation uses—1.2 acres.
Land that would be converted to transportation-related uses would be located either within
the City of Bothell or the Southwest County UGA. These areas have been designated to
accommodate future growth and urban levels of development.
Indirect and Cumulative Impacts
Future growth in and around the project area will largely be determined by the following factors:
•

Economic or market forces—these include such things as housing costs, the availability of
land, interest rates, overall regional economy, and to an increasing degree, national and
international economic conditions;
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•

Availability of utilities, community infrastructure, and public services—this includes water,
sewer, roads, schools, and parks; and

•

Local jurisdiction land use plans and policies—these are administered through performance
districts, zoning codes, and other land use regulations.

Potential indirect land use impacts could result from project improvements that increase the
accessibility of land in and around the project area. This could cause localized increases
in the rate of development of available parcels in the area. The management of growth
and development would be consistent with the City of Bothell and Snohomish County
comprehensive plans.
Under this alternative, construction of the south segment would convert approximately 20.1
acres of predominantly low-density residential uses to transportation-related uses. This
cumulative conversion of land, when combined with other projects in the region (see Section
1.13), would contribute to the overall rate of increase in higher intensity uses in the project area
and Southwest County UGA. The conversion to higher intensity uses is consistent with the UGA
designation of the project area.
North Segment (Future Phase)
Direct Impacts
Construction Impacts. Similar to the south segment, construction of the north segment would
directly affect residences and other land uses by temporarily changing use and property access.
Approximately 55 residences along 39th have direct access to the roadway, and approximately
86 parcels would be affected by right-of-way acquisition. Based on this, construction of the north
segment is expected to disrupt between 55 and 86 primarily residential properties in the north
project area. No recreational land, resources, or facilities would be lost or signiﬁcantly affected
by the proposed project.
Operation Impacts. As with the south segment, land use impacts associated with operation of
the north segment would primarily involve the long-term conversion of existing land uses to
transportation-related uses. The acquisition of property for new right-of-way would reduce some
lot sizes along the project corridor. Most of these parcels are residential, and lot sizes in the
area are relatively large.
The amount of land converted to transportation-related uses would depend on the design of
the roadway and the number of lanes to be constructed. Existing right-of-way along 39th varies
from approximately 40 feet to 80 feet. Approximately 92 feet of right-of-way would be required
to accommodate a ﬁve-lane road. Approximately 80 feet of right-of-way would be required to
accommodate a three-lane road. Depending on the number of lanes, this would be an increase
of between 40 and 52 feet in some areas. Based on this, approximately 6 to 8 acres of primarily
residential uses would be converted to transportation-related uses to accommodate the
widening of the roadway.
Right-of-way acquisition for stormwater facilities (such as ponds or vaults) and wetland
mitigation sites would convert additional land. The size and location of these facilities, and the
amount of land required would be determined during the design of the project.
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During operation, the north segment improvements would ease congestion, improve safety for
vehicles, bicycles, and pedestrians along 39th, and serve growth planned for this area. The
proposed roadway improvements would provide an efﬁcient route for north-south travel and
would alleviate some of the congestion on other roads in the project area. The north segment
improvements would include sidewalks and bicycle lanes. Pedestrian and bicycle access
would be provided through a direct connection from 228th to Maltby Road. Non-motorized
transportation uses (bicycle and pedestrian) are likely to increase after the project is completed.
Indirect and Cumulative Impacts
No signiﬁcant indirect or cumulative impacts on land use are expected under Alternative 1a. The
project area is located within the City of Bothell and the Southwest County UGA. These areas
have been designated as locations for future growth and development. Alternative 1a is not
likely to affect the overall level and pattern of growth in these areas, but it could affect the rate,
timing, and distribution of future growth in localized areas.
Planned growth per comprehensive plans and GMA will continue to occur even if the road
improvements are not constructed. Although the project would increase capacity, its ability to
induce growth is limited. Development trends in the area demonstrate that growth is occurring
even though transportation facilities are lacking. Overall, land use patterns in the project area
would continue to be consistent with local comprehensive plans and zoning codes.
Under Alternative 1a, noise could impair the ability of area residents and other users to enjoy
available recreational activities. Increased residential development could also negatively affect
recreation through the loss of open space, and increased potential access could increase
demand on existing and future recreational facilities.
Construction of the north segment would convert 6 to 8 acres of primarily low-density residential
land uses to transportation-related uses. This cumulative conversion of land, when combined
with other projects in the region (see Section 1.13), would contribute to the overall increase in
higher intensity uses in southwest Snohomish County. The conversion to higher intensity uses is
consistent with the UGA designation for the project area.
Alternative 1b: 39th Avenue SE Alignment (5 lane)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Similar to Alternative 1a, Cconstruction impacts under Alternative 1b are
primarily temporary changes in use or access to properties. Under Alternative 1b, construction
of the south segment is expected to temporarily affect 65 up to 70 properties in the south project
area. Section 3.7 Right-of-Way and Displacements and Appendix C provide a complete list
of properties that would be disrupted. (Impacts on parking, access, and landscaping are not
expected to result in displacement.)
Operation Impacts. Operation impacts are primarily the long-term conversion of existing land
uses to transportation-related uses. Table 3.6-1 summarizes the amount of existing land uses
that would be converted to transportation-related uses under Alternative 1b (27 acres). as a
result of new right-of-way required for each action alternative.
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Table 3.6-1: Summary of Existing Land Uses Converted to Transportation-Related Uses
(Acres)
Land Use
Residential
Commercial and Misc. Non-residential
Agriculture/Open Space
Government/Institutional
Utility/Other Transportation
Vacant/Undeveloped
Total

Alternative 1
16.0
4.4
1.2
0.0
1.3
4.1
27.0

Alternative 2
11.0
1.8
4.6
0.0
0.1
0.7
18.1

Alternative 3
18.5
1.2
7.8
3.5
0.1
1.1
32.2

Source: Universal Field Services 2003.

Under Alternative 1, existing land use on 27 acres would be converted to transportation-related
use. See Section 3.7 and Appendix C for a complete list of parcels and existing land uses that
would be directly affected by new right-of-way under this alternative. Residential uses would
be affected the most, with 16 acres converted. Other converted uses include: commercial and
miscellaneous non-residential uses—4.4 acres, vacant and undeveloped land—4.1 acres, utility
and other transportation uses—1.3 acres, and agriculture/open space uses—1.2 acres.
Similar to Alternative 1a, Lland that would be converted to transportation-related uses would be
located within either the Bothell or Southwest County UGA. These areas have been designated
to accommodate future growth and urban levels of development.
Indirect and Cumulative Impacts
Future growth in and around the project area will largely be determined by the following factors:
•

Economic or market forces—these include such things as housing costs, the availability of
land, interest rates, overall regional economy, and to an increasing degree, national and
international economic conditions;

•

Availability of utilities, community infrastructure, and public services—this includes water,
sewer, roads, schools, and parks; and

•

Local jurisdiction land use plans and policies—these are administered through performance
districts, zoning codes, and other land use regulations.

Potential indirect land use impacts could result from project improvements that increase the
accessibility of land in and around the project area. This Similar to Alternative 1a, construction
of the south segment under Alternative 1b could cause localized increases in the rate of
development of available parcels in the area. It is assumed that the management of growth
and development would be consistent with the City of Bothell and Snohomish County
comprehensive plans.
Under Alternative 1b, construction of the south segment would affect a larger area than under
Alternative 1a. convert aApproximately 27 acres of predominantly low-density residential uses
would be converted to transportation-related uses. Similar to Alternative 1a, Tthis cumulative
conversion of land, when combined with other projects in the region (see Section 1.8), would
contribute to the overall rate of increase in higher intensity uses in the project area, and
Southwest County UGA. The conversion to higher intensity uses which is consistent with the
UGA designation of the project area.
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North Segment (Future Phase)
Direct Impacts
Construction Impacts. Similar to the south segment, construction of the north segment would
directly affect residences and other land uses by temporarily changing use and property access.
Approximately 55 residences along 39th have direct access to the roadway, and approximately
86 parcels would be affected by right-of-way acquisition. Based on this, construction of the north
segment is expected to disrupt between 55 and 86 primarily residential properties in the north
project area. No recreational land, resources, or facilities would be lost or signiﬁcantly affected
by the proposed project.
Operation Impacts. As with the south segment, land use impacts associated with operation of
the north segment would primarily involve the long-term conversion of existing land uses to
transportation-related uses. The acquisition of property for new right-of-way would reduce some
lot sizes along the project corridor. Most of these parcels are residential, and lot sizes in the
area are relatively large.
The amount of land converted to transportation-related uses would depend on the design of
the roadway and the number of lanes to be constructed. Existing right-of-way along 39th varies
from approximately 40 feet to 80 feet. Approximately 92 feet of right-of-way would be required
to accommodate a ﬁve-lane road. Approximately 80 feet of right-of-way would be required to
accommodate a three-lane road. Depending on the number of lanes, this would be an increase
of between 40 and 52 feet in some areas. Based on this, approximately 6 to 8 acres of primarily
residential uses would be converted to transportation-related uses to accommodate the
widening of the roadway.
Right-of-way acquisition for stormwater facilities (such as ponds or vaults) and wetland
mitigation sites would convert additional land. The size and location of these facilities, and the
amount of land required would be determined during the design of the project.
The widened road would be closer to homes. The proposed road widening could cause
proximity “damages” (diminution in fair market value) for some houses. While the number of
affected parcels would be the same for a three- or ﬁve-lane roadway, the amount of right-of-way
acquired from each parcel would be less for a three-lane roadway, which likely reduce proximity
damages. The potential for proximity damages would likely increase as residential development
continues in the area.
During operation, the north segment improvements would ease congestion, improve safety for
vehicles, bicycles, and pedestrians along 39th, and serve growth planned for this area. The
proposed roadway improvements would provide an efﬁcient route for north-south travel and
would alleviate some of the congestion on other roads in the project area. The north segment
improvements would include sidewalks and bicycle lanes. Pedestrian and bicycle access
would be provided through a direct connection from 228th to Maltby Road. Non-motorized
transportation uses (bicycle and pedestrian) are likely to increase after the project is completed.
Indirect and Cumulative Impacts
No signiﬁcant indirect or cumulative impacts on land use are expected under Alternative 1. The
project area is located within the City of Bothell and the Southwest County UGA. These areas
have been designated as locations for future growth and development. Alternative 1 is not likely
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to affect the overall level and pattern of growth in these areas, but it could affect the rate, timing,
and distribution of future growth in localized areas.
Planned growth per comprehensive plans and GMA will continue to occur even if the road
improvements are not constructed. Although the project would increase capacity, its ability to
induce growth is limited. Development trends in the area demonstrate that growth is occurring
even though transportation facilities are lacking. Overall, land use patterns in the project area
would continue to be consistent with local comprehensive plans and zoning codes.
Under this alternativeAlternative 1, noise could impair the ability of area residents and other
users to enjoy available recreational activities. Increased residential development could also
negatively affect recreation through the loss of open space, and increased potential access
could increase demand on existing and future recreational facilities.
Construction of the north segment would convert 6 to 8 acres of primarily low-density residential
land uses to transportation-related uses. This cumulative conversion of land, when combined
with other projects in the region (see Section 1.131.8), would contribute to the overall increase
in higher intensity uses in southwest Snohomish County. The conversion to higher intensity uses
is consistent with the UGA designation for the project area.
Alternative 2: 35th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Similar to Alternatives 1a and 1b, construction impacts under Alternative 2
would be temporary changes in use or access to properties. Alternative 2 would have the most
property disruptions of any of the action alternatives. Construction of the south segment would
disrupt 75 to 85 properties in the south project area. Section 3.7 and Draft EIS Appendix C
provides a complete list of properties that would be disrupted.
Operation Impacts. Table 3.6-1 summarizes the amount of existing land uses converted to
transportation-related use under Alternative 2 (18 acres). Alternative 2 would convert the least
amount of land of any of the action alternatives. Of all land use categories,Existing residential
uses would be affected the most, with 11 acres converted. Other converted uses include:
agriculture/open space uses—4.6 acres, commercial and miscellaneous non-residential uses—
1.8 acres, vacant and undeveloped land—0.7 acre, and utility and other transportation uses—
0.1 acre.
Similar to Alternatives 1a and 1b, land that would be converted to transportation-related uses
would be located within either the Bothell or Southwest County UGA. These areas have been
designated to accommodate future growth and urban levels of development.
Indirect and Cumulative Impacts
Similar to Alternatives 1a and 1b, construction of the south segment under Alternative 2 could
cause localized increases in the rate of development of available parcels in the project area.
Under Alternative 2, however, the likelihood that improvements would increase the rate of
development in and around the project area would be less than that under Alternatives 1a or 1b.
This is because the 35th corridor is more heavily developed than land along the 39th alignment,
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and improvements under this alternative would not provide as much direct access to previously
undeveloped land.
Under Alternative 2, the conversion of existing land uses would affect a smaller area than under
either Alternatives 1a or 1b. Approximately 18 acres of primarily low-density residential uses
within the City of Bothell and Southwest County UGA would be converted to transportationrelated uses. Similar to Alternatives 1a and 1b, this conversion of land would contribute to the
cumulativerate of increase in higher intensity uses in the project area, which is consistent with
the UGA designation.
North Segment (Future Phase)
Impacts for the north segment under Alternative 2 would be the same as those described for
Alternative 1a.
Alternative 3: 35th/39th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Alternative 3 would have more property disruptions during construction
of the south segment than Alternatives 1a or 1b but less than Alternative 2. Construction of
the south segment under Alternative 3 would disrupt 73 to 83 properties in the south project
area. Section 3.7 and Draft EIS Appendix C provide a complete list of properties that would be
disrupted.
Operation Impacts. Table 3.6-1 summarizes the amount of existing land uses converted to
transportation-related use under Alternative 3 (32 acres). Alternative 3 would convert the
greatest amount of land of any of the action alternatives. Residential uses would be affected the
most, with 18.5 acres converted. Other converted uses include: agriculture/open space uses—
7.8 acres, government/institutional—3.5 acres, commercial and miscellaneous non-residential
uses—1.2 acres, vacant and undeveloped land—1.1 acres, and utility and other transportation
uses—0.1 acre.
Similar to Alternatives 1a, 1b, and 2, land that would be converted to transportation-related uses
would be located within either the Bothell or Southwest County UGA. These areas have been
designated to accommodate future growth and urban levels of development.
Indirect and Cumulative Impacts
Similar to Alternatives 1a, 1b, and 2, construction of the south segment under Alternative 3 could
cause localized increases in the rate of development of available parcels in the project area.
Under Alternative 3, the likelihood that improvements would increase the rate of development
in and around the project area would be greater than under Alternative 2 but less than under
Alternatives 1a or 1b. Even though the sweeping curves at the north and south ends of the
alignment would increase access to previously undeveloped properties, a substantial portion of
the alignment would be located along the more heavily developed 35th corridor, where there is
less likelihood of providing direct access to undeveloped land.
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Under Alternative 3this alternative, the conversion of land uses would affect the largest area of
the three action alternatives. Existing land uses on approximately 32 acres within the project
area would be converted from primarily low-density residential uses to transportation-related
uses. Similar to Alternatives 1a, 1b, and 2, this conversion of land would contribute to the
cumulativerate of increase in higher intensity uses in the project area, which is consistent with
the UGA designation.
North Segment (Future Phase)
Impacts for the north segment under Alternative 3 would be the same as those described for
Alternative 1a.
Alternative 4: No Action
Under the No Action Alternative, the project would not be constructed, and no direct conversion
of existing land uses or other impacts would occur. The No Action Alternative would include
some minor roadway improvements on existing portions of the project area as a part of
other separately funded projects and programs (see Section 2.2 for a list of these projects).
It is likely that some of these projects would require the acquisition of new right-of-way, and
therefore could convert existing land uses to transportation-related uses. Furthermore, land
in the project area would continue to be subject to development. Existing roadways would be
incrementally improved and new roadways would be added as land development continues.
These improvements would happen in a piecemeal manner and could result in direct conversion
of land use or other impacts, although the total impact is not known at this time.
Under the No Action Alternative, trafﬁc congestion would likely continue to increase in the
project area, contributing to regional transportation issues. Area residents may experience
adverse impacts associated with accessibility and mobility issues. Noise and air pollution would
continue to increase, and the area could eventually have a lack of adequate housing because of
insufﬁcient transportation system capacity.
3.6.4

Consistency with Adopted Plans and Policies

This section evaluates the consistency of the project alternatives with relevant adopted land
use and transportation plans and policies. In general, Alternative 4 No Action would not be
consistent with those plans and policies that call for an expansion or improvement of the arterial
network in the project area.
PSRC Destination 2030 Regional Transportation Plan
By providing sidewalks and bicycle lanes, Alternatives 1a, 1b, 2, and 3 would be consistent with
the following Destination 2030 physical design guidelines:
•

Design Guideline No. 3: Link neighborhoods, connect streets, sidewalks, and trails.

•

Design Guideline No. 6: Design for pedestrians and bicyclists.

Vision 2020 Update
By increasing roadway capacity within the project area and reducing congestion and travel
times, Alternatives 1a, 1b, 2, and 3 would generally support planned urban growth (residential
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and employment) in the Southwest County UGA and would be consistent with the following
Vision 2020 policy:
•

Policy RG-1 of the multi-county framework policies (encourages growth in UGAs to conserve
natural resources and enable efﬁcient provision of services and facilities);

1989 Eastside Transportation Program Recommendations Report
The south segment improvements under Alternatives 1a and 1b would be speciﬁcally consistent
with the ETP’s recommendation of the 39th improvements as a Category 3 project. South
segment improvements under Alternatives 2 and 3 would be generally consistent with the ETP
in providing for a north-south arterial linkage within the same corridor.
The north segment improvements under Alternatives 1a, 1b, 2, or 3 would be speciﬁcally consistent
with the ETP’s recommendation of widening 39th between 228th and 180th as a Category 4 project.
City of Bothell Comprehensive Plan 2004 Plan Update
The south segment improvements under Alternatives 1a and 2 would be speciﬁcally consistent
with the tTransportation eElement of the Bothell Comprehensive Plan 2004 Plan Update, which
lists the construction of the Bothell Connector as a new three-lane section between 228th and
240th Streets SE as a transportation project planned or programmed by 2030 (City of Bothell
2005). extension and widening of 39th from 240th to 228th as a Streets and Highways Action
Item. The comprehensive plan identiﬁes this project as a new ﬁve-lane north-south arterial
connection, and indicates that an alternate project would be to improve 35th to the same
standards. The south segment improvements under Alternatives 1b, 2, and 3 would be generally
consistent with the plan because this these alternatives would establish an arterial linkage in the
same transportation corridor. Alternative 4 would not construct an arterial connector, and would
therefore not be consistent with the plan’s action strategy.
Transportation Policy TR-P1 directs that arterial intersections in the city should operate at LOS
D or higher. The arterial intersections that would be improved under Alternatives 1a, 1b, 2, and 3
would meet this requirement (see Section 3.10 Transportation).
Transportation Policy TR-P7 directs that transportation improvements to the existing street
network shall be planned to evenly distribute through trafﬁc to arterials that meet design
standards and to reduce the amount of through trafﬁc on neighborhood streets that are not
classiﬁed as arterials. The south segment improvements under Alternatives 1a, 1b, 2, and 3
would balance north-south trafﬁc volumes within the corridor and would support this policy (see
Section 3.10 for a discussion of expected trafﬁc volumes associated with each alternative).
Transportation Policy TR-P10 directs that when city arterials are improved to a three-lane or
ﬁve-lane conﬁguration, the center lane should be constructed as a boulevard planter with turn
pockets or a center turn lane. The south segment under Alternative 2 and most of Alternatives
1a, 1b, and 3 feature a center turn lane. For portions of Alternatives 1a, 1b, and 3, a smaller
four-lane cross section has been proposed in wetlands and other sensitive areas to minimize
the roadway footprint and corresponding disturbance. The smaller cross section portions of the
alternatives would deviate from the policy.
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The proposed project under Alternatives 1a, 1b, 2, and 3 would be consistent with Land
Use Policy LU-G4, which directs that development should ﬁrst be provided in areas already
characterized by urban levels of growth that have public facilities and service capacities to serve
such development. The proposed project improvements are entirely within the City of Bothell
and/or the Southwest County UGA and would provide transportation infrastructure to serve
planned future growth in these areas.
Fitzgerald/35th Avenue SE Subarea Plan
The Fitzgerald/35th Avenue SE Subarea Plan of the Bothell Comprehensive Plan 2004 Plan
Update (City of Bothell 2005) acknowledges that the County and City are considering extension
of 39th Avenue SE from its present southern terminus at 228th Street SE through the Subarea
to the south where it would reconnect with 39th Avenue SE at 240th Street SE. Alternatives to
extending 39th Avenue, such as routing trafﬁc to 35th Avenue, are also being studied.
South segment improvements under Alternatives 1 and 2 would be speciﬁcally consistent with
Action Item No. 1 in the Fitzgerald/35th Avenue SE Subarea Plan of the Bothell Comprehensive
Plan, which also identiﬁes the improvement of 35th and/or 39th as a plan project. South
segment improvements under Alternative 3 would establish an arterial linkage in the same
corridor and would therefore be generally consistent with this plan.
South segment improvements under Alternatives 1a, 1b, 2, and 3 would be generally consistent
with Transportation Action Item No. 12 from the subarea plan, which calls for the City to
continue the cooperative venture with Snohomish County to determine whether 39th Ave SE or
35th Ave SE should be the route for a new arterial to connect 240th Street SE with 228th Street
SE.coordinate with Snohomish County to study the feasibility of extending and improving 39th to
connect 240th and 228th, or for improving 35th.
City of Bothell Zoning Code
The arterial roadway improvements proposed under Alternatives 1a, 1b, 2, and 3 would be
permitted uses in all zoning designations in the City of Bothell portion of the project area. See
Section 3.6.2 for a summary of allowable uses in each zone.
Snohomish County GMA Comprehensive Plan
The south segment improvements of Alternatives 1a, 2 and 3 would be speciﬁcally consistent
with the tTransportation eElement of the Snohomish County GMA Comprehensive Plan
(Snohomish County 2006), which identiﬁes the extension of 39th from 240th to 228th to urban
three-lane standards (or the possible expansion of the road network) as a recommended project
to relieve congestion on existing roadways. The north segment improvements under Alternatives
1a, 1b, 2, and 3 would also be speciﬁcally consistent with the transportation element, which
recommends expanding 39th to a three-lane roadway between 228th and 207th Street SE,
just south of Maltby Road. In addition, the alternatives would be generally consistent with
Snohomish County Comprehensive Plan policies as presented below.
By providing bicycle lanes and sidewalks as part of the project, both the south and the north
segments of the project under any of the action alternatives would be consistent with:
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•

Transportation Policy 1.B.5: Future roadways and improvements of existing roads shall
be planned to enhance multimodal trafﬁc ﬂow and the connectivity of countywide arterial
roadways.

•

Goal TR3: Improve nonmotorized transportation facilities and services.

•

Objective TR 3.A: Plan, design, program, construct, and promote use of nonmotorized
transportation facilities in Snohomish County and in cooperation with WSDOT and the cities.

•

Transportation Policy 3.A.2: Continuous and/or direct bicycle routes shall be encouraged
between all jurisdictions and major centers in Snohomish County and the region.

•

Transportation Policy 3.A.3: A safe system of bicycle and pedestrian facilities shall be
planned for, tying together residential areas, schools, recreation areas, business areas,
transit stops and transfer points, and centers.

•

Transportation Policy 4.A.1: Pedestrian facilities shall be encouraged that maintain access
between public facilities and residential areas, especially when they serve a safety purpose.

•

Transportation Policy 4.A.2: Pedestrian facilities shall be encouraged that will also
accommodate the elderly and individuals with disabilities.

•

Transportation Policy 4.A.3: Safe and direct pedestrian and disabled access shall be
designed to and from public rights-of-way, structures, and adjacent developments.

Through the collaborative design process between the City of Bothell and Snohomish County,
both the south and north segments of the project under any of the action alternatives would be
generally consistent with:
•

Goal TR4: Provide transportation services that enhance the health, safety, and welfare of
Snohomish County citizens.

•

Objective TR 4.A: Cooperate with WSDOT, the cities, and transit agencies to design facilities
and provide for services that enhance the mobility of all citizens regardless of age, disability,
or income.

By including provisions for potential bus pullouts as part of the project, the south segment
improvements under any of the action alternatives would be consistent with the following:
•

Transportation Policy 1.C.6: Bus stops, bus pullouts, and onsite circulation shall be located
and designed to accommodate public transportation where potential ridership warrants such
improvements.

1977 North Creek Area Comprehensive Plan [No longer applicable]
Construction of the south segment under Alternative 1 would be speciﬁcally consistent with the
North Creek Area Comprehensive Plan, which directs that the extension of 39th from 240th to
228th should be concurrent with the development of the Quadrant Monte Villa Business Park.
Construction of the south segment under Alternatives 2 or 3 would be generally consistent by
providing a minor arterial north-south linkage within the same corridor. Alternative 4 would not
provide an arterial linkage and would not be consistent with the directive of the plan.
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2002 Mill Creek East UGA Plan [No longer applicable]
None of the proposed alternatives would directly affect this plan area because it is located
north of the north project area. However, construction of the north segment would be generally
consistent with the transportation element of the Mill Creek East UGA Plan by addressing
some of the plan’s primary issues just south of the plan area. Speciﬁcally, these issues include
improved trafﬁc concurrency and improved safety and road conditions. Alternative 4 would not
provide an arterial linkage and would not be consistent with the directives of the plan.
Snohomish County Zoning Code
The proposed project would be consistent with the Snohomish County zoning code. The
County’s zoning ordinance does not regulate County streets and roads, but they are addressed
through a special legislative approval process outlined in the Snohomish County Roads and
Bridges Ordinance (SCC 13.70).
3.6.5

Mitigation Measures

For mitigation measures addressing displacements and disruptions of existing uses, see
Section 3.7 Right-of-Way and Displacements.
Construction
The City of Bothell and Snohomish County would coordinate with affected property owners to
ensure that temporary driveway and access road disruptions to existing uses are minimized and
adequate prior notice of potential disruptions is provided. Additional mitigation measures could
include limiting construction activities to daylight hours and developing and distributing a trafﬁc
control plan that indicates detour routes.
Speciﬁc mitigation measures for potential land use impacts resulting from future construction
of the north segment would be determined during a subsequent environmental review. Overall,
land use patterns in the project vicinity would continue to be consistent with the Snohomish
County Comprehensive Plan, Snohomish County zoning code, and the Southwest County UGA
subarea plan, when adopted.
Operation
In some areas, the direct conversion of existing land uses to accommodate new right-of way
may be reduced or minimized through additional project design features such as retaining walls,
design modiﬁcations that reduce right-of-way requirements, etc.
3.6.6

Signiﬁcant Unavoidable Adverse Impacts

With appropriate mitigation measures in place, no signiﬁcant unavoidable adverse impacts on
land and shoreline use are expected.
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The City of Bothell and Snohomish County have the authority to acquire property for public use
through the laws of eminent domain as discussed in RCW Chapters 8.08, 8.12, and 8.25. These
laws ensure property owners and displaced individuals receive fair and equitable treatment.
Where right-of-way is needed, all acquisition and relocation would be conducted in accordance
with the Washington State Relocation Assistance and Real Property Acquisition Policy (RCW
8.26). Relocation resources are available to all relocated residents and businesses without
discrimination.
3.7.2

Affected Environment

The affected environment for displacements is the same as that discussed in Section 3.6
Land and Shoreline Use. Information regarding the individual residences and businesses that
potentially would be displaced by the proposed project is contained in this section and in the
Draft EIS Appendix C.
3.7.3

Environmental Impacts

General
This section discusses project right-of-way acquisition impacts, displacement/disruption impacts,
and mitigation measures for impacts. New right-of-way would be required under all Action
Alternatives for travel lanes, bicycle lanes, planting strips, sidewalks, and stormwater facilities. A
list of affected parcels was developed for each Draft EIS alternative and is included in the Draft
EIS Appendix C. The preferred alternative, Alternative 1a, follows the same alignment that was
analyzed in the Draft EIS for Alternative 1 (referred to in this document as Alternative 1b), but is
a three-lane roadway. The right-of-way impacts presented in this section represent the amount
of land that would be converted to right-of-way uses as a result of the project alternatives.
Displacement and disruptive impacts are classiﬁed and deﬁned as follows:
•

Displacement - A displacement is considered to be any structure or use that would be
permanently displaced by new project right-of-way. This includes direct displacement of
structures and uses, and the indirect or functional displacement of uses if a supporting
element is displaced, such as septic drainﬁeld area or stormwater facility.

•

Disruption - A disruption is considered to be any substantial disturbance of parking, access,
or landscaping that would not displace the associated structure or use.

•

Property Acquisition - A full or partial acquisition of real property, which may or may not have
a structure or active use on it.

The term “auxiliary structures” as used in this section refers to detached garages, workshops,
storage buildings, and other structures associated with residential uses. The term “nonresidential structures” refers to commercial buildings or utility infrastructure that are not
associated with residential uses.
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Table 3.7-1 summarizes the right-of-way required for each of the action alternatives. Table 3.7-2
summarizes the displacements that would occur for each of the action alternatives.
Table 3.7-1:

Required Right-of-Way by Action Alternative for South Segment

Right-of-Way
Full parcels to be acquired
Partial parcels to be acquired
Total number of parcels to be
acquired
Total acres of new right-of-way

Alternative 1a
1
51

Alternative 1b
11
40

Alternative 2
0
58

Alternative 3
8
60

52

51

58

68

20

27

18

32

Alternative 2

Alternative 3

Source: Universal Field Services 2003, updated by KPFF, Inc. 2006b.

Right-of-Way

Alternative 1a

Total number of parcels to be
acquired
Full parcels to be acquired
Partial parcels to be acquired
Total acres of new right-of-way

Alternative
1b

52

51

58

68

1
51
20

11
40
27.0

0
58
18.2

8
60
32.2

Source: Universal Field Services 2003, updated by KPFF, Inc. 2006b.

Table 3.7-2:

Summary of Displacements by Action Alternative for South Segment

Use Type
Residential
Commercial
Community
Public/Utility
Non-residential/Other
Total

Alternative 1a
7
0
0
0
2
9

Alternative 1b
11
1
0
0
1
13

Alternative 2
7
0
0
0
0
7

Alternative 3
15
1
0
0
0
16

Source: Universal Field Services 2003 and KPFF, Inc. 2003, 2006a (see Appendix A).

Alternative 1a: 39th Avenue SE Alignment (3 lane) (Preferred Alternative)
South Segment (Initial Phase)
Direct Impacts
Alternative 1a would require a total of 20 acres of new right-of-way. See Appendix A (Sheets 390 through 39-9) for new right-of-way requirements for this alternative.
Seven residences, one non-residential structure (an auxiliary school building), and a cluster
of several auxiliary non-residential structures (comprising one “Other” displacement) would be
displaced under this alternative. Figure 3.7-1 is a map of displacements under Alternative 1a
and 1b. Alternative 1a displacements would not include locations D, H, J, and L. Table 3.7-3 lists
these properties by Assessor’s tax parcel identiﬁcation number.
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Displacements, Alternative 1a
Parcel Numbers
27052800302300
27052800305400
27053300200100
27053300202500
27053300202600
27053300202700
27053300300600
27053300302600
27053300303700

Displaced Uses
house
house
house and auxiliary structure
house and auxiliary structures
auxiliary structures
house and auxiliary structure
house and auxiliary structure
house
Non-residential auxiliary school structure

Source: Universal Field Services 2003, updated by KPFF, Inc. 2006a
1 See Figure 3.7-1 for location of displacements under Alternative 1a.

Residential displacements would include one house southeast of the 39th/240th intersection
(Site K), three houses southeast of the 39th/236th intersection (Sites I, G, and E), and three
houses near the 39th/228th intersection (Sites A, B, and C). A non-residential structure (Site M)
associated with the Canyon Park Montessori School would be displaced but the school itself is
anticipated to remain operational under this alternative (The play area located east of the main
school building, which is an integral part of the school, also would be displaced by the project).
Site F contains several auxiliary structures northeast of the 39th/236th intersection that would
be displaced by right-of-way.
In addition to the above nine displacements, an additional 43 full or partial property acquisitions
would occur. One of these would be the Snohomish County PUD’s Park Ridge electrical
substation located southeast of the proposed 39th/228th intersection. The new right-of-way for
Alternative 1a would require the western 100 feet of the PUD property.
This would affect 15 to 20 feet of the west side of the substation. This alignment is based on
the assumption that this would be the maximum amount of acquisition that could occur without
affecting existing and/or proposed infrastructure. Any additional acquisition would require
relocation of the substation.
Eighteen parcels would be disrupted by the loss or interruption of access during construction.
Indirect and Cumulative Impacts
Converting existing land uses to new right-of-way for the project combined with other past,
present, and future land use conversions in the region would contribute incrementally to the
ongoing reduction of vacant/undeveloped and low-density residential lands in the project area.
Alternative 1a would convert 20.1 acres to transportation-related use. See Section 3.6 Land and
Shoreline Use for additional discussion of cumulative land use effects.
North Segment (Future Phase)
Direct Impacts
New right-of-way would be required to construct travel lanes, bicycle lanes, planting strips,
sidewalks, and stormwater collection and treatment facilities. Additional right-of-way needs
would be greater at intersections, where additional lanes could be required. The roadside
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ditches would be enclosed, and stormwater detention ponds and possibly mitigation wetlands
would be located along 39th.
Widening 39th would directly affect residences and other land uses by acquiring property for
right-of-way. Property acquisition could result in possible relocation of some residents. The
conversion of residential properties to transportation uses and the loss or interruption of access
to residences would occur prior to construction.
Planned and existing developments would be affected by the loss of some property to
accommodate the roadway. The acquisition of residential property for new right-of-way would
reduce some lot sizes along the project corridor. Depending on the number of lanes to be
constructed, between 6 and 8 acres of new right-of-way would be required to accommodate
the widened roadway. Existing right-of-way along 39th varies from approximately 40 feet to 80
feet. Approximately 92 feet of right-of-way would be required to accommodate a ﬁve-lane road,
and approximately 80 feet of right-of-way would be required to accommodate a three-lane road.
Depending on the number of lanes chosen, this would be an increase of between 40 and 52
feet in some areas. Stormwater facilities (such as ponds or vaults) and wetland mitigation sites
also would require additional land acquisition. The size and location of these facilities and the
amount of land required would be determined during the ﬁnal design of the project.
Approximately 55 residences located along 39th have direct access to the roadway. A
preliminary investigation indicates that portions of 55 to 86 parcels of private property would
need to be acquired to accommodate the road widening under Alternative 1a. Most of these
parcels are residential, and lot sizes in the area are relatively large. The widened road would
be closer to existing houses, and some houses might have to be purchased outright, requiring
the relocation of some residents. No residential displacements are anticipated for a threelane roadway. Stormwater and wetland mitigation sites could potentially require additional
relocations. The number of relocations could increase as residential development continues in
the area or project design progresses.
Indirect and Cumulative Impacts
Converting existing land uses to new right-of-way for the project combined with other past,
present, and future land use conversions in the region would contribute incrementally to the
ongoing reduction of vacant/undeveloped and low-density residential lands in the project area.
Widening 39th would convert up to 6 acres for the expanded roadway. Additional right-of-way
would also be required for stormwater detention, conveyance, and treatment facilities. See
Section 3.6 Land and Shoreline Use for additional discussion of cumulative land use effects.
Alternative 1b: 39th Avenue SE Alignment (5 lane)
South Segment (Initial Phase)
Direct Impacts
Alternative 1b would require a total of 27 acres of new right-of-way (Table 3.7-1). See Draft EIS
Appendix A (Sheets 39-0 through 39-9) for new right-of-way requirements for this alternative.
Eleven residences, one business (private school), and one auxiliary structure would be
displaced under this alternative. Table 3.7-43 lists these properties by Assessor’s tax parcel
identiﬁcation number. Figure 3.7-1 is a map of displacements under Alternative 1b.
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Table 3.7-43: Displacements, Alternative 1b
ID1
A
B
C
D
E
F
G
H
I
J
K
L, M

Parcel Numbers
27052800302300
27052800305400
27053300200100
27053300200200
27053300202500
27053300202600
27053300202700
27053300300300
27053300300600
27053300300700
27053300302600
27053300303700

Displaced Uses
house
house
house and auxiliary structure
house
house and auxiliary structures
non-residential structures
house and auxiliary structure
house and auxiliary structure
house and auxiliary structure
house
house
business, house, and auxiliary structures

Source: Universal Field Services 2003.
1 See Figure 3.7-1 for location of displacements under Alternative 1b.

Residential displacements would include four houses near the 39th/240th intersection (Sites
H, J, K, and L), three houses near the 39th/236th intersection (I, G, and E), and four houses
near the 39th/228th intersection (A, B, C, and D). Residential displacement Site L is also the
site of Canyon Park Montessori School (Site M), a business that would be displaced under
Alternative 1b. Site F contains several auxiliary residential structures northeast of the 39th/236th
intersection that would be displaced by right-of-way required for stormwater facilities.
In addition to the above displacements, 45 to 50 full or partial property acquisitions would occur.
One of these would be the Snohomish County PUD’s Park Ridge electrical substation. The new
right-of-way for Alternative 1b would require the western 100 feet of the PUD property.
This would affect 15 to 20 feet of the west side of the substation. This alignment is based on
the assumption that this would be the maximum amount of acquisition that could occur without
affecting existing and/or proposed infrastructure. Any additional acquisition would require
relocation of the substation.
Another 17 to 20 parcels would be disrupted by the loss or interruption of access during construction.
See Draft EIS Appendix C for a complete list of parcels that would be affected under Alternative 1b.
Indirect and Cumulative Impacts
Converting existing land uses to new right-of-way for the project combined with other past,
present, and future land use conversions in the region would contribute incrementally to the
ongoing reduction of vacant/undeveloped and low-density residential lands in the project area.
Alternative 1b would convert 27 acres to transportation-related use. See Section 3.6 Land and
Shoreline Use for additional discussion of cumulative land use effects.
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North Segment (Future Phase)
Direct Impacts
New right-of-way would be required to construct travel lanes, bicycle lanes, planting strips,
sidewalks, and stormwater facilities. Additional rRight-of-way needs would be could be even greater
at intersections, where additional lanes could be required. The roadside ditches would be enclosed,
and stormwater detention ponds and possibly mitigation wetlands would be located along 39th.
Widening 39th would directly affect residences and other land uses by acquiring taking property
for right-of-way. Property acquisition could result in possible relocation of some residents as
well as proximity impacts. The types of displacements that would occur are the conversion of
residential properties to transportation uses and the loss or interruption of access to residences,
would occur prior to during construction.
Planned and existing developments would be affected by the loss of some property to
accommodate the roadway. The acquisition of residential property for new right-of-way would
reduce some lot sizes along the project corridor. Depending on the number of lanes to be
constructed, between 6 and 8 acres of new right-of-way would be required to accommodate
the widened roadway. Existing right-of-way along 39th varies from approximately 40 feet to 80
feet. Approximately 92 feet of right-of-way would be required to accommodate a ﬁve-lane road,
and approximately 80 feet of right-of-way would be required to accommodate a three-lane road.
Depending on the number of lanes chosen, this would be an increase of between 40 and 52
feet in some areas. Stormwater facilities (such as ponds or vaults) and wetland mitigation sites
also would require additional land acquisition. The size and location of these facilities and the
amount of land required would be determined during the ﬁnal design of the project.
Approximately 55 residences located along 39th have direct access to the roadway. A
preliminary investigation indicates that portions of 55 to 86 parcels of private property would
need to be acquired to accommodate the road widening under Alternative 1b. Most of these
parcels are residential, and lot sizes in the area are relatively large. The widened road would
be closer to existing houses, and some houses might have to be purchased outright, requiring
the relocation of some residents. Initial estimates of right-of-way and displacement impacts
indicate that for a ﬁve-lane roadway, the proposed road widening could cause proximity
damages (diminution in fair market value) for ﬁve houses, and one house could be purchased
and its residents relocated. While the number of affected parcels is the same for a three-lane
roadway, the amount of right-of-way acquired from each parcel would be less than for a ﬁvelane roadway., which would likely reduce proximity impacts. No residential displacements are
anticipated for a three-lane roadway. Stormwater and wetland mitigation sites could potentially
require additional relocations. The number of relocations and proximity impacts could increase
as residential development continues in the area or project design progresses.
Approximately 55 residences located along 39th have direct access to the roadway. Most
existing driveways and access would be maintained.
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Indirect and Cumulative Impacts
Converting existing land uses to new right-of-way for the project combined with other past,
present, and future land use conversions in the region would contribute incrementally to the
ongoing reduction of vacant/undeveloped and low-density residential lands in the project area.
Widening 39th would convert up to 8 acres for the expanded roadway. Additional right-of-way
(ROW) would also be required for stormwater detention, conveyance, and treatment facilities. See
Section 3.6 Land and Shoreline Use for additional discussion of cumulative land use effects.
Alternative 2: 35th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Alternative 2 would require the least amount of new right-of-way (18.2 acres) of the action alternatives
(Table 3.7-1). See Draft EIS Appendix A for new right-of-way requirements for this alternative.
Alternative 2 would also require the fewest displacements of any of the action alternatives
(Table 3.7-2). Four houses, one auxiliary structure, and two other non-residential structures
would be displaced under this alternative. Table 3.7-54 lists these properties by Assessor’s tax
parcel identiﬁcation number.
Table 3.7-54: Displacements, Alternative 2
ID1
N
O
P
Q
R
S
T

Parcel Numbers
27052800301600
27052800303700
27053200100900
27053200103800
27053200400600
27053300201100
27053300301200

Displaced Uses
house
non-residential structure
house
house
auxiliary structure
non-residential structures
house and auxiliary structures

Source: Universal Field Services 2003.
1 See Figure 3.7-2 for location of displacements under Alternative 2.

Residential displacements would include one house near northeast of the 35th/240th
intersection (Site T), two houses on the west side of 35th between 234th and 228th (Sites P and
Q), and one house on the north side of 228th near 38th (Site N). Sites O, R, and S have other
auxiliary or non-residential structures that would be displaced by new project right-of-way. Site R
represents a displacement of a non-residential structure on the site proposed for the Evergreen
Community Church. Alternative 2 would not displace any structures proposed for the new
church. Figure 3.7-2 is a map of displacements under Alternative 2.
In addition to the above displacements, 50 to 55 full or partial property acquisitions would
occur. Another 25 to 30 parcels would be disrupted by the loss or interruption of access during
construction. See Draft EIS Appendix C for a complete list of parcels that would be affected
under Alternative 2.
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Indirect and Cumulative Impacts
Converting existing land uses to new right-of-way for the project combined with other past,
present, and future land use conversions in the region would contribute incrementally to the
ongoing reduction of vacant/undeveloped and low-density residential lands in the project area.
Alternative 2 would convert the least amount of land to transportation-related uses of any of the
action alternatives (18 acres). See Section 3.6 Land and Shoreline Use for additional discussion
of cumulative land use effects.
North Segment (Future Phase)
Impacts for the north segment under Alternative 2 would be the same as those described for
Alternative 1a.
Alternative 3: 35th/39th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Alternative 3 would require the largest amount of new right-of-way (32.2 acres) of any of the
action alternatives (Table 3.7-1). See Draft EIS Appendix A for new right-of-way requirements for
this alternative.
Thirteen residences, one business (private school), and two other non-residential structures
would be displaced under this alternative (Table 3.7-2), the most of any action alternative. Table
3.7-65 lists these properties by Assessor’s tax parcel identiﬁcation number. Figure 3.7-3 is a
map of displacements under Alternative 3.
Table 3.7-65: Displacements, Alternative 3
ID1
H
J
K
L
M
N
O
P
Q
S
U
V
W
X
Y
Z

Parcel Numbers
27053300300300
27053300300700
27053300302600
27053300303600, 27053300303700
27053300303600, 27053300303700
27052800301600
27052800303700
27053200100900
27053200103800
27053300201100
27052800303400
27052800303600
27053200100600
27053300202900
27053300300400
27052800301100

Source: Universal Field Services 2003.
1 See Figure 3.7-3 for location of displacements under Alternative 3.

Displaced Uses
house and auxiliary structure
house
house
house and auxiliary structures
business
house
non-residential structure
house
house
non-residential structures
house
house and auxiliary structure
house
house
house and auxiliary structure
house
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Residential displacements would include ﬁve houses near the 39th/240th intersection (Sites
H, J, K, L, and Y), one house west of 35th just north of 234th (Site P), ﬁve houses near the
35th/228th intersection (Sites U, V, Q, W, and X), one house on the north side of 228th near
38th (Site N), and one house on 39th approximately 1,000 feet north of 228th (Site Z). Similar to
Alternative 1b, Site L is also the site of Canyon Park Montessori School (Site M), a business that
would also be displaced under Alternative 3. Sites O and S are non-residential structures near
35th and 228th that would also be displaced by project right-of-way.
In addition to the above displacements, 50 to 55 full or partial property acquisitions would
occur. Another 23 to 28 parcels would be disrupted by the loss or interruption of access during
construction. See Draft EIS Appendix C for a complete list of parcels that would be affected
under Alternative 3.
Indirect and Cumulative Impacts
Alternative 3 would convert the largest amount of land to transportation-related uses of any of
the action alternatives (32 acres) and thereby would have the greatest effect on the reduction of
vacant and low-density residential lands in the project area. See Section 3.6 Land and Shoreline
Use for additional discussion of cumulative land use effects.
North Segment (Future Phase)
Impacts for the north segment under Alternative 3 would be the same as those described for
Alternative 1a.
Alternative 4: No Action
Under Alternative 4 No Action, project improvements would not be constructed as proposed under
Alternatives 1a, 1b, 2, and 3. The north segment would not be widened to include additional lanes.
No additional right-of-way would be required and no displacements would occur.
However, land in the project area would continue to be subject to development. Existing
roadways would be incrementally improved and new roadways would be added as land
development continues. These improvements would happen in a piecemeal manner and could
result in additional right-of-way needs and displacements, although the total impact is not known
at this time.
3.7.4

Mitigation Measures

Where right-of-way is needed, acquisition and relocation would be conducted in accordance
with the Washington State Relocation Assistance and Real Property Acquisition Policy (RCW
8.26). Chapters 8.08, 8.12, and 8.25. These laws ensure that displaced individuals receive
fair and equitable treatment. They also encourage and expedite property acquisition through
negotiation. Acquisition proceedings include appraisal, determination of just compensation,
presentation of an offer, and negotiation. Acquisition proceedings would not be initiated until
all environmental reviews of the proposed project have evaluation of the alternatives has been
completed.
In addition, all reasonable and necessary moving costs to relocate people or businesses would
be paid according to the Relocation Assistance and Real Property Acquisition Policy. The
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following services would be provided to all displaced individuals: advisory services on available
housing; prompt, fair relocation payments; agency review of aggrieved parties; and paid moving
expenses. Depending on how long a person occupied the site before acquisition proceedings
began, increased mortgage interest costs and closing costs for replacement housing would
be paid, and supplemental assistance would be provided to purchase or rent replacement
housing. Relocation resources are available to all relocated residents and businesses without
discrimination.
If necessary, project funds would be used to ensure that replacement housing is available to
displaced people. Federal and state laws require that no person can be required to move from
his or her residence unless a comparable replacement property is available for sale or rent
within the displaced person’s ﬁnancial means. The location and sale price or rent of comparable
properties would be given to the displaced person in writing.
If replacement housing is not available within the displaced person’s ﬁnancial means through
any of the beneﬁts listed above, other alternative solutions may be used. These alternatives,
known as housing of “last resort” include, but are not limited to:
•

Purchasing housing for the displaced person and renting or selling the dwelling at a price
within the person’s ﬁnancial means;

•

Providing ﬁnancing for homeowner-occupants with low-income and/or bad credit rating who
have occupied their house for at least 180 days; and

•

Entering into partnerships with public or private agencies that provide housing for lowincome individuals.

Mitigation measures would be used to minimize construction impacts on residences,
businesses, and community facilities including maintaining access to existing uses wherever
possible. Affected businesses and community uses in the project area would be notiﬁed
of construction activities in advance (including any necessary closures and detours), and
reasonable efforts would be made to assist in identifying alternative access during construction.
Measures to minimize the disruptive impacts associated with project right-of-way acquisition
may include the following:
•

Using retaining walls to decrease new right-of-way requirements;

•

Relocating lost parking spaces or other improvements to other areas on the property;

•

Consolidating, relocating, and/or otherwise modifying affected driveways and access roads; and

•

Working with affected property owners to modify the arrangement or conﬁguration of
improvements to provide for the continued use of the property.

Speciﬁc mitigation measures for potential displacement impacts during construction of the north
segment will be determined during a subsequent environmental review process. Such mitigation
would likely include the following:
•

The project would be designed to avoid and minimize impacts on residential properties to
the greatest possible extent.

•

Retaining walls would be used where possible to help limit project right-of-way requirements.
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•

The fair market value would be determined for property slated for purchase as additional
right-of-way.

•

A purchase agreement would be reached between Snohomish County and/or the City of
Bothell and the landowner.

•

Right-of-way purchases and any necessary relocations would be in accordance with the
Civil Rights Act Title VI legislation and federal Uniform Relocation Assistance and Real
Property Acquisition Policies Act of 1970, as amended (42 USC Sections 4601-4655 [1982]).

An analysis of the availability of replacement housing and commercial sites in the project area is
presented in the Draft EIS Appendix C.
3.7.56 Signiﬁcant Unavoidable Adverse Impacts
With appropriate mitigation measures in place, no signiﬁcant unavoidable adverse impacts
related to right-of-way and displacements are expected.
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This section evaluates the potential social and economic impacts of the project. The regulatory
framework for acquiring new right-of-way and compensating for commercial and residential
relocations is discussed in Section 3.7 Right-of-Way and Displacements. The regulatory
requirements and guidance used to conduct the environmental justice analysis, including federal
Executive Order 12898 and Federal Highway Administration Order 6640.23 (FHWA 1998), are
discussed in this section and in the Draft EIS Appendix D.
3.8.2

Affected Environment

Corridor Overview
The socioeconomic study area for the analysis presented in this Final EIS is the geographic area
included within Census Tract (CT) 519.11, which includes the area bounded by Maltby Road to
the north, I-405/SR-527 to the west, SR-9 to the east, and the Snohomish-King county line to the
south. Census Tract 519.11 and its constituent block groups are shown in Figure 3.8-1.
Population
Population Growth
Table 3.8-1 shows regional and study area decennial population estimates for the years 1980
through 2000 and decennial population forecasts for the years 2010 through 2030.
As discussed in Section 3.6 Land and Shoreline Use, the project area lies within the fastest
growing area of Snohomish County, the third most populous county in Washington. Between
1980 and 2000, Snohomish County’s population grew from 337,720 to 606,024, an increase of
approximately 79% percent. The south project area is located in the City of Bothell. Since 1980,
the rate of population growth in the city has outpaced that of the county. Between 1980 and
2000, the city’s population increased from 7,943 to 30,150 as a result of in-migration (people
moving to Bothell) and municipal annexations, an increase of approximately 280% percent
(OFM 2002).
Population growth in the socioeconomic study area (CT 519.11) during the last 20 years has not
been as high as the surrounding region. Between 1980 and 2000, the population in CT 519.11
increased from 4,091 to 6,653 (approximately 63% percent) (PSRC 2003).
Table 3.8-1:

Decennial Population Estimates and Forecasts, 1980 to 2030

Area
Snohomish County
King County
City of Bothell
CT 519.11

1980
337,720
1,269,749
7,943
4,091

Sources: OFM 2002; PSRC 2002, 2003,
NA = not available

1990
465,628
1,507,320
12,345
5,584

2000
606,024
1,737,034
30,150
6,653

2010
733,150
1,869,695
NA
9,481

2020
860,192
2,039,985
NA
13,463

2030
985,181
2,203,079
NA
16,436
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The rate of future population growth in CT 519.11, however, is expected to signiﬁcantly outpace
that of the surrounding region. As presented in Table 3.8-1, the population in CT 519.11 is
expected to grow by 2,828 people (approximately 43% percent) between 2000 and 2010 and
9,783 people (approximately 147% percent) by 2030. This rate of growth is greater than that
forecasted for Snohomish County, which is predicted to grow by 127,126 people (approximately
21% percent) by 2010 and 379,157 people (approximately 63% percent) by 2030. The rate
of future population growth in neighboring King County is expected to be lower than that of
Snohomish County with 2010 and 2030 growth rates of approximately 8% percent and 27%
percent, respectively (PSRC 2003). Decennial population forecasts were not available for the
City of Bothell.
Population Characteristics
Table 3.8-2 presents population characteristics for the region and the project area. Data
collected by the U.S. Census Bureau indicate Snohomish County has limited racial diversity.
The County’s population is predominantly (85.6% percent) white, with Asians making up the
largest minority population accounting for just under 6% percent of the total population.
The data for CT 519.11 also indicates that the project area has a slightly younger population
than the county as a whole, and has fewer linguistically isolated households. Also, the area’s
median annual household income levels are approximately 34% percent higher than those of
the county.
Table 3.8-2:

Regional and Project Area Population Characteristics

Characteristics
Population
White
Black/African American
American Indian/Alaskan Native
Asian
Native Hawaiian/Paciﬁc Islander
Other Race
Hispanic Origin
Elderly 2
People with Work Disability 3
People Living in Poverty 4
Households
Linguistically Isolated Households
Median Household Income ($)

Snohomish
County
606,024
518,948
10,113
8,250
35,030
1,705
31,978
28,590
55,248
40,520
41,024
224,966
6,327
53,060

Percentage
of Total 1
100.0%
85.6%
1.7%
1.4%
5.8%
0.3%
5.3%
4.7%
9.1%
6.7%
6.9%
100.0%
2.8%
100.0%

Census Tract
519.11
6,653
6,082
37
33
263
14
58
217
481
328
236
2,473
39
71,296

Source: U.S. Census Bureau 2003
1 Median income expressed as a percentage of county median household income.
2 Includes ages 65 and over.
3 Includes ages 16 and over.
4 Total population for this data set adjusted by U.S. Census Bureau.

Housing
Table 3.8-3 presents regional and project area housing characteristics.

Percentage
of Total 1
100.0%
91.4%
0.6%
0.5%
4.0%
0.2%
0.9%
3.3%
7.2%
4.9%
3.6%
100.0%
1.6%
134.4%
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Regional and Project Area Housing Characteristics
Housing
Units

Single
Family

Multifamily

Mobile
Percentage
Homes and
Owner
Trailers
Occupied

Vacancy
Rate

236,205

155,178

62,662

18,365

67.8%

4.8%

12,265
2,556

6,955
NA

3,786
NA

1,524
NA

68.0%
74.6%

3.1%
2.9%

Sources: OFM 2003b; U.S. Census Bureau 2003
NA = not available

Region
In 2000, there were 236,205 housing units in Snohomish County. Of these, 155,178
(approximately 66% percent) were single-family structures, 62,662 (approximately 27%
percent) were multifamily structures, and 18,365 (approximately 8% percent) were mobile
homes or trailers (OFM 2003b). The percentage of owner-occupied homes in the county was
approximately 68% percent, and vacant housing units accounted for approximately 5% percent
of the total housing stock (U.S. Census Bureau 2003).
Within the City of Bothell, there were 12,265 housing units in 2000. Single-family units (6,955)
accounted for a smaller share (approximately 57% percent) of total housing stock than in
Snohomish County. Consistent with this, multifamily units (3,786) and mobile homes and trailers
(1,524) accounted for a greater share of total housing (approximately 31% percent and 12%
percent, respectively) (OFM 2003b). The rate of home ownership in the city is slightly higher
than in Snohomish County (approximately 68% percent), and a smaller share of total housing is
identiﬁed as vacant (approximately 3% percent) (U.S. Census Bureau 2003).
Project Area
In 2000, there were 2,556 housing units in CT 519.11. Of those, 74 (approximately 2.9% percent)
were vacant. The rate of home ownership in CT 519.11 (approximately 75% percent) was
markedly higher than in the City of Bothell or Snohomish County (U.S. Census Bureau 2003).
Between 2000 and 2030, the number of households in CT 519.11 is expected to increase from
2,484 to 6,627, an increase of approximately 167% percent. During that time frame, the Puget
Sound Regional Council projects that the number of multifamily households in the project area’s
census tract will increase at a greater rate (approximately 247% percent) than single-family
households (approximately 150% percent) (PSRC 2003). A number of residential developments
under construction or proposed for development will increase the number of housing units in the
project area. These include:
•

Bellemont Crossing, a 250-lot single-family residential plat that is under construction on both
sides of 39th near 217th;

•

Aspenwood, a 32-lot residential development that is under construction south of Maltby
Road on the west side of 39th; and

•

Hawthorne Station, a proposed 77-lot residential subdivision south of 212th on the west side
of 39th.
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Economy and Employment
Snohomish County is characterized by a well-established manufacturing economy with a
growing service sector, similar to the changing economies of many counties in Western
Washington. According to the Snohomish County Economic Stimulus Task Force (2002),
Snohomish County’s economy is the second strongest in the state behind King County.
The 1960s were the peak of local logging and lumber activity in the county. However, with the
supply of timber signiﬁcantly reduced and the gradual conversion of forestlands to residential
and commercial uses, lumber and wood products employment began to decline. What is left of
lumber and wood products employment makes up about 2% percent of county payroll jobs.
During the 1990s, manufacturing continued to be the dominant industry in Snohomish County.
However, job growth in services, construction, government, and the military helped bring more
balance to the economy. The high-tech industry was a strong driver of private job growth.
Government and military jobs doubled in the 1990s, driven in part by major infrastructure
investments such as Naval Station Everett and the University of Washington Bothell Campus.
After a 1993 high of 7% percent, unemployment rates steadily declined every year to a low of
3.1% percent in 1998. Since then, there has been a steady increase in unemployment, which was
at 7.4% percent in June 2002.
Eight percent of the state’s non-agricultural jobs are located in Snohomish County, where
Boeing and other high-tech manufacturers provide a strong manufacturing job base.
Approximately 31% percent of manufacturing jobs in the four-county metropolitan area are in
Snohomish County, and the number of aerospace jobs in Snohomish County equals the number
in neighboring King County. In 1999, the County’s median household income was $53,060 (U.S.
Census Bureau 2003). Projections by PSRC indicate that employment in the county is expected
to increase by 140,536 jobs (approximately 65% percent) between 2000 and 2030. Although
the primary employment sectors for CT 519.11 in 2000 were services and manufacturing, the
services and retail industries are expected to have the greatest growth in this area through 2030
(PSRC 2003).
Community Character and Cohesion
The project area is characterized by a predominantly rural landscape with low-density
residential uses served primarily by two-lane roadways. Residents of the area have described
it as “an established rural residential area” (Hodge, pers. comm., 2001); “a quiet residential
area,” an area where “children are able to play safely along the road and enjoy the wildlife and
natural topography” (Tyler, pers. comm., 2001); and an area that is “home to owls, great blue
herons, hawks, and eagles” (Speir, pers. comm., 2001). Large undeveloped open space areas
are located throughout the project area, and a number of stream tributaries and wetlands in
the south project area provide habitat for a variety of ﬁsh and wildlife species (see Sections 3.3
Wetlands and 3.4 Plants and Animals for additional discussion of these areas). In the south
project area, the North Creek Business Park is south of 240th between 39th and I-405. Play
ﬁelds and other facilities at Sky View Junior High School and Canyon Creek Elementary, located
near 35th and 212th, provide area residents with both organized and informal recreational
opportunities. See Section 3.6 Land and Shoreline Use for additional discussion of project area
land uses.
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Although still largely semi-rural and undeveloped in a number of areas, the project area is
located within the Southwest County UGA and is designated for urban levels of future growth
by the City of Bothell and Snohomish County Comprehensive Plans (Bothell 20051994 and
Snohomish County 20061995). North of 228th, the visual character of the area is changing as
large lot single-family houses and undeveloped areas give way to higher density residential
developments. Two new churches, one on the corner of 35th and 240th and one on 240th
between 35th and 39th, have been constructed and are in use. South of 228th, a 153,000square-foot church is currently under construction on 240th, and another church is planned for
construction near the 35th/240th intersection.
Community cohesion refers to a compatible relationship of various land uses that invites human
activity. In general, a compatible relationship exists between land uses that are well connected
and supportive of one another. Under current conditions, trafﬁc congestion and safety issues
make vehicle, bicycle, and pedestrian travel difﬁcult in the project area, which disrupts
community cohesion. See Section 3.10 Transportation for additional discussion of the road
network in the project area.
Tax Revenues
Local property tax revenues are a function of tax rates charged within the affected jurisdictions.
Property taxes are levied at three different millage rates in Bothell, ranging from 11.8925 to
12.2848 per $1,000 of assessed value, and 157 different rates in unincorporated Snohomish
County, ranging from 10.2677 to 15.2160 per $1,000 of assessed value. In 2002, the county’s
tax base was $49,262,949,977, and total property tax revenues were $653,203,794 (Snohomish
County 2003c).
Property Values
The total assessed real property value in Snohomish County in 2002 was $46,298,080,936.
From 2001 to 2002, total assessed property value in the county increased by approximately 8%.
(Snohomish County 2003c).
3.8.3

Environmental Impacts

General
Impacts are considered for the following socioeconomic categories: population and growth,
housing, economy and employment, community cohesion and mobility, quality of life, community
character, tax revenues, property values, and environmental justice.
Alternative 1a: 39th Avenue SE Alignment (3 lane) (Preferred Alternative)
South Segment (Initial Phase)
Direct Impacts
Population and Growth. Adopted land use plans under the Growth Management Act and zoning
ordinances deﬁne the allowable density of growth and development in the project area. Market
forces, economic conditions, and the availability of buildable land are the major factors deﬁning
the rate of growth and development. Generally, transportation infrastructure improvements
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do not cause growth. However, they can inﬂuence the location and timing of development.
As population trends and forecast data indicate, growth will occur in the project area. This is
expected to continue through 2030 and beyond. The proposed project may affect the timing and
location of this growth by increasing the efﬁciency of the regional transportation system.
Housing. Under Alternative 1a, construction of the proposed project would displace 7 houses in
the project area (see Section 3.7 Right-of-Way and Displacements). These displacements would
be small in the context of the housing supply and are not expected to signiﬁcantly affect the
availability of housing in the project area.
There would be short-term increases in employment associated with project construction jobs.
However, based on the short construction period (9 to 18 months) and the location of the
proposed project within the heavily populated central Puget Sound region, most workers would
not likely relocate to the area during construction. Given the small number of potential worker
relocations. The housing availability and housing prices in the area would not be signiﬁcantly
affected.
Economy and Employment. Under Alternative 1a, there would be short-term employment
impacts associated with the project. Beneﬁcial employment effects include the short-term
creation of jobs during construction of the project and improved mobility within the corridor,
which would beneﬁt local commerce. In the long term, Alternative 1a would result in the
displacement of one non-residential structure and the play area associated with the Canyon
Park Montessori School as a result of new right-of-way acquisition. This displacement would not
result in a loss of school employee jobs.
Operation of the proposed project would improve mobility within the corridor and access to
commercial and retail centers. As a result, Alternative 1a would decrease travel time within the
project area, which could promote business growth. Improved mobility could make the area
more attractive to businesses seeking to locate or expand operations.
Community Cohesion and Mobility. Under Alternative 1a, there would be some shortterm adverse impacts on community cohesion and mobility. However, a long-term positive
impact on mobility is also expected. The south segment under Alternative 1a would affect
local neighborhood character. Disruptions to neighborhood unity would be associated with
disturbances from construction equipment and activities.
The ability of local residents to travel within and among neighborhoods and adjacent areas
would be affected by construction and roadway improvements. In some cases, trafﬁc may need
to be rerouted and some motorists could choose to use other routes. Construction activities may
initially be a nuisance to neighborhoods and travelers. After a short period of time, conditions
would improve as travelers adjust to new trafﬁc patterns.
Once operational, the proposed roadway improvements would change travel patterns and
the neighborhood character. Local bicycle and pedestrian mobility would be enhanced by the
construction of bicycle lanes and sidewalks. The proposed project would improve trafﬁc ﬂow
throughout the project area and create safer, more efﬁcient travel conditions and improve
connectivity, thereby increasing mobility for local residents.
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Quality of Life. Residents have expressed concern regarding potential project impacts on their
quality of life. It is clear, based on those comments, that quality of life means different things
to different people. For some, quality of life means maintaining clean air and clean water.
For others, views, vistas, a semi-rural lifestyle, and the natural settings of neighborhoods are
important, character-deﬁning features that are part of quality of life.
This Final EIS evaluated various aspects of the environment as components of quality of life.
The sections within Chapter 3 analyzed probable impacts for each of these areas. Collectively,
these sections analyze the project’s impacts on the overall quality of life.
Community Character. Within the project area, residential development and economic growth
would continue to inﬂuence the semi-rural character of the area. The proposed roadway
improvements would serve as one factor together with other market and economic factors—the
availability of infrastructure and public services, and local land use policies and plans—in
inﬂuencing the timing and location of growth and development over the next 20 years. As
population increases and areas approach capacity under current land use plans, those plans
may be modiﬁed to provide additional capacity for development. The preservation of open
spaces, rural and resource lands, designated sensitive areas, wetlands, critical wildlife habitat,
historic architecture, etc. would be condisdered during comprehensive plan modiﬁcations.
Under Alternative 1a, the semi-rural character along the proposed alignment would change
as the roadway is expanded from two lanes to three and extended north to 220th. Project
features including bicycle lanes, curbs, sidewalks, and stormwater detention ponds would give
the area along the proposed roadway alignment a more urban character. The approaches
for the 39th intersections with 240th and 228th would be between ﬁve and six lanes, making
these the largest intersections in the area. Street lights, trafﬁc signals, and the light and glare
from vehicles using the roadway would all give the area along the alignment a more urban or
developed appearance.
Tax Revenues. Table 3.8-4 summarizes assessed values and expected annual tax revenue
losses associated with property that would be acquired for new project right-of-way under each
of the alternatives.
Under Alternative 1a, approximately $384,00065,000 in annual property tax revenues would
be lost as a result of property acquisition for the south segment. It is expected that residential
densiﬁcation of the area would recover these tax revenues.
Table 3.8-4: Estimated Property Tax Revenue Losses from Right-of-Way Acquisition by
Action Alternative
Element
Assessed Value of Property
to be Acquired1
Estimated Annual Tax
Revenue Loss2

Alternative 1a

Alternative 1b

Alternative 2

Alternative 3

$28,490,000

$36,490,000

$24,170,000

$33,270,000

$383,475

$491,155

$325,328

$447,814

Source: Snohomish County 2003c, updated by KPFF, Inc. 2006b.
1 Where partial property losses would occur, assessed value is based on a proportion of the total assessed value.
2 Property taxes are levied at three different rates in Bothell, ranging from 11.8925 to 12.2848, and 157 different
rates in unincorporated Snohomish County, ranging from 10.2677 to 15.2160. The Snohomish County Assessor’s
recommended average levy rate of $13.46 per $1,000 of assessed value has been applied for this estimate.
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Alternative 1
$4.3 Million
$57,878

Alternative 2
$3.5 Million
$47,110

Alternative 3
$4.6 Million
$61,916

Source: Snohomish County 2003c.
1 Where partial property losses would occur, assessed value is based on a proportion of the total assessed value
2 Property taxes are levied at three different rates in Bothell, ranging from 11.8925 to 12.2848, and 157 different
rates in unincorporated Snohomish County, ranging from 10.2677 to 15.2160. The Snohomish County Assessor’s
recommended average levy rate of $13.46 per $1,000 of assessed value has been applied for this estimate.

Property Values. Alternative 1a would not have a substantial inﬂuence on local property values,
although it could increase the rate, timing, and location of planned future development. Overall,
however, property values are more directly related to the availability of land and the manner
in which development occurs in response to market factors as regulated by local development
standards and comprehensive plans. In addition, there is no widely accepted forecasting model
for predicting the nature and magnitude of changes in future property values.
Environmental Justice. Disproportionately high adverse impacts on low-income or minority
populations under Alternative 1a are not anticipated (see Draft EIS Appendix D). Data in the
Draft EIS Appendix D indicate that no lower-income areas are located within the project area
(CT 519.11). Two census blocks meet the environmental justice analysis deﬁnition of a minority
area, CB 2008 and CB 5005. However, neither of these two census blocks is located within 0.25
mile of the Alternative 1a alignment.
The Muckleshoot Indian Tribe has the potential to be uniquely impacted by the project. The
project area is within the Tribe’s Usual and Accustomed Fishing Area. There is a possibility,
albeit low, that if ﬁsheries production in Palm Creek, Cole Creek and North Creek were reduced
as a result of construction and operation of Alternative 1a due to habitat and water quality
degradation, then the Tribe would have less opportunity to exercise its treaty rights by having
less ﬁsh resources available for harvest.
Indirect and Cumulative Impacts
Alternative 1a would improve the transportation infrastructure needed to support planned growth
in the City of Bothell and Southwest County UGA. A number of other transportation improvement
projects are also planned in the region (see Table 2-1). Alternative 1a would contribute to the
construction impacts associated with other concurrent projects and could slow or delay trafﬁc
while new improvements are constructed. After completion, there would be improved safety and
mobility within the project area. Alternative 1a could affect the timing and location of planned
growth in the Southwest County UGA in conjunction with other planned improvements and local
land use regulations.
North Segment (Future Phase)
Direct Impacts
Under this alternative, the north segment would expand 39th between 228th and Maltby Road
from two lanes to between three and ﬁve lanes. The social and economic impacts associated
with the construction and operation of the project improvements would be similar in nature for
either a three- or ﬁve-lane roadway.
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Right-of-way acquisition for the north segment would reduce the amount of land available for
residential and other development, and would result in the loss of taxable property (tax base) for
local jurisdictions. While new right-of-way requirements for the north segment would depend on
the roadway’s design and number of lanes, in general a three-lane roadway would require less
right-of-way than a ﬁve-lane roadway.
The loss of taxable property associated with right-of-way acquisition could potentially be offset
by increases in property values resulting from new development associated with improved
access within the project area. As discussed in Section 3.6 Land and Shoreline Use, the
construction and operation of project improvements could affect the rate, timing, and location of
planned future growth within the Southwest County UGA.
Employment, income, and property values in the region could be inﬂuenced by changes in
mobility and accessibility provided by the north segment. The project would improve access
to commercial and retail centers and decrease travel time within the project area, which could
promote business growth. Improved mobility could make the area more attractive to businesses
seeking to locate or expand operations.
Because no low-income population groups are in the affected area, there would be no
environmental justice impact on these groups. The north segment would be located more
than 1 mile from either of the identiﬁed minority census blocks in CT 519.11 (see Draft EIS
Appendix D). Therefore, no disproportionate environmental impacts on minority populations are
anticipated.
No long-term project impacts are expected with proposed mitigation measures are in place.
Once completed, the roadway improvements would beneﬁt area residents by improving the
safety of motorists and pedestrians and improving access to residences, businesses, and
service providers. These beneﬁts would apply equitably to all project area residents, including
lower income and minority individuals.
Indirect and Cumulative Impacts
No signiﬁcant indirect or cumulative impacts relating to social and economic conditions are
expected to result from north segment improvements.
Alternative 1b: 39th Avenue SE Alignment (5 lane)
South Segment (Initial Phase)
Direct Impacts
Population and Growth. Impacts on population and growth under this alternative would
be similar to those described for Alternative 1a. Adopted land use plans under the Growth
Management Act and zoning ordinances deﬁne the allowable density of growth and
development in the project area. Market forces, economic conditions, and the availability of
buildable land are the major factors deﬁning the rate of growth and development. Generally,
transportation infrastructure improvements do not cause growth.; h However, they can inﬂuence
the location and timing of development. As population trends and forecast data indicate, rapid
growth will occur in the project area. This is expected to continue through 2030 and beyond. The
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proposed project may affect the timing and location of this growth by increasing the efﬁciency of
the regional transportation system.
Housing. Under Alternative 1b, construction of the proposed project would displace 11 houses
in the project area (see Section 3.7 Right-of-Way and Displacements). As with Alternative 1a,
Given that the number of residents lost through displacements would be small in the context of
the housing supply and would not , the residential displacements under this alternative are not
expected to signiﬁcantly affect the availability of housing in the project area.
In the beginning, tThere would be short-term increases in employment associated with project
construction jobs. However, based on the short construction period (9 to 18 months) and the
location of the proposed project within the heavily populated central Puget Sound region, most
workers would not likely relocate to the area during construction. Given the small number of
potential worker relocations. and even smaller number who would likely bring family with them,
The housing availability and housing prices in the area would not be signiﬁcantly affected.
Economy and Employment. Under Alternative 1b, there would be short-term and long-term
employment impacts associated with the project. Beneﬁcial employment effects include the shortterm creation of jobs during construction of the project and improved mobility within the corridor,
which would beneﬁt local commerce. Long-term adverse impacts include the displacement of one
business, the Canyon Park Montessori School, as a result of new right-of-way acquisition. If the
school is not able to relocate within the project area, approximately 10 to 12 employment positions
could be eliminated by the displacement (Holzman, pers. comm. 2001).
Operation of the proposed project would improve mobility within the corridor and access to
commercial and retail centers. As a result, Alternative 1b would decrease travel time within the
project area, which could promote business growth. Improved mobility could make the area
more attractive to businesses seeking to locate or expand operations.
Community Cohesion and Mobility. Similar to Under Alternative 1a, there would be some shortterm adverse impacts on community cohesion and mobility under Alternative 1b. However, a
long-term positive impact on mobility is also expected. The south segment under Alternative
1b would affect local neighborhood character. Disruptions to neighborhood unity would be
associated with disturbances from construction equipment and activities. Additionally, the 5-lane
roadway proposed under this alternative would divide the community to a greater extent than
would the 3-lane roadway proposed under Alternative 1a.
The ability of local residents to travel within and among neighborhoods and adjacent areas
would be affected by construction and roadway improvements. In some cases, trafﬁc may need
to be rerouted and some motorists could choose to use other routes. Construction activities may
initially be a nuisance to neighborhoods and travelers. After a short period of time, conditions
would improve as travelers adjust to new trafﬁc patterns.
After constructionOnce operational, the proposed roadway improvements would change travel
patterns and the neighborhood character of some neighborhoods. Also, lLocal bicycle and
pedestrian mobility would be enhanced by the construction of bicycle lanes and sidewalks. As
with Alternative 1a, project improvements under Alternative 1b The proposed project would
improve trafﬁc ﬂow throughout the project area and create safer, more efﬁcient travel conditions,
thereby increasing mobility for local residents.
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Quality of Life. Please refer to all sections of Chapter 3 in this Final EIS for a collective
description of quality of life impacts on various elements of the environment under Alternative
1a. Residents have expressed concern regarding potential project impacts on their quality of
life. It is clear, based on those comments, that quality of life means different things to different
people. For some, quality of life means maintaining clean air and clean water. For others, views,
vistas, a semi-rural lifestyle, and the natural settings of neighborhoods are important, characterdeﬁning features that are part of quality of life.
This EIS evaluates various aspects of the environment as components of quality of life. The
sections within Chapter 3 analyze probable impacts for each of these areas. Collectively, these
sections analyze the project’s impacts on the overall quality of life.
Community Character. Under Alternative 1b, changes in community character would be similar
to those described for Alternative 1a. Within the project area, residential d Development and
economic growth would continue to inﬂuence the semi-rural character of the area. The proposed
roadway improvements would may serve as one factor together with other market and economic
factors—the availability of infrastructure and public services, and local land use policies and
plans—in inﬂuencing the timing and location of growth and development over the next 20 years.
As population increases and areas approach capacity under current land use plans, there may
be increasing pressure to change those plans may be modiﬁed to provide additional capacity for
development. The preservation of open spaces, rural and resource lands, designated sensitive
areas, wetlands, critical wildlife habitat, historic architecture, etc. needs to be a continuing
priority in any consideration of comprehensive plan modiﬁcations. Such preservation, combined
with local development standards, would ensure that the pressures of future growth and
development do not unacceptably alter the character of local communities and the quality of life
enjoyed by their residents.
Under Alternative 1b, the character along the proposed alignment would change as the roadway
is expanded from two lanes to ﬁve or, in somemost areas, built from scratchan entirely new
section of roadway is constructed. Project features including bicycle lanes, curbs, sidewalks,
and stormwater detention ponds would give the area along the proposed roadway alignment a
more urban character. The approaches for the 39th intersections with 240th and 228th would be
between ﬁve and seven lanes, making these the largest intersections in the area. Street lights,
trafﬁc signals, and the light and glare from vehicles using the roadway would all give the area
along the alignment a more urban or developed appearance.
Tax Revenues. Table 3.8-4 summarizes assessed values and expected annual tax revenue
losses associated with property that would be acquired for new project right-of-way under each
of the action alternatives.
Under Alternative 1b, approximately $58,000491,000 in annual property tax revenues would be
lost as a result of property acquisition for the south segment.
Table 3.8-4:

Estimated Property Tax Revenue Losses from Right-of-Way Acquisition by
Action Alternative

Element
Assessed Value of Property to be
Acquired1
Estimated Annual Tax Revenue Loss2

Alternative 1
$4.3 Million

Alternative 2
$3.5 Million

Alternative 3
$4.6 Million

$57,878

$47,110

$61,916
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Source: Snohomish County 2003c.
1 Where partial property losses would occur, assessed value is based on a proportion of the total assessed value.
2 Property taxes are levied at three different rates in Bothell, ranging from 11.8925 to 12.2848, and 157 different
rates in unincorporated Snohomish County, ranging from 10.2677 to 15.2160. The Snohomish County Assessor’s
recommended average levy rate of $13.46 per $1,000 of assessed value has been applied for this estimate.

Property Values. Similar to Alternative 1a, Alternative 1b would not have a substantial inﬂuence
on local property values, although it could increase the rate, timing, and location of planned
future development. Overall, however, property values are more directly related to the
availability of land and the manner in which development occurs in response to market factors
as regulated by local development standards and comprehensive plans. In addition, there is no
widely accepted forecasting model for predicting the nature and magnitude of changes in future
property values.
Environmental Justice. Similar to Alternative 1a, Ddisproportionately high adverse impacts
on low-income or minority populations under Alternative 1b are not anticipated (see Draft EIS
Appendix D). Data in Appendix D indicate that no lower-income areas are located within the
project area (CT 519.11). Two census blocks meet the environmental justice analysis deﬁnition
of a minority area, CB 2008 and CB 5005. However, neither of these two census blocks is
located within 0.25 mile of the Alternative 1 alignment.
As described under Alternative 1a, the Muckleshoot Indian Tribe could be impacted if
construction or operation of Alternative 1b degrates water quality or ﬁsheries habitat on or
downstream of the project area.
Indirect and Cumulative Impacts
Indirect and cumulative impacts under Alternative 1b would be similar to those described for
Alternative 1a and would improve the transportation infrastructure needed to support planned
growth in the City of Bothell and Southwest County UGA. A number of other transportation
improvement projects are also planned in the region (see Table 2-1). Alternative 1b would
contribute to the construction impacts associated with other concurrent projects and could
slow or delay trafﬁc while new improvements are constructed. After completion, there would be
improved safety and mobility within the project area. Alternative 1b could also affect the timing
and location of planned growth in the Southwest County UGA in conjunction with other planned
improvements and local land use regulations.
North Segment (Future Phase)
Direct Impacts
Impacts for the north segment under Alternative 1b would be the same as those described for
Alternative 1a. Under any of the action alternatives Alternative 1b, the north segment would
expand 39th between 228th and Maltby Road from two lanes to between three and ﬁve lanes.
The social and economic impacts associated with the construction and operation of the project
improvements would be similar in nature for either a three- or ﬁve-lane roadway.
Right-of-way acquisition for the north segment would reduce the amount of land available for
residential and other development, and would result in the loss of taxable property (tax base) for
local jurisdictions. While new right-of-way requirements for the north segment would depend on
the roadway’s design and number of lanes, in general a three-lane roadway would require less
right-of-way than a ﬁve-lane roadway.
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The loss of taxable property associated with right-of-way acquisition could potentially be offset
by increases in property values resulting from new development associated with improved
access within the project area. As discussed in Section 3.6 Land and Shoreline Use, the
construction and operation of project improvements could affect the rate, timing, and location of
planned future growth within the Southwest County UGA.
Employment, income, and property values in the region could be inﬂuenced by changes in
mobility and accessibility provided by the north segment. The project would improve access
to commercial and retail centers and decrease travel time within the project area, which could
promote business growth. Improved mobility could make the area more attractive to businesses
seeking to locate or expand operations.
Because no low-income population groups are in the affected area, there would be no
environmental justice impact on these groups. The north segment would be located more
than 1 mile from either of the identiﬁed minority census blocks in CT 519.11 (see Draft EIS
Appendix D). Therefore, no disproportionate environmental impacts on minority populations are
anticipated.
Moreover, no long-term project impacts are expected as long as proposed mitigation measures
are in place. Once completed, the roadway improvements would beneﬁt area residents
by improving the safety of motorists and pedestrians and improving access to residences,
businesses, and service providers. These beneﬁts would apply to all project area residents,
including lower income and minority individuals.
Indirect and Cumulative Impacts
No signiﬁcant indirect or cumulative impacts relating to social and economic conditions are
expected to result from north segment improvements.
Alternative 2: 35th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Population and Growth. Impacts on population and growth under this alternative would be
similar to those described for Alternatives 1a and 1b. Under Alternative 2, however, the project
would primarily involve improvements along the established roadway corridors of 35th, 240th,
and 228th. This alternative would not provide new access to large amounts of undeveloped
land, and any effect on the rate, timing, or location of future growth in the Southwest County
UGA would be limited.
Housing. Alternative 2 would have the smallest effect on housing supply in the project area.
Under this alternative, construction would displace four houses (see Section 3.7 Right-of-Way
and Displacements). As with Alternatives 1a and 1b, the number of residences lost through
displacement would be small in the context of the housing supply and would not signiﬁcantly
affect the availability of housing in the project area.
Economy and Employment. Under Alternative 2, no signiﬁcant impacts on the local economy
or employment are anticipated. As with Alternatives 1a and 1b, beneﬁcial employment effects
under this alternative include the short-term creation of jobs associated with construction of

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page 3-144

the project and improved mobility within the corridor, which would beneﬁt local commerce. No
businesses would be displaced, and no employment positions would be eliminated under this
alternative.
Community Cohesion and Mobility. Similar to Alternatives 1a and 1b, some short-term adverse
impacts on community cohesion and mobility would occur under this alternative. However,
a long-term positive impact on mobility is also expected. Alternative 2 would be less likely to
affect local neighborhood character than Alternatives 1a or 1b because the majority of project
improvements would be located along established roadway corridors.
During construction, disruptions to neighborhood unity associated with disturbances from
construction equipment and activities would occur. The ability of local residents to travel within
and among neighborhoods and adjacent areas would be affected by construction and roadway
improvements. This would particularly be the case under Alternative 2 because improvements
would be constructed along established roadway corridors; and existing, established travel
patterns along these roads would be disrupted. Construction of Alternative 2 may cause parttime closure of 35th between 240th and 228th for two to three months. During this time, nonlocal trafﬁc may be rerouted to either Fitzgerald Road or 45th. In addition, construction would
likely cause irregular short-term closures for an additional three months. Trafﬁc along 228th and
240th would be temporarily affected by lane revisions during construction at the intersections
with 35th.
The proposed improvements would be less likely to change existing travel patterns and
neighborhood character because the project alignment under this alternative uses established
roadways. Within the corridor, local bicycle and pedestrian mobility would be enhanced by the
construction of bicycle lanes and sidewalks. Alternative 2 would improve trafﬁc ﬂow throughout
the project area. As with Alternatives 1a and 1b, project improvements under Alternative 2 would
create safer, more efﬁcient travel conditions and thereby increase mobility for local residents.
Quality of Life. Please refer to all sections of Chapter 3 in this EIS for a collective description of
quality of life impacts on various elements of the environment under Alternative 2.
Community Character. Under Alternative 2, changes in community character would be similar
to those described for Alternatives 1a and 1b. Development and growth would continue to
inﬂuence the character of the area. The proposed improvements may serve as one factor
together with other market and economic factors—the availability of infrastructure and public
services, and local land use policies and plans—in inﬂuencing the timing and location of growth
and development over the next 20 years.
The character of 35th between 240th and 228th would change as the roadway is expanded
from two lanes to ﬁve. Houses and non-residential structures along the roadway would become
more visible from the roadway as vegetation is removed in new right-of-way areas. The 35th
intersections with 240th and 228th would be expanded to two to three times their current size,
and several large stormwater detention ponds would be visible to neighbors and users of the
roadway. The new bicycle lanes, curbs, and sidewalks that would be constructed along the
alignment would give the roadway a more urban appearance. The increased trafﬁc volumes on
35th under this alternative would also give this road a more urban character.
Tax Revenues. Alternative 2 would require the least amount of new right-of-way and,
consistent with this, would have the least amount of annual tax revenue loss associated with
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the acquisition of houses and property. Under Alternative 2, approximately $47,000325,000 in
annual property tax revenues would be lost as a result of property acquisition to provide new
right of way for the south segment. Table 3.8-4 presents the estimated annual tax revenue loss
associated with each of the action alternatives.
Property Values. Impacts on property values under Alternative 2 would be the same as those
described for Alternatives 1a and 1b.
Environmental Justice. Disproportionately high adverse impacts on low-income or minority
populations under this alternative are not anticipated (see Draft EIS Appendix D). Two census
blocks meet the environmental justice analysis deﬁnition of a minority area. However, CB 2008
is located more than a mile from the alignment. Project improvements on 240th would come
within 200 feet of CB 5005; however, no project impacts have been identiﬁed in this area.
As described in Alternative 1a, the Muckleshoot Indian Tribe could be impacted if construction
or operation of Alternative 2 degrades water quality or ﬁsheries habitat on or downstream of the
project area.
Indirect and Cumulative Impacts
Indirect and cumulative impacts under Alternative 2 would be similar to those described for
Alternatives 1a and 1b. Under Alternative 2, the proposed improvements would be located
predominantly along established roadway corridors, reducing the likelihood that this alternative
would provide new access to undeveloped land or otherwise have any signiﬁcant effect on the
timing or location of planned future growth in the project area.
North Segment (Future Phase)
Impacts for the north segment under Alternative 2 would be the same as those described for
Alternative 1a.
Alternative 3: 35th/39th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Population and Growth. Impacts on population and growth under this alternative would be
similar to those described for Alternatives 1a, 1b, and 2. Under Alternative 3, the south segment
could provide some access to undeveloped lands where the south segment connects to 39th
north of 228th. In providing new access to undeveloped land, this alternative could have an
effect on the rate, timing, or location of future growth in the project area.
Housing. Alternative 3 would have the greatest effect on housing supply in the project area.
Under this alternative, construction of the proposed project would displace 13 houses (see
Section 3.7 Right-of-Way and Displacements). As with Alternatives 1a, 1b, and 2, however, the
number of residences lost through displacement would be small in the context of the housing
supply and would not signiﬁcantly affect the availability of housing in the project area. The
potential effects on local housing supply associated with the construction work force would be
the same as those described for Alternatives 1a, 1b, and 2.
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Economy and Employment. Under Alternative 3, short-term and long-term employment
impacts would be associated with the project. Similar to Alternatives 1a, 1b, and 2, beneﬁcial
employment effects of the project would include the short-term creation of jobs associated
with construction of the project and improved mobility within the corridor, which would beneﬁt
local commerce. However, as with Alternative 1b, the Canyon Park Montessori School would
be displaced. If the school is not able to relocate within the project area, 10 to 12 employment
positions could be eliminated as a result of the displacement.
Community Cohesion and Mobility. Similar to Alternatives 1a, 1b, and 2, some short-term
adverse impacts on community cohesion and mobility would occur under this alternative.
However, a long-term positive impact on mobility is expected. The south segment improvements
under Alternative 3 would be less likely to affect local neighborhood character than Alternatives
1a or 1b, but more likely to have an effect than Alternative 2 because the majority of project
improvements under this alternative would be located along established roadway corridors
except for the sweeping roadway curves between 35th and 240th, and 39th and 228th. During
construction, disruptions to neighborhood unity from construction equipment and activities would
be greater than those associated with Alternatives 1a and 1b but less than those associated
with Alternative 2.
As with Alternatives 1a, 1b, and 2, the ability of local residents to travel within and among
neighborhoods and adjacent areas would be affected by construction and roadway
improvements. Local bicycle and pedestrian mobility would be enhanced by the construction of
bicycle lanes and sidewalks. Alternative 3 would improve trafﬁc ﬂow throughout the project area
and create safer, more efﬁcient travel conditions, thereby increasing mobility for local residents.
Quality of Life. Please refer to all sections of Chapter 3 in this Final EIS for a collective
description of quality of life impacts on various elements of the environment under Alternative 3.
Community Character. Under Alternative 3, changes in community character would be similar
in nature to those described for Alternatives 1a, 1b, and 2. Development and growth would
continue to inﬂuence the character of the area. The proposed improvements may serve as one
factor together with other market and economic factors—the availability of infrastructure and
public services, and local land use policies and plans—in inﬂuencing the timing and location of
growth and development over the next 20 years.
Similar to Alternative 2, the character of 35th between 240th and 228th would change as the
roadway is expanded from two lanes to ﬁve and other project elements such as sidewalks and
stormwater facilities are constructed. In addition, the new connecting roads from the north and
south ends of 35th to 39th would add to the total amount of new roadway as part of the project,
further contributing to increased development in the area.
Tax Revenues. Alternative 3 would require the largest amount of new right-of-way and,
consistent with this, would have the largest amount of annual tax revenue loss associated with
the acquisition of houses and property. Under Alternative 3, approximately $62,000448,000 in
annual property tax revenues would be lost as a result of property acquisition to provide new
right-of-way for the south segment. Table 3.8-4 presents the estimated annual tax revenue loss
associated with each of the action alternatives.
Property Values. Impacts on property values under this alternative would be the same as those
described for Alternatives 1a, 1b, and 2.
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Environmental Justice. Disproportionately high adverse impacts on low-income or minority
populations under this alternative are not anticipated (see Draft EIS Appendix D). Two census
blocks meet the environmental justice analysis deﬁnition of a minority area. However, CB 2008
is located more than a mile from the alignment. Project improvements on 240th would come
within 500 to 600 feet of CB 5005; however, no project impacts have been identiﬁed in this area.
As described in Alternative 1a, the Muckleshoot Indian Tribe could be impacted if construction
or operation of Alternative 3 degrades water quality or ﬁsheries habitat on or downstream of the
project area.
Indirect and Cumulative Impacts
Indirect and cumulative impacts under Alternative 3 would be similar to those described for
Alternatives 1a and 1b. Under Alternative 3, the south segment could provide some access
to undeveloped lands where the alignment connects to 39th north of 228th. In providing new
access to undeveloped land, this alternative could have an effect on the rate, timing, or location
of planned future growth in the project area.
North Segment (Future Phase)
Impacts for the north segment under Alternative 3 would be the same as those described for
Alternatives 1a, 1b, and 2.
Alternative 4: No Action
Under Alternative 4, the roadway improvements described under Alternatives 1a, 1b, 2, and
3 would not be constructed. A lack of transportation improvements could affect the timing
and location of future development in the area. Congestion would continue to increase
under Alternative 4, which would discourage business growth and have a negative effect
on employment and community mobility. Also, this alternative would not provide any safety
improvements or access beneﬁts that would occur under all of the action alternatives. Finally,
land in the project area would continue to be subject to development. Existing roadways would
be incrementally improved and new roadways would be added as land development continues.
These improvements would happen in a piecemeal manner and could adversely affect
socioeconomic conditions, although the total impact is not known at this time.
Project-related impacts on tax revenues, property values, housing, community character, etc.,
would not occur under the No Action Alternative.
3.8.4

Mitigation Measures

See Section 3.7 Right-of-Way and Displacements for mitigation measures to compensate
property owners for property acquisitions and displacements. See Section 3.10 Transportation
for mitigation measures to minimize impacts on mobility and community cohesion.
To minimize disturbances to residences and businesses, trafﬁc control requirements during
construction would conform to state and local regulations. Advance warning would be given to
local homeowners and business operators regarding the timing of potential disruptions. To the
greatest possible extent, the ﬁnal design would minimize impacts and the need for property
acquisition and displacements.
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Quality of life impacts (collectively those impacts identiﬁed in Chapter 3 of this EIS) would
be mitigated as proposed in the various sections of Chapter 3. Additionally, quality of life and
community character would be maintained through local comprehensive plans and development
standards.
The environmental justice analysis has determined that the project would not have a
disproportionate adverse impact on low-income or minority populations; therefore, no mitigation
measures speciﬁc to environmental justice are proposed.
Speciﬁc mitigation measures for potential social or economic impacts resulting from future
north segment improvements would be determined during a subsequent environmental review
process.
3.8.5

Signiﬁcant Unavoidable Adverse Impacts

With appropriate mitigation measures in place, no signiﬁcant unavoidable adverse impacts on
socioeconomic conditions are expected.
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This section assesses potential impacts on cultural resources as required by Section 106 of
the National Historic Preservation Act (Section 106) (36 CFR 800) and SEPA regulations. (See
Appendix E for the Cultural Resources Assessment.) Potential effects to properties protected
under Section 4(f) of the Transportation Act also are included in this section.
The National Register of Historic Places (NRHP) was authorized by the National Historic
Preservation Act (NHPA) of 1966 and is the nation’s ofﬁcial list of historic properties worthy
of preservation. Properties listed in the National Register include districts, sites, buildings,
structures, and objects that are signiﬁcant in American history, architecture, archaeology,
engineering, and culture, at a local, state, or national level of signiﬁcance. Within Washington,
the Ofﬁce of Archaeology and Historic Preservation (OAHP), under the direction of the State
Historic Preservation Ofﬁcer, administers the National Register program. The Revised Code of
Washington chapters 27.34, 27.44, and 27.53 protect Indian graves, archaeological sites, and
cultural and historic resources from disturbance and issue authority to the Washington State
Department of Community Trade and Economic Development to issue civil penalties.
Snohomish County protects historic and archaeological resources through its environmental
review and Historic Archaeological Resources Ordinance (SCC 30.32DTitle 33). The City of
Bothell has adopted policies related to historic preservation as part of its landmark ordinance
(BMC Title 22). The municipal code stipulates that signiﬁcant properties may be nominated for
preservation as a Bothell Landmark and listed on the City’s register.
The following criteria are used in evaluating cultural properties that are more than 50 years old
or that have achieved signiﬁcance in the last 50 years for listing in the National Register (36
CFR 60.4):
•

properties that are associated with events that have made a signiﬁcant contribution to the
broad patterns of our history; or

•

properties that are associated with the lives of people signiﬁcant in our past; or

•

properties that embody the distinctive characteristics of a type, period, or method of
construction, or that represent the work of a master, or that possess high artistic values, or
that represent a signiﬁcant and distinguishable entity whose components may lack individual
distinction; or

•

properties that have yielded, or may be likely to yield, information important to prehistory or
history.

Snohomish County’s and the City of Bothell’s designation criteria are similar to those for the
National Register. The municipal codes also list the following criteria:
•

a historic resource may be designated a community landmark because it is an easily
identiﬁable visual feature of a neighborhood or the county and contributes to the distinctive
quality or identity of such neighborhood or county; or

•

a religious property deriving primary signiﬁcance from architectural or artistic distinction or
historical importance; or
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•

a building or structure removed from its original location but which is signiﬁcant primarily for
its architectural value, or which is the surviving structure most importantly associated with a
historic person or event; or

•

a birthplace, grave or residence of a historical ﬁgure of outstanding importance if there is no
other appropriate site or building directly associated with his or her productive life; or

•

a cemetery that derives its primary signiﬁcance from graves of persons of transcendent
importance, from age, from distinctive design features, or from association with historic
events; or

•

a reconstructed building when accurately executed in a suitable environment and presented
in a digniﬁed manner or as part of a restoration master plan, and when no other building or
structure with the same association has survived; or

•

a property commemorative in intent if design, age, tradition, or symbolic value has invested
it with its own historical signiﬁcance; or

•

a property exemplifying or reﬂecting elements of the county’s cultural, social, economic,
political, aesthetic, engineering or architectural history; or

•

an example of folk architecture and design which, in the judgement of the commission, is
creative and unique, but which does not ﬁt into formal architectural or historical categories.

Section 106 compliance is a requirement for any project having a federal nexus (federal funding
or requiring a federal permit such as a Clean Water Act Section 404 permit from the U. S. Army
Corps of Engineers or on federal lands). As mandated by Section 106 of the NHPA, agencies
are required to take into account the effects of their actions on historic properties and identify
an Area of Potential Effect (APE). Properties eligible for inclusion in the National Register are
identiﬁed, and the effect of the undertaking on each historic property must be determined (either
no effect or effect). If an effect is determined, measures to mitigate or reduce the effect are
developed, agreed upon, and implemented.
For purposes of this report, the term “historical” refers to resources that are 50 years or older,
and the term “historic” refers to properties that are signiﬁcant (i.e., eligible for listing in the
National Register of Historic Places).
3.9.2

Affected Environment

The following is a summary of the cultural context in the cultural resources assessment that
appears in Appendix E of the Draft EISthis document.
Prehistory
The prehistoric record for the Puget Sound area is divided into three broad chronological
periods: the Early Period (15,000–5,000 Before Present [BP]), the Middle Period (5,000-1,000
BP), and the Late Period (1,000-250 BP). Early Period settlements were typically located
on upland plateaus or river terraces. Middle Period occupation areas expanded to include
modern shorelines and islands in Puget Sound; the earliest evidence of seasonal village sites
appears during this time period. Late Period permanent village sites were established and
continued to be used into the historic period, when they were described by early Euro-American
anthropologists and ethnographers (Carlson 1990; Kidd 1964; Nelson 1990; Wesson and
Stilson 1987).
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Ethnohistory
The project area and its vicinity were occupied by the Duwamish Indians, a southern Coast
Salishan linguistic group that consisted of a number of bands, including the Sammamish, who
occupied much of the area along the river that bears their name (Haeberlin and Gunther 1930;
Spier 1936; Swanton 1952).
The focus of the Duwamish yearly cycle was the permanent winter village, which consisted
of cedar plank longhouses that housed several families each. Temporary pole and mat
structures were also employed seasonally when family groups dispersed to harvest and
process resources in different environmental zones. Fishing stations were established along
rivers and streams to harvest salmon, steelhead, and trout (Campbell 1981; Haeberlin and
Gunther 1930; Swanton 1952; Ruby and Brown 1986; Suttles and Lane 1990). In 1855, Isaac
Stevens, Governor of the Washington Territory, initiated a series of treaty negotiations with
western Washington Tribes, including the Duwamish, designed to relocate native groups to
small reservations within their traditional territories, ostensibly for the purpose of protecting
hunting and ﬁshing rights. Native groups in northeastern Puget Sound avoided formal removal
and relocation programs (Marino 1990).
The area surrounding the project exhibits several Native American place name locations that
describe areas associated with Coast Salish tradition, settlements, and subsistence (Waterman
1920, 1922). Salishan place names in the project vicinity include:
•

“Saba’bsh”

Area encompassing the eastern shore of Lake Washington and the shores of
Lake Sammamish.

•

“Sts-ap-abc”

Means “meander dwellers.” Refers to a band who lived along the
Sammamish Slough. May equate with a village, “Stsapabsh,” located on the
present site of Woodinville.

•

“Ctcel”

The Salish name for North Creek.

•

“Xa’palbl”

A stream entering the Sammamish River from the south, below the town of
Bothell. Means “brush piled up.”

Bothell History
The earliest settlers in the Bothell area were Columbus S. Greenleaf, George R. Wilson, and
George Brackett (Evans 1988; General Land Ofﬁce Records 2003). George Brackett purchased
240 acres of timberland in the late 1870s, selling 80 acres of it to David Bothell. Brackett was
the ﬁrst logger in the area, building a landing on the Sammamish River from which to base his
timber operation. The early community was known as Brackett’s Landing (Evans 1988).
David C. and Mary Ann Bothell arrived in Seattle in the early 1880s, purchasing part of
Brackett’s property in 1885. Although not the ﬁrst in the area, in 1889 the Bothell family was the
ﬁrst to plat the area that became the town of Bothell (Evans 1988). The Bothells’ eldest son,
George and his brother John founded a mill that could produce 75,000 shingles per day. This
mill burned in 1892, but was replaced with an even larger facility (Evans 1988; Burrows 1954).
Several other mill operations began around this time in the area. Several local investor-workers
founded the Cooperative Shingle Mill in 1898. The Cooperative owned and logged multiple
parcels of land in the area (Anderson Map Company 1910; Evans 1988; Burrows 1954).
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The Cooperative Mill operated until the timber ran out, forcing the mill to close in 1913. The
Woodinville Lumber Company also owned several parcels in or near the project area, including
a logging railroad that connected some of its holdings to their its mill on Bear Creek (Anderson
Map Company 1910; Burrows 1954; Evans 1988).
Elmer J. Ross placed and settled an early claim in the project area in 1884 (Bureau of Land
Management [BLM] 2003; Stickney and McDonald 1977). The Rosses maintained a dairy farm,
from which they sold their churned butter. Della Ross maintained a diary during those years
and Elmer Ross organized the North Creek Dairy Farms Company and served twice on the
Washington State Dairyman’s Association (Stickney and McDonald 1977). Farmers gradually
replaced the loggers in the area as the timber was cut down. The leading crops in Snohomish
County were hay, vegetables, berries, and other fruits. Settlers also grew oats and root crops,
and raised poultry and dairy herds (Johnston 1909; Wellman 1932). Beginning in the late 1880s,
dairy farms dotted the landscape of the southern North Creek valley. The Ross, Jones, Stewart,
and Bothell dairies were located in the project vicinity. The Jones dairy was located on the
Wissinger homestead, just south of 240th, and was renamed the Monte Villa Dairy in the late
1930s (Klein 1990).
With the arrival of more families in the area, residents donated space in their homes or sections
of their property for schooling. In 1885, a group of Bothell parents petitioned Snohomish County
to create a separate Bothell school district (Stickney and McDonald 1977). Students in the
North Creek Valley attended their own school by 1887. A white, one-room schoolhouse was
constructed in 1902, replacing the earlier structure, and served as the community’s grade school
until its closure in 1920 (Sullivan 1993). This building is listed in the NRHP and still stands in its
original location along 228th.
By 1922, Ross Road, up to the Wissinger homestead and the Snohomish County line, boasted
20 homes (Klein 1990). A map from 1910 indicates only three homes in the project area
– those of Herman Wegner, W. G. Graham, and Albert Hall (Anderson Map Company 1910).
The Wegner sons are remembered as “those boys who grew up on the Slough, helped the
Northshore grow, and who are an inseparable part of its history” (Klein 1990, vii). Waite G.
Graham and his wife Abbie arrived in the Sammamish River Valley in 1892. The Grahams
purchased a quarter section, the 160 acres located southeast of the intersection of 35th and
228th, as shown in Figure 3.9-1. The Grahams cleared timber on their property, which included
ﬁrs measuring more than 8 feet in diameter. Waite Graham worked at both the Bothell and
Cooperative Shingle mills and served on the ﬁrst town council (Stickney and McDonald 1977).
Previous Cultural Resource Research
Several archaeological investigations have taken place within the project vicinity. Archaeological
assessments in the late 1970s and early 1980s for a proposed North Creek Center identiﬁed
historical buildings that were not eligible for listing in the NRHP. Although the area had been
identiﬁed as having a high probability for containing archaeological sites, these surveys did not
locate any prehistoric resources (Chatters 1978; Jermann 1978; Kielusiak 1983). A survey for
a proposed water pipeline in 1997 identiﬁed one historical house and a segment of the historic
Bothell-Lake Forest Park Brick Highway, completed in 1913. The City of Bothell has preserved a
0.2-mile section of the “Red Brick Road” at the intersection of 88th Ave NE and NE 180th Street
(Goetz and Warner 1997).
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In July 1995, a survey of the area now encompassed by the Bothell Branch of the University
of Washington was conducted. During this survey, several historic structures were identiﬁed,
one of which, the farmhouse, was identiﬁed as eligible for inclusion in the NRHP. Isolated glass
bottle fragments and one piece of ceramic also were identiﬁed (Stutzman 1995; Warner 1995).
The house remains on the campus and is used as an administration building. A subsequent
pedestrian survey and shovel testing for proposed access roads into the campus did not identify
any prehistoric or historic materials (Luttrell 2001).
The same area had been previously surveyed in 1985 for a proposed retail location that was
later dropped. During this investigation, archaeologists conducted shovel testing on terraces,
a knoll, and the active ﬂoodplain of North Creek but did not ﬁnd any archaeological materials
(URS Corporation 1985).
In 1981, archaeologists conducted a cultural resources assessment of the Quadrant Corporate
Park situated northeast of the junction of SR-522 and Interstate 405. The survey documented
one prehistoric site (45KI72) with a date of 2660 BP, which yielded ﬁre-cracked rock, lithic
debitage, a cobble tool, a non diagnostic bifacially ﬂaked stone tool, and a lanceolate projectile
point typologically assigned to the Olcott complex (Chatters 1981a, 1981b, 1982). Two
archaeological surveys conducted for a proposed exchange and extension of NE 195th Street
did not locate any archaeological materials and stated that the respective projects would not
affect historic properties (Robinson 1983; Robinson 1985). Finally, the Sammamish River Trail,
which extends from Blyth and Sammamish River parks in Bothell to Redmond’s Marymoor Park,
was surveyed by archaeologists in the 1970s. Site 45KI12, which was previously recorded in
1964, yielded prehistoric ﬁre cracked rock and stone ﬂakes, and a cobble tool was reexamined
during this survey (Kennedy and Thomas 1977; Thomas 1978). An evaluation of a proposed
cellular antennae array in Bothell concluded that the undertaking posed no adverse effect or
visual impact to historic properties in the area (Hartmann 2001).
The Washington State OAHP and Bothell Historic Inventory (City of Bothell 2002b) list eight
historic properties in or near the project area that are listed in the NRHP. Five of these are
located within 2 miles of the project area: the Bothell Pioneer Cemetery, the Dr. Reuben Chase
House, the Faust-Ryan House, the Sorenson House, and the Thorton House. Three others, the
Bates-Tanner Farm, the Winningham Farm, and the North Creek School, are located within the
Bothell Connector project area.
3.9.3

Environmental Impacts

General
Direct impacts from this project could entail the removal or demolition of an archaeological or
historic resource. Changes to the landscape, setting, feeling, or association could constitute
indirect impacts on a historic resource.
Alternative 1a: 39th Avenue SE Alignment (3 lane) (Preferred Alternative)
Alternative 1a would directly affect four historical properties, the same number as Alternative
1b but more than either Alternatives 2 or 3. However, compared to any of the other alternatives,
Alternative 1a would indirectly affect the fewest historical properties (9) (Figure 3.9-2).
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South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Four historical buildings would be directly affected by this alternative:
•

3821 240th Street SE

•

23409 39th Avenue SE

•

23305 39th Avenue SE

•

4004 228th Street SE

One property from this list appears to be eligible for listing in the NRHP. The house at 23409
39th Avenue SE was inventoried in 2002 and recommended as eligible for listing in the NRHP.
This example of early 1920s vernacular architecture appears to meet Criterion C of the NRHP
(City of Bothell 2002b).
The outbuilding at 3821 240th Street SE is located on a property that was owned by an early
wood processing mill in the Bothell area, the Woodinville Lumber Company, during the ﬁrst
years of the twentieth century. This structure may be associated with its operation or may have
served as housing for its workers. This property retains its integrity of design, workmanship,
location, and materials, but has lost its integrity of setting, feeling and association. The historic
outbuilding structure located on this lot has been neglected and is slowly deteriorating. The
structure is not associated with an important individual or event in local, state, or national history
and it does not appear to be eligible for inclusion in the NRHP.
The house at 23305 39th Avenue SE was constructed in 1932. Since that time, several
architectural changes have altered this property. An addition has been constructed on the
north elevation, some of the original cladding on the house has been removed on the east
elevation, and a few of the original wood frame windows have been replaced with metal frames.
These changes have altered the massing of the structure and have affected the integrity of
this property. The property no longer retains integrity of workmanship, design or materials. The
property is not associated with an important individual or event in local, state, or national history.
Therefore, it does not appear to be eligible for inclusion in the NRHP.
The remaining property has not been fully evaluated for its NRHP signiﬁcance under Criteria A
and B because of the inability to access the property. The results of further assessment could
identify additional signiﬁcant resources from this list that would be affected by construction.
Operation Impacts. There are no foreseeable operation impacts on cultural or historical
resources in the Alternative 1a segment of the project area. The increased presence of people
in the project area would increase the susceptibility of any buried cultural or historical resources
to be found and removed. However, this effect would be lessened because the properties
bordering the roadway alignment are privately owned and not usually subject to public access.
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Indirect and Cumulative Impacts
Construction and operation of this alternative could lead to indirect impacts on six historical
resources (Figure 3.9-2). These six properties are:
•

4106 240th St SE

•

3805 240th Street SE

•

3828 236th Street SE

•

23523 39th Avenue SE

•

3603 228th Street SE (approximate address)

•

3906 228th Street SE

One of these properties appears to be eligible for listing in the NRHP under Criterion C: 3603
228th Street SE. This house displays architectural characteristics, a false thatched roof and
semilunate or “eyebrow” dormers, distinctive to the eclectic Tudor style of the 1920s. Indirect
impacts on this property could involve the loss of integrity of the historic setting, including
landscaping, caused by changes in the visual environment.
However, none of the ﬁve structures on the list has been fully evaluated for its NRHP
signiﬁcance under Criteria A and B. The properties at 3805 240th Street SE and 23523 39th
Avenue SE were inventoried, but not evaluated for their eligibility for listing in the NRHP (City
of Bothell 2002b). The evaluation of these structures will be completed as part of the permitting
process for the project. The results of further assessment could identify additional signiﬁcant
resources from this list that would be indirectly impacted by the project.
The Bothell Connector Project may facilitate development within the project area. Construction
activities related to housing development, road building, or utility line construction, could affect
archaeological deposits and historic properties in currently undeveloped areas within the project
area. Speciﬁc locations where this development might occur are unknown, however.
North Segment (Future Phase)
Project operations under this alternative could lead to indirect impacts on four historical
resources (Figure 3.9-3). These four properties are:
•

21818 39th Avenue SE

•

21512 39th Avenue SE

•

3906 212th Street SE

•

21120 39th Avenue SE

One of these properties appears to be eligible for listing in the NRHP under Criterion C: 3906
212th Street SE. This house is a quality example of an Arts and Crafts bungalow built in 1921.
However, none of the four structures on the list has been fully evaluated for its NRHP
signiﬁcance under Criteria A and B. These evaluations would be completed as part of design
development for the north segment project. The results of this assessment could identify
additional signiﬁcant resources from this list that would be indirectly affected by the project.
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Alternative 1b: 39th Avenue SE Alignment (5 lane)
Similar to Alternative 1a, Alternative 1b would directly affect the most four historical properties
(four) of any of the action alternatives, however itbut would indirectly affect one additional
historical property (10)the fewest (10).
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Five historical buildings (on four properties) would be directly affected by
this alternative (Figure 3.9-2):
•

two buildings at 3821 240th Street SE

•

23409 39th Avenue SE

•

23305 39th Avenue SE

•

4004 228th Street SE

As described above under Alternative 1a, Two the only propertyies from this list that appears to
be eligible for listing in the NRHP. The two buildings at 3821 240th Street SE are located on a
property that was owned by an early wood processing mill in the Bothell area, the Woodinville
Lumber Company, during the ﬁrst years of the twentieth century. These structures may be
associated with its operation or may have served as housing for its workers.Tis the house at
23409 39th Avenue SEwas inventoried in 2002 and recommended as eligible for listing in the
NRHP. This example of early 1920s vernacular architecture appears to meet Criterion C of the
NRHP (City of Bothell 2002b). The two buildings at 3821 240th Street SE (an historic house
and outbuilding) and the house at 23305 39th Avenue SE were inventoried and recommended
as not eligible for inclusion in the NRHP. The remaining propertyies hasve not been fully
evaluated for their its NRHP signiﬁcance under Criteria A and B. The property at 23305 39th
Avenue SE was inventoried, but not evaluated for its eligibility for listing in the NRHP (City of
Bothell 2002b). The results of further assessment could identify additional signiﬁcant resources
from this list that would be affected by construction.
Operation Impacts. Potential direct operation impacts would be similar to those described under
Alternative 1a.
There are no foreseeable operation impacts on cultural or historical resources in the Alternative
1 segment of the project area. The increased presence of people and vehicles in the project
area would increase the susceptibility of any buried cultural or historical resources to be found
and removed. However, this effect would be lessened because the properties bordering the
roadway in the project area are privately owned and not usually subject to public access.
Indirect and Cumulative Impacts
Project operations under this alternative could lead to indirect impacts on six historical resources
(Figure 3.9-2). These six properties are:
•

4106 240th Street SE

•

3805 240th Street SE
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As described under Alternative 1a, Oone of these properties appears to be eligible for listing
in the NRHP under Criterion C: 3603 228th Street SE. This house displays architectural
characteristics, a false thatched roof and semilunate or “eyebrow” dormers, distinctive to
the eclectic Tudor style of the 1920s. Indirect impacts on this property could involve the loss
of integrity of the historic setting, including landscaping, caused by changes in the visual
environment.
However, none of the six structures on the list has been fully evaluated for its NRHP signiﬁcance
under Criteria A and B. The properties at 3805 240th Street SE and 23523 39th Avenue SE
were inventoried, but not evaluated for their eligibility for listing in the NRHP (City of Bothell
2002b). The results of further assessment could identify additional signiﬁcant resources from
this list that would be indirectly impacted by the project.
Cumulative impacts would be similar to those described under Alternative 1a.
The Bothell Connector Project may facilitate development within the project area. Construction
for continued development, such as housing development, road building, or utility line
construction, could affect archaeological deposits and historic properties in currently
undeveloped areas within the project area. Speciﬁc locations where this development might
occur are unknown, however.
North Segment (Future Phase)
North segment impacts under this alternative would be the same as those described for
Alternative 1a.
Project operations under this alternative could lead to indirect impacts on four historical
resources (Figure 3.9-3). These four properties are:
•

21818 39th Avenue SE

•

21512 39th Avenue SE

•

3906 212th Street SE

•

21120 39th Avenue SE

One of these properties appears to be eligible for listing in the NRHP under Criterion C: 3906
212th Street SE. This house is a quality example of an Arts and Crafts bungalow built in 1921.
However, none of the four structures on the list has been fully evaluated for its NRHP
signiﬁcance under Criteria A and B. The results of this assessment could identify additional
signiﬁcant resources from this list that would be indirectly affected by the project.
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Alternative 2: 35th Avenue SE Alignment
Alternative 2 would directly affect less historical properties (two) than either Alternative 1a,
1b, or and the same as Alternative 3. Also, Alternative 2 would indirectly affect more historical
properties (thirteen) than either Alternative 1a or 1b, but fewer than Alternative 3.
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Two historical buildings would be removed under this alternative
(Figure 3.9-4):
•

3511 240th Street SE

•

3603 228th Street SE

One of the structures from this list appears to be eligible for listing in the NRHP. The Tudorstyle residence at 3603 228th Street SE, described previously, is potentially signiﬁcant for its
distinctive architectural characteristics.
Neither structure has been fully evaluated for its NRHP signiﬁcance under Criteria A and B. The
results of this assessment could identify additional signiﬁcant resources from this list that would
be affected by construction.
Operation Impacts. Potential direct operation impacts would be similar to those described under
Alternative 1a.
Indirect and Cumulative Impacts
Project operations under this alternative could lead to indirect impacts on eight nine historical
properties (Figure 3.9-4). These nine properties are:
•

two buildings at 3821 240th Street SE

•

3429 240th Street SE (Bates-Tanner Farm)

•

23426 35th Avenue SE

•

23304 35th Avenue SE

•

23108 35th Avenue SE

•

23012 35th Avenue SE

•

3620 228th Street SE

•

3805 240th Street SE

•

3906 228th Street SE

One of these properties is listed in the NRHP: the Bates-Tanner Farm (City of Bothell 2002b).
The two structures at 3821 240th Street SE and the outbuilding at 3620 228th Street SE
appears to be eligible for listing in the NRHP. The buildings at 3821 240th Street SE that are
possibly associated with the Woodinville Lumber Company have been described previously. The
outbuilding at 3620 228th Street SE is a quality example of rural vernacular architecture that
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exhibits unique and distinctive craftsmanship. Although the parcel encompassing this structure
has not been evaluated for its signiﬁcance under Criteria A and B, initial research indicates that
this property may be associated with Waite G. Graham, an early homesteader and logger who is
signiﬁcant in North Creek Valley history.
As described previously, the two buildings at 3821 240th Street SE were inventoried and
recommended as not eligible for inclusion in the NRHP. The property at 23426 35th Avenue
SE was also inventoried and recommended as ineligible for listing in the NRHP (City of Bothell
2002b).
Other than the Bates-Tanner Farm, the property at 3821 240th Street SE, and the property at
2346 35th Avenue SE, seven six of the other properties on the list have not been fully evaluated
for their NRHP signiﬁcance under Criteria A and B. The property at 23108 35th Avenue SE was
inventoried, but not evaluated for its eligibility for listing in the NRHP (City of Bothell 2002b).
The results of further assessment could identify additional signiﬁcant resources from this list
that would be indirectly affected by the project. The property at 23426 35th Avenue SE was
inventoried and recommended as ineligible for listing in the NRHP (City of Bothell 2002b).
Cumulative impacts would be similar to those described under Alternative 1a.
North Segment (Future Phase)
North segment impacts under this alternative would be the same as those described for
Alternative 1a.
Alternative 3: 35th/39th Avenue SE Alignment
Alternative 3 would affect the most historical properties of any action alternative (2019), 32
directly and 17 indirectly.
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. One historic archaeological site and two historical properties would be
affected under this alternative (Figure 3.9-5):
•

two buildings at 3821 240th Street SE

•

3811 240th Street SE

•

Ross-Wegner homestead (45SN369) (not mapped)

As previously discussed under Alternatives 1a and 1b, Tthe two buildings at 3821 240th Street
SE were inventoried and recommended as not eligible for inclusion in the NRHP.and a cairn
at the homestead site appear to be signiﬁcant. The two structures, which may be associated
with the Woodinville Lumber Company at 3821 240th Street SE, have been discussed under
Alternatives 1 and 2.
A cairn (stacked rocks) at the homestead site appears to be signiﬁcant. Elmer J. Ross claimed
the Ross-Wegner site property on February 29, 1884. History of ownership research on the
parcel that includes this site indicates that Herman Wegner bought the property on July 27,
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1909 and building on the property was ﬁnished in 1915, during his ownership. OAHP has
determined that the site is not eligible for listing on the NRHP, but that the cairn, as a possible
historic burial feature, needs further assessment prior to future disturbance.
However, Other than the two buildings at 3821 240th Street SE, none of the other properties on
the list has been fully evaluated for its NRHP signiﬁcance under Criteria A and B. The results
of this assessment could identify additional signiﬁcant resources from this list that would be
indirectly affected by the project.
Operation Impacts: Potential direct operation impacts would be the same as those described
under Alternative 1a.
Indirect and Cumulative Impacts
Project operations under this alternative could lead to indirect impacts on 13 historical properties
(Figure 3.9-5). These 13 properties are:
•

3805 240th Street SE

•

3429 240th Street SE (Bates-Tanner Farm)

•

23426 35th Avenue SE

•

23304 35th Avenue SE

•

23108 35th Avenue SE

•

23012 35th Avenue SE

•

3107 228th Street SE (North Creek School)

•

3214 228th Street SE (Winningham Farm)

•

3620 228th Street SE

•

3603 228th Street SE

•

22325 39th Avenue SE

•

22308 39th Avenue SE

•

22307 39th Avenue SE

Three of these properties, the Bates-Tanner Farm, the North Creek School, and the
Winningham Farm, are listed in the NRHP. In addition, two of these properties appear to be
eligible for listing in the NRHP: 3620 228th Street SE and 3603 228th Street SE, as described
previously.
However, none of the 10 non-listed structures on the list has been fully evaluated for NRHP
signiﬁcance under Criteria A and B. The results of this assessment could identify additional
signiﬁcant resources from this list that would be indirectly affected by the project.
Cumulative impacts would be similar to those described under Alternative 1a.

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page 3-168

North Segment (Future Phase)
North segment impacts under this alternative would be the same as those described for
Alternative 1a.
Alternative 4: No Action
Because no construction is proposed under this alternative, no impacts from the project would
occur under this alternative. However, land in the project area would continue to be subject to
development. Existing roadways would be incrementally improved and new roadways would
be added as land development continues. These improvements would happen in a piecemeal
manner and could directly and indirectly affect the resources described above; however,
although the total impact is not known at this time.
3.9.4

Mitigation Measures

Archaeological Resources
Archaeological resources are protected from impacts under NHPA, RCW 27.44 and 27.53, and
KCC 20.62, SCC 30.32D. Subsurface investigation, data recovery, and analysis would need to
occur be proposed to mitigate for impacts on the rock cairn at the Ross-Wegner site. In addition,
once now that a preferred alternative has been selected, those parcels that were not available
for survey during ﬁeld assessment should would be surveyed for archaeological resources.
Moreover, tThe horizontal and vertical extent of proposed stormwater detention facilities had
not been ﬁnalized at the time of the pedestrian survey. These areas should also undergo a
subsurface survey once a preferred alternative has been selected and permission to survey
the surface and probe the subsurface has been granted by the property owners. In particular, a
section of the parcel at 3620 228th SE is a potential area for stormwater facilities where isolated
historical artifacts were noted during the survey. Additional historical archaeological deposits
associated with John F. Wilson and Waite G. Graham, who claimed and logged the parcel in the
late 1890s, could be located in this area.
If the project adversely affects prehistoric sites, consultation with the State Historical
Preservation Ofﬁcer (SHPO) would occur to resolve adverse effects.
If intact archaeological resources or human burials are encountered during construction, the
construction foreman should immediately direct activities that could further disturb the deposits
away from their vicinity. The construction foreman or the City of Bothell would then contact
the Washington State Archaeologist and other pertinent parties who would determine how the
materials should be treated. The area would be secured and placed off limits for anyone but
authorized personnel.
Historic Resources
Signiﬁcant historic resources are protected from impacts under NHPA, RCW 27.34, KCC 20.62,
SCC 33.1730.32D, and BMC 22.28. Use of design features such as retaining walls to avoid the
building at 3603 228th Street SE would mitigate direct impacts on this property under Alternative
2. Avoiding the both the buildings at 3821 240th Street SE does not appear possible with
Alternatives 1b and 3. Alternative 1a, the preferred alternative, has been designed to avoid one
of the two buildings at 3821 240th Street SE. However, both buildings at this property have been
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evaluated to National Park Service standards for the Historic American Building Survey and are
recommended as not eligible for the NRHP. SHPO concurrence on this recommendation would
need to be obtained during the project’s permitting phase. As such, once a preferred alternative
is selected and if the buildingat 3603 228th Street SE (Alternative 2) or the buildings at 3821
240th Street SE (Alternative 3) are located on this route and determined to be signiﬁcant, then
the affected structure(s) would have to be documented to National Park Service standards for
the Historic American Building Survey. This would include large-format photographs, a historical
narrative, and possibly measured drawings.
In addition, once a preferred alternative has been selected, those properties that were not
available for survey during the ﬁeld assessment should be documented and evaluated. A
Historic American Building Survey/Historic American Engineering Record recordation should be
completed for any signiﬁcant structures that will be demolished or have landscaping removed.
It is also recommended that the engineering team consider landscaping designs that do not
detract from the historic rural setting to mitigate for indirect, visual impacts on signiﬁcant
buildings. These landscaping designs should also serve to screen the historic properties from
view of the widened roadway.
3.9.5

Signiﬁcant Unavoidable Adverse Impacts

With appropriate mitigation measures in place, no signiﬁcant unavoidable adverse impacts on
cultural resources are expected.
3.9.6

Section 4(f) Considerations

Section 4(f) of the 1966 Department of Transportation Act, which is codiﬁed at 49 USC 303,
and the Federal Highway Administration (FHWA) regulations found at 23 CFR 771.135, prohibit
the FHWA from approving the use from of a signiﬁcant publicly owned park, recreation area, or
wildlife or waterfowl refuge, or any signiﬁcant historic site, unless a determination is made that
there is no feasible and prudent alternative to the use of land from the property and the action
includes all possible planning to minimize harm to the property. If FHWA becomes involved with
the project through project funding, cultural resources shouldwould also be evaluated under
Section 4(f). All parcels with existing property lines within a proposed ROW would have their
historical resources assessed for eligibility for listing in the NRHP. In addition, sites of local
signiﬁcance, even if they are not eligible for listing in the NRHP, may be protected under Section
4(f) if OAHP determines that they are an important resource. Under each action alternative, any
of the parcels touched by a proposed alignment with identiﬁed historical resources as described
in the previous discussion would require evaluation under Section 4(f).
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TRANSPORTATION

This section evaluates existing conditions, potential impacts, and identiﬁed mitigation measures
for the three action alternatives and the No Action Alternative. This section has been organized
by subject rather than by alternative, as seen in the rest of this Draft Final EIS. The change in
format for this section allows a direct comparison of each alternative by individual subject that
relates to transportation.
3.10.1 Regulatory Context
The transportation section has been prepared following the regulatory requirements of the City
of Bothell and Snohomish County. These requirements include roadway design standards,
concurrency requirements of the Growth Management Act, and transportation impact analysis
requirements. Further details for the regulatory requirements can be found in Appendix F of the
Draft EIS, the Transportation Technical Report.
3.10.2 Affected Environment
Corridor Overview
Transportation operations and conditions within the study area are described in this section.
The study area encompasses the geographic area deﬁned by I-405 to the west, SR-9 to the
east, Maltby Road (SR-524) to the north, and 240th to the south. The study area includes a
commercial business park and residential neighborhoods.
The transportation demand model used in this study encompasses a larger area of analysis
than the project area studied in the rest of this Final EIS. The purpose of this larger study area is
to better understand the effects of the project on regional trafﬁc movements and volumes.
Trafﬁc and roadway information has been collected from a number of sources and used in the
trafﬁc analysis. These sources are listed below and discussed in detail in Appendix F of the
Draft EIS.
•

The City of Bothell counted vehicle turning movements throughout the city in May 2002 and
March 2003 during the morning and evening rush hour (called AM peak hour and PM peak
hour, respectively). These trafﬁc counts were used to determine the existing level-of-service
for the study area intersections.

•

The City of Bothell and Snohomish County compiled accident data for the years 1998 to
2001. The data were separated into two categories, roadway accidents and intersection
accidents. Seven roadway segments and 15 intersections were analyzed within the study
area.

•

Non-motorized (bicycle and pedestrian) data were gathered from the Bothell Comprehensive
Plan (1994) and site observations.

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page 3-173

Roadway Network
Freeway and Arterial System
The roadway network in the study area includes local access streets, collectors, minor arterials,
and principal arterials (Figure 3.10-1).
The Bothell Comprehensive Plan (19942004) describes the street classiﬁcations as:
•

Neighborhood or local access streets provide direct access to residences. Neighborhood
access streets connect the arterial system to the driveways and parking areas for individual
residences. These streets have two trafﬁc lanes and may include sidewalks and planter
strips. On-street parking is permitted on one or both sides of the street. These streets do not
have marked bicycle lanes.

•

Collectors connect neighborhoods and subdivisionsother local, small distinct areas with
minor and principal arterials. Local transit and bicycle facilities may be located on these
streets. Collectors are not intended to provide through connections except between
neighborhoods within Bothell.

•

Minor arterials provide through connections between employment centers, commercial
areas, residential areas and principal arterials. They may interconnect other jurisdictions
with employment centers and commercial areas in Bothell. Generally, they are designed for
slower trafﬁc and fewer vehicles than for principal arterials. connect the arterial system and
local neighborhoods. They serve as the primary through route between neighborhoods and
other distinct areas, and they can serve as truck routes for through freight trafﬁc and transit
routes. Bicycle facilities can be located on minor arterials.

•

Principal arterials accommodate mostly through trafﬁc and interconnect jurisdictions,
employment centers, commercial areas and the regional freeway network. They are generally
designed for heavier vehicles and the speed limit is generally higher than on other streets.
Principal arterials are intended to be the truck routes through Bothell. The principal arterials in
Bothell are the SR-522, SR-524, and SR-527 state highway system links and do not include
any portions that may function as a freeway. serve as the primary route for vehicle trips to,
from, and through Bothell. They collect and distribute vehicles from and to other links in the
arterial system, major employment centers, commercial areas, and to the state highway
network. They serve as through routes for trucks and buses, and have bicycle facilities.

•

Limited Access Highways, also referred to as freeways, include I-405 and a segment of SR522 east of 112th Avenue NE in Bothell. Interstate freeways are intended primarily to carry
regional rather than local trafﬁc. No bicycle or pedestrian facilities are present within urban areas.

Roadway Characteristics and Trafﬁc Control
Trafﬁc signals are located in Bothell on principal arterials at interchanges and at congested
intersections. Trafﬁc movement at all other intersections is controlled with stop signs. The
intersections with trafﬁc signals within the study area are shown in Figure 3.10-1.
The intersection at 39th and Maltby Road was realigned in October 2003 and the intersection of
120th Avenue NE and North Creek Parkway was signalized in September 2003. (39th changes
to 120th Avenue NE at the county line.) The intersections on 228th at 39th and 45th are under
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construction for the installation of trafﬁc signals. A trafﬁc signal is scheduled to be installed at the
212th and 39th intersection during 2007.
Roadway Capacity and Mobility
Volumes
Daily Trafﬁc Volumes
The 2002 average weekday trafﬁc (AWDT) counts on key roadways (minor and principal
arterials) in the study area are shown in Table 3.10-1. The highest volumes are on 228th, with
a weekday daily average of 11,000 vehicles. The lowest volumes are on 45th, with a weekday
daily average of 4,200 vehicles. North of 228th, 39th is a two-lane county road with minimal
shoulders. It currently carries 6,500 vehicles per day.
PM Peak-Hour Trafﬁc Volumes
In the study area, the evening rush hour (PM peak hour) volumes represent approximately
10% percent of the daily volumes. Similar to the daily trafﬁc volumes, the highest PM peakhour volumes are on 228th, with 1,350 vehicles per hour. The lowest volumes are on 45th, with
420 vehicles per hour. During the PM peak hour, northbound trafﬁc is heavier than southbound
trafﬁc, with a split of approximately 75% percent northbound and 25% percent southbound.
Table 3.10-1: Trafﬁc Volumes for Key Arterials (2002)
Arterial Segment

Daily
(both directions)

PM Peak Hour
(both directions)

Between 228th and 240th
Fitzgerald Road

5,900

600

35th Avenue SE

6,300

650

45th Avenue SE

4,200

420

240th Street SE

8,000

900

228th Street SE

11,000

1,350

6,500

800

Between 35th and 39th

Between 228th and Maltby Road
39th Avenue SE

Source: Mirai Associates 2004 (AppendixDEIS Appendix F).

Intersection Level-of-Service
The performance of streets and highways is most commonly measured in terms of delays at
intersections. Level-of-service (LOS) refers to the degree of congestion at an intersection and is
evaluated as delay per vehicle (in seconds per vehicle) on a scale from A to F. LOS A indicates
free-ﬂowing trafﬁc, while LOS F represents extreme congestion and long vehicle delays. For
signalized and unsignalized all-way stop-controlled intersections, the average vehicle delay
for the whole intersection is reported. For unsignalized, two-way stop-controlled intersections,
only the worst movement delay is reported for the intersection. Table 3.10-2 deﬁnes the levelsof-service for signalized and unsignalized intersections from the Highway Capacity Manual
(Transportation Research Board 2000).
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Table 3.10-2: LOS Criteria for Signalized and Unsignalized Intersections
LOS

Signalized Stopped Delay
per Vehicle (seconds)

Unsignalized Average
Total Delay per Vehicle
(seconds)

A

0-10

0-10

Little or no delay

Description

B

10-20

10-15

Short delays

C

20-35

15-25

Average delays

D

35-55

25-35

Long delays

E

55-80

35-50

Very long delays

F

>80

>50

Failure—extreme congestion

Source: Transportation Research Board 2000.

Six signalized intersections and 10 unsignalized intersections were analyzed for LOS in 2002 during
morning and evening peak hours. In 2002Currently, all of the signalized intersections operated at
LOS D or better. In the evening peak hour, the unsignalized all-way stop-controlled intersections of
240th/35th and 240th/39th operate at LOS F and LOS E, respectively. SixFive of the unsignalized
two-way stop-controlled intersections operate at LOS F in either the morning or evening peak hour.
Those intersections are: Monte Villa Parkway/39th, 228th/29th, 228th/39th, 228th/45th, and Maltby
Road/39th, and 39th/212th. Table 3.10-3 shows the LOS for selected intersections in the study area.
Table 3.10-3: Selected Intersections Level-of-Service (2002)
AM Peak Hour
Intersection

PM Peak Hour

LOS

Intersection
Delay1

LOS

Intersection
Delay1

I-405 southbound ramps and NE 195th Street

B

16

B

14

I-405 northbound ramps and NE 195th Street

B

17

C

24

N. Creek Parkway North and NE 195th Street

B

18

B

19

120th and NE 195th Street

C

20

D

51

C

16

C

16

120th and N. Creek Parkway South

3

120th and N. Creek Parkway North

A

5

A

9

39th and Monte Villa Parkway3

F

66

E

35

35th and 240th2

C

25

F

112

39th and 240th

2

C

19

E

41

45th and 240th

3

C

22

C

21

A

10

B

15

27th and 228th
29th and 228th

3

35th and 228th
39th and 228th

3

45th and 228th

3

39th and Maltby Road
39th and 212th

3

3

F

144

F

165

A

5

A

7

F

67

F

102

F

118

F

488

D

34

F

541

D

33

F

144

Source: Mirai Associates 2004 (AppendixDEIS Appendix F).
1 Delay is in seconds per vehicle.
2 Unsignalized all-way stop-controlled intersections
3 Unsignalized two-way stop-controlled intersections. (Delay is shown for the worst movement.)
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Travel Time
The northbound and southbound average travel times were calculated from driving times
measured on a midweek afternoon between 4:30 and 5:30 p.m. in spring 2003. The travel time
was measured from 500 feet south of the 39th/240th intersection to 1,000 feet north of the 39th/
228th intersection. The average travel time was 5.2 minutes in the northbound direction and
4.8 minutes in the southbound direction. These numbers are used to estimate improvements or
impacts of the proposed alternatives.
Multimodal Travel Opportunities
Transit
Three transit systems—King County Metro (KCM), Community Transit, and Sound Transit—
provide public transportation in or near the study area. All three provide service on I-405, at the
Bothell Park-and-Ride, and at the University of Washington/Cascadia College campus. Sound
Transit and Community Transit also provide service to the Canyon Park Park-and-Ride.
Span of Service and Transit Frequency
Service in the study area is predominantly commuter-oriented with connections to regional
service. Regional routes on I-405 stop at the Canyon Park (I-405) and Bothell (SR-522) Parkand-Rides and at the University of Washington/Cascadia College joint campus. Four routes
provide direct service to and from the study area: KCM 251, 341, 372 and Community Transit
Route 106. Figure 3.10-2 shows transit routes through the project area and in the region. Table
3.10-4 shows that the local transit service has 20- to 30-minute scheduled service intervals,
called headways, in the study area along 35th, along 240th from 35th to 39th, and on 120th to
NE 195th Street.
Table 3.10-4: Transit Service in the Study Area – Weekday
Travel Time1
Bus Route

King County Metro
251
King County Metro
341
King County Metro
372
Community Transit
105/106

Route Direction

UW/Cascadia campus
Woodinville/Redmond/Kirkland
North Creek/
Aurora Village
North Creek
Univ. of Wash.
Bothell P&R
Mariner P&R, Everett

Daily

Peak
Headway

Off-Peak
Headway

15

60

60

20

30

60

30

30

30

25

20

30

Source: King County Metro 2003.
1 Units are in minutes

The routes that offer transit connections from the two nearby park-and-rides and the college
campus are also shown in Figure 3.10-2. These routes are Sound Transit 530, 532, and 535
between the Everett Mall and the Bellevue Transit Center; and Sound Transit 522 between
Woodinville, the UW/Cascadia Campus, and Downtown Seattle.
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Community Transit Route 120 provides service to the Canyon Park and Bothell Park-and-Ride
lots. Community Transit 435 provides peak period weekday service from Mays Pond to Seattle,
with stops at the Canyon Park and Bothell Park-and-Rides, where transfers can be made to
North Creek Business Park. Community Transit Route 441 runs from the Edmonds Park-andRide to the Overlake Park-and-Ride in Redmond.
KCM Route 372 provides service from Woodinville to the Seattle University of Washington
campus with connections to North Creek Business Park at the Bothell Park-and-Ride. KCM Route
342 provides peak period service from the Shoreline Park-and-Ride to the Renton Transit Center.
Park-and-Ride Lots
The Canyon Park Park-and-Ride, located at the intersection of I-405 and SR-527, is the major
lot within the study area; it provides the adjacent business park with regional connections to
Sound Transit and Community Transit service. The capacity of the lot is 297 spaces. In 2001, it
operated at about 75% percent capacity.
Transportation Demand Management
KCM and Community Transit currently provide free carpool and vanpool matching service.
Commute trip reduction (CTR) programs for major employers are now required by state
legislation; employers meeting the CTR criteria must provide reserved carpool parking spaces
and facilities for bicycles.
Non-Motorized Transportation
Pedestrian and bicycle facilities provide connections to, from, and between the parks and
schools in the study area.
Pedestrian Facilities
Pedestrian facilities within the study area are mostly sidewalks in the business park around
the ofﬁce buildings south of 240th and a recreational trail. The North Creek Trail is a regional
commuter and recreation pedestrian facility located in the project area. Sidewalks have been
built throughout the North Creek Business Park and new multifamily developments on 228th
and 240th.
Bicycle Facilities
Bicycle facilities designated for the study area are described in Table 3.10-5. To date, only a
portion of the North Creek Trail is built, and that portion is through a section of the North Creek
Business Park. Portions of some streets in Bothell have bicycle paths. The following bicycle
paths are designated within the study area: 240th, NE 195th Street, North Creek Parkway, and
39th/120th.
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Table 3.10-5: Bicycle Facilities in Study Area
Type

Location

Class I (separate path)

North Creek Trail

Class II (signed on roadway)

228th (SR-527 to 19th Avenue NE)
120th (NE 195th Street to North Creek Parkway)
NE 195th Street (I-405 to 120th)
230th (Fitzgerald Road to 39th)
North Creek Parkway (from NE 195th Street to 120th)

Class III (on street, signed)

None

Source: Snohomish County Comprehensive Plan (1995) Bicycle Facility System.

Safety
Corridor Accidents
Accident data on selected road segments and intersections in the study area were analyzed. On
the seven roadway segments that were analyzed, 101 accidents occurred during the four-year
period from 1998 to 2001. Table 3.10-6 summarizes the total and average accident rates. No
“high accident locations” were identiﬁed.
Table 3.10-6: Corridor Accidents (1998 – 2001)
Street

Segment

Total
Accidents

Property
Damage Only

Injury

Average
Accident Rate1

120th/39th

From NE 195th Street to
240th

15

11

4

1.1

39th

From 228th to Maltby
Road

25

17

8

1.9

240th

From 35th to 45th

19

12

7

3.4

Fitzgerald
Road

From 240th to 228th

13

8

5

2.1

35th

From 240th to 228th

8

6

2

1.7

45th

From 240th to 228th

3

1

2

0.7

228th

From 27th to 45th

18

12

6

1.1

Source: Mirai Associates 2004 (AppendixDEIS Appendix F).
1 Accidents per million annual vehicle miles on roadway.

Accident rates for typical urban arterial facilities in Washington State range from 3 to 5 accidents
per million vehicle miles. Accident rates for the selected roadway segments in the study area
are generally lower than comparable roads (Table 3.10-6). The 240th corridor from 35th to 45th
has the highest average accident rate at 3.4. The majority of the accidents occurred at the 240th
and 35th intersection. During the years the accident data were recorded, this intersection was a
two-way stop-controlled intersection with north/south trafﬁc required to stop.
The segment of 39th from 228th to Maltby Road had the highest total accidents at 25. The corridor
accident rate is not the highest because of the length of the corridor and volume of trafﬁc. The
majority of the accidents occurred at the 39th and 212th intersection, which is a two-way stop-
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controlled intersection with east/west trafﬁc required to stop. Current programmed improvements
for this intersection include left-turn pockets in 2005 and signalization in 20062008.
Intersection Accidents
As shown in Table 3.10-7, there were 74 accidents at the 15 intersections that were examined
during the four years from 1998 to 2001.
Table 3.10-7: Intersection Accidents (1998 – 2001)
North/South
Street

Total
Accidents

Property
Damage Only

Injury

Average
Accident Rate1

NE 195th Street

120th

3

3

0

0.1

N. Creek Parkway North

120th

3

2

1

0.2

Monte Villa Parkway

39th

4

2

2

0.2

240th

35th

18

11

7

1.2

240th

39th

2

2

0

0.2

240th

45th

3

2

1

0.3

228th

27th

5

3

2

0.2

228th

29th

0

0

0

0.0

228th

31st

0

0

0

0.0

228th

35th

2

0

2

0.1

228th

39th

1

1

0

0.1

228th

45th

4

2

2

0.3

212th

39th

15

10

5

1.1

Maltby Road

39th

12

8

4

0.9

Maltby Road

York Road

2

1

1

0.1

East/West Street

Source: City of Bothell Accident Report Summaries (1998 – 2001).
1 Accidents per million entering vehicles per year at intersection.

The non-signalized intersection of 240th and 35th had the most accidents, with 18 occurring
in the four-year time period. The intersection of Maltby Road and 39th had 12 accidents in the
three years from 1999 to 2001. In the fall of 2003, work was started to realign the two Maltby
Road intersections to form one signalized intersection. This work has recently been ﬁnished and
should improve safety at the intersection.
Property Access
The property frontage on 39th and 45th is served by two-lane roads with no left-turn or right-turn
lanes. The average delay for vehicles entering these two roads from adjacent properties south
of 228th is 14 seconds per vehicle and 11 seconds per vehicle, respectively. Typical delays for
arterial routes in teh Bothell area range from 17 to 35 seconds per vehicle.
Driver Expectancy
Northbound and southbound drivers traveling between 240th and 228th must make a series of
left and right turns on 39th, 240th, 35th, and 228th. A route that requires a series of decisions
and maneuvers such as this does not have good lane continuity and is inconsistent with normal
driver expectancy.
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Compatibility with Regional Plans
A number of ongoing studies, plans, and projects within the study area will have varying degrees
of inﬂuence on the preferred alternative selected for the corridor. These plans are described in
the Draft EIS Appendix F, the Transportation Technical Report.
3.10.3 Environmental Impacts
General
The following impact analysis is a summary of the transportation performance of each
action alternative in the Bothell Connector study area compared to the No Action Alternative.
Construction and operation impacts of each alternative were evaluated. Capacity, mobility,
safety, multimodal travel, and compatibility with regional plans are discussed within the
operational impacts section. Information summarized in this section is explained in further detail
in the DEIS Appendix F, the Transportation Technical Report.
Since the Draft EIS was issued in 2004, the City of Bothell has completed a Comprehensive Plan
Update. This included an update of the Transportation Element for the entire Bothell roadway
network including the 39th Avenue corridor. The element included an update of the City’s
transportation project list and identiﬁed improvements for its entire arterial network. The element
included updated land use assumptions, trafﬁc information, and transportation goals and policies.
The Comprehensive Plan Update (2004) includes improvements at key intersections and
arterials that were previously shown to be deﬁcient in the DEIS analysis of the No Action. As
an example, the intersection of 120th Ave NE and North Creek Parkway South shows a LOS of
“F” in the DEIS No Action for the year 2030 because there was no accepted plan to signalize it.
The Revised No Action now includes a signal at this location.
Table 3.10-8 lists improvements that were identiﬁed in the recent Comprehensive Plan Update
that were not previously in the transportation plan while the DEIS analysis was being performed.
Table 3.10-8: Improvements Identiﬁed in Comprehensive Plan Update
Location

Difference from DEIS No Action
Revised 2010 No Action Improvements

I-405 southbound ramps and 195th

No change

I-405 northbound ramps and 195th

No change

N. Creek Parkway N. and 195th

No change

120th and 195th

No change

120th and N. Creek Parkway S.

No change

120th and N. Creek Parkway N.

NB/SB assumed as a 3-lane section

39th and Monte Villa Parkway

No change

35th and 240th

Signal

39th and 240th

Signal

45th and 240th

No change

27th and 228th

No change

29th and 228th

No change
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Location

Difference from DEIS No Action

35th and 228th

No change

39th and 228th

No change

45th and 228th

No change

39th and Maltby Road

No change

212th and 39th

Signal with NB/SB/EB/WB left turn channelization
Revised 2030 No Action Improvements

I-405 southbound ramps and 195th

No change

I-405 northbound ramps and 195th

No change

N. Creek Parkway N. and 195th

No change

120th and 195th

No change

120th and N. Creek Parkway S.

Signal

120th and N. Creek Parkway N.

No change

39th and Monte Villa Parkway

Signal

35th and 240th

No change

39th and 240th

Assume 5 lane section between 35th and 39th with
EB right channelization

45th and 240th

Signal with EB left channelization

27th and 228th

EB/WB 5 lane section

29th and 228th

EB/WB 5 lane section with median TWLTL

35th and 228th

EB/WB 5 lane section

39th and 228th

EB/WB 5 lane section

45th and 228th

NB/SB left turn channelization

39th and Maltby Road

No change

212th and 39th

Signal with NB/SB/EB/WB left turn channelization

South Segment (Initial Phase)
Direct Impacts – Construction
Proposed improvements under any of the action alternatives would create short-term temporary
delays during construction. Construction impacts on trafﬁc would be similar for all action
alternatives because efforts would be made to maintain existing trafﬁc lanes during construction.
The degree of impact would depend on the location, extent, and duration of construction of the
selected alignment.
Alternative 1a: 39th Avenue SE Alignment (Preferred Alternative)
Alternative 1a can be constructed with minimal trafﬁc impact because the existing 35th route
will still be in use during construction. Trafﬁc revisions but no closures will likely occur for short
periods of time at the intersections of 39th/228th and 39th/240th.
Alternative 1b: 39th Avenue SE Alignment (5 lane)
Alternative 1 1b would have similar construction impacts as Alternative 1a. It would allow the
35th route to still be in use during construction. Trafﬁc revisions but no closures would likely
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occur for short periods of time at the intersections of 39th/228th and 39th/240th, but would be
expected to be greater than Alternative 1a because of increased channelization requirements.
could be constructed with minimal trafﬁc impact because the existing 35th route would still be in
use during construction. Trafﬁc revisions but no closures would likely occur for short periods of
time at the intersections of 39th/228th and 39th/240th.
Alternative 2: 35th Avenue SE Alignment
Construction of Alternative 2 may result in part-time closure of 35th for two to three months
between 240th and 228th. During this time, non-local trafﬁc could be rerouted to either Fitzgerald
Road or 45th. In addition, construction would likely cause irregular short-term closures for another
three months. The identiﬁed detour route would likely become the preferred route for the duration
of the project once construction begins. Trafﬁc along 228th and 240th would be temporarily
affected by lane revisions during construction at the intersections with 35th.
Alternative 3: 35th/39th Avenue SE Alignment
Construction of Alternative 3 would close 35th between 240th and 228th for approximately three
months. This would be required because of the substantial grading that would occur near 228th.
During this time, non-local trafﬁc could be rerouted to either Fitzgerald Road or 45th. In addition,
this alternative would be constructed in phases with occasional short-term closures for another
three months.
The identiﬁed detour route would likely become the most heavily traveled route for the duration
of the project once construction begins. Trafﬁc along 228th and 240th would be temporarily
affected by lane revisions while construction is occurring at the intersections with 35th. At the
north end of the project, trafﬁc on 39th would encounter short-term detours while the new
roadway extension is connected to 39th Avenue. Trafﬁc may be rerouted to 45th during this
period.
Alternative 4: No Action
Under the No Action Alternative, it is anticipated that zoning densities within the study area
would likely increase, and that growth and development in the study area would continue to
occur. Existing roadways would be incrementally improved and new roadways would be added
in support of this growth. These improvements would happen in a piecemeal manner and would
likely create short-term construction impacts not related to this study and analysis.
Direct Impacts – Operation
Trafﬁc Volumes
Alternative 1a: 39th Avenue SE Alignment (Preferred Alternative). As shown in Table 3.10-9, the
average weekday trafﬁc volumes on the new 39th section between 240th and 228th would be
16,000 vehicles in 2010 and 20,000 vehicles in 2030.
The new section of 39th would reduce the daily and PM peak-hour volumes on the parallel
north/south streets of Fitzgerald Road, 35th, and 45th (see Table 3.10-10). With the addition
of this new street, the total north/south average weekday trafﬁc volumes between 240th and
228th would increase from 28,00024,800 to 33,00031,000 vehicles in 2010 and to increase from
39,300 to 50,00046,000 vehicles in 2030 when compared to the Revised No Action Alternative.
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Also, Alternative 1a would generally reduce trafﬁc volume on 240th between Fitzgerald Road
and 45th.
Alternative 1b: 39th Avenue SE Alignment. As shown in Table 3.10-9, the average weekday
trafﬁc volumes on the new 39th section between 240th and 228th would be 20,500 vehicles in
2010 and 28,500 vehicles in 2030.
The new section of 39th would reduce the daily and PM peak-hour volumes on the parallel north/
south streets of Fitzgerald Road, 35th, and 45th (see Table 3.10-10). However, wWith the addition
of this new street, the total north/south average weekday trafﬁc volumes between 240th and 228th
would increase from 28,000 to 35,500 vehicles in 2010 and towould increase from 33,500 to
48,500 vehicles in 2030 when compared to the Draft EIS No Action Alternative. Also, Alternative 1
would generally reduce trafﬁc volume on 240th between Fitzgerald Road and 45th.
In 2030, the trafﬁc model assumes that a new I-405 interchange is operational near 240th. The
I-405 interchange would only be connected to the street system east of I-405. The effects of this
interchange on the projected trafﬁc volumes were investigated under Alternative 1. Table 3.1010 shows the effects of the I-405 interchange on daily and PM peak-hour trafﬁc volumes in 2030
under Alternative 1. The effects of not including the interchange in the trafﬁc model would be
similar for the other action alternatives.
Table 3.10-8: Future Trafﬁc Volumes for 2010 and 2030 (Weekday Daily Average)
Arterial
Segments

No Action

Existing

Alternative 1

Alternative 2

Alternative 3

2010

2010

2010

2030

2010

2030

2030

2030

Between 228th and 240th
Fitzgerald Road

5,900

10,000

11,000

6,500

8,000

9,000

9,000

7,000

9,000

35th Avenue SE

6,300

10,000

14,000

4,000

7,000

14,500

20,500

22,500

20,500

39th Avenue SE

NA

NA

NA

20,500

28,500 NA

NA

NA

NA

45th Avenue SE

4,200

8,000

8,500

4,500

5,000

7,500

5,100

7,500

5,500

Between 35th and 39th
240th Street SE

8,800

15,500

22,000

7,000

17,000 17,500

26,000

4,500

26,000

228th Street SE

12,500

20,000

23,000

17,000

18,000 23,000

28,000

15,000

28,000

Between 27th and 35th
240th Street SE

6,400

10,500

23,000

6,500

21,500 9,000

23,000

7,000

23,000

228th Street SE

11,500

17,500

16,500

19,000

18,000 20,000

20,500

19,000

20,500

Between 39th and 45th
240th Street SE

6,200

12,000

14,500

8,500

10,000 10,500

13,500

9,000

13,500

228th Street SE

9,500

14,000

14,000

15,000

18,000 14,000

15,500

15,500

15,500

20,500

17,300

23,500 16,000

21,500

16,900

21,500

Between 228th and Maltby Road
39th Avenue SE

6,800

15,000

Between NE 195th Street and 240th
120th Avenue NE

15,000

18,000

22,500

22,500

29,000 19,500

25,000

22,000

25,000

I-405 to N.

21,000

33,500

33,500

33,000

33,500 33,000

32,000

33,000

32,000

N. Creek

15,000

21,500

21,000

21,500

20,500 21,000

20,000

21,500

20,000

South of NE 195th Street
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No Action

Existing
7,300

Alternative 1

Alternative 2

Alternative 3

2010

2030

2010

2030

24,500 13,500

21,500

15,000

21,500

2010

2030

2010

13,000

21,000

15,500

2030

Source: Mirai Associates 2004 (Appendix F).

Table 3.10-9: Future Trafﬁc Volumes for 2010 and 2030 (Weekday Daily Average)
Arterial
Segments

No Action

Existing

2010

2030

Alternative 1a

Alternative 1b

Alternative 2

Alternative 3

2010

2030

2010

2030

2010

2030

2010

2030

Between 228th and 240th
Fitzgerald Road

5,900

7,000

12,500 6,100

8,500

6,500

8,000

9,000

9,000

7,000

8,000

35th Avenue SE

6,300

9,600

16,400 4,400

11,000

4,000

7,000

14,500

20,500

22,500

30,000

39th Avenue SE

NA

NA

NA

22,000

20,500

28,500

NA

NA

NA

NA

45th Avenue SE

4,200

8,200

10,400 4.300

4,500

4,500

5,000

5,500

7,500

5,100

7,000

16,200

Between 35th and 39th
240th Street SE

8,800

17,500 26,500 8,500

20,000

7,000

17,000

17,500

26,000

4,500

12,000

228th Street SE

12,500

22,000 28,000 18,500

18,500

17,000

18,000

23,000

28,000

15,000

18,500

23,500

6,500

21,500

9,000

23,000

7,000

24,000

Between 27th and 35th
240th Street SE

6,400

11,500

28,000 7,000

228th Street SE

11,500

18,900 21,000 19,000

20,500

19,000

18,000

20,000

20,500

19,000

22,000

Between 39th and 45th
240th Street SE

6,200

13,500 15,500 8,500

10,000

8,500

10,000

10,500

13,500

9,000

11,500

228th Street SE

9,500

16,000 17,500 16,500

15,000

15,000

18,000

14,000

15,500

15,500

18,500

21,500

17,300

23,500

16,000

21,500

16,900

22,000
21,500

28,000

22,500

29,000

19,500

25,000

23,000

28,500

Between 228th and Maltby Road
39th Avenue SE

6,800

16,300 21,500 18,000

Between NE 195th Street and 240th
120th Avenue NE

15,000

20,000 24,000 22,500

Between I-405 and 120th Avenue NE
I-405 to N. Creek
Parkway

21,000

33,500 30,500 33,000

32,000

33,000

33,500

33,000

32,000

33,000

32,500

N. Creek
Parkway to 120th

15,000

20,500 20,000 20,000

22,000

21,500

20,500

21,000

20,000

21,500

20,000

14,000 20,000 15,000

23,000

15,500

24,500

13,500

21,500

15,000

22,000

South of NE 195th Street
120th Avenue NE

7,300

Source: Mirai Associates 2004 ( Appendix DEIS Appendix F) Revised.

Table 3.10-9: Future Trafﬁc Volumes for 2010 and 2030 (PM Peak Hour – Both Directions)
Arterial
Segments

Existing

No Action
2010

2030

Alternative 1

Alternative 2

Alternative 3

2010

2010

2010

2030

2030

2030

Between 228th and 240th
Fitzgerald Road

600

1,030

1,080

650

930

900

920

700

950

35th Avenue SE

650

1,100

1,430

390

720

1,570

2,000

2,250

2,940

39th Avenue SE

NA

NA

NA

2,050

2,900

NA

NA

NA

NA

45th Avenue SE

420

900

850

460

610

640

750

510

730
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Existing

No Action
2010

2030

Alternative 1

Alternative 2

Alternative 3

2010

2030

2010

2030

2010

2030

Between 35th and 39th
240th Street SE

900

1,580

2,200

710

1,710

1,880

2,570

480

1,220

228th Street SE

1,350

2,000

2,280

1,690

1,750

2,320

2,800

1,510

1,800

1,500

2,030

1,730

2,320

1,600

2,100

1,690

2,280

Between 228th and Maltby Road
39th Avenue SE

790

Between 27th and 35th
240th Street SE

650

1,050

2,300

650

2,150

900

2,300

700

2,400

228th Street SE

1,280

1,750

1,650

1,900

1,800

2,000

2,050

1,900

2,200

Between 39th and 45th
240th Street SE

610

1,200

1,450

850

1,000

1,050

1,350

900

1,150

228th Street SE

1,100

1,400

1,400

1,500

1,800

1,400

1,550

1,550

1,850

2,250

2,250

2,900

1,950

2,500

2,200

2,850

Between NE 195th Street and 240th
120th Avenue NE 1,520

1,800

Between I-405 and 120th Avenue NE
I-405 to N. Creek 2,520
Parkway

3,350

3,350

3,300

3,350

3,300

3,200

3,250

3,250

N. Creek
1,680
Parkway to 120th
Avenue NE

2,150

2,100

2,150

2,050

2,100

2,000

2,000

2,000

1,300

2,100

1,550

2,450

1,350

2,150

2,200

2,200

South of NE 195th Street
120th Avenue NE 730

Source: Mirai Associates 2004 (Appendix F).

Table 3.10-10:
Future Trafﬁc Volumes for 2010 and 2030 (PM Peak Hour – Both
Directions)
Arterial
Segments

Existing

No Action
2010

2030

Alternative 1a Alternative 1b Alternative 2
2010

2030

2010

Alternative 3

2030

2010

2030

2010

920

700

2030

Between 228th and 240th
Fitzgerald
Road

600

810

1,250

660

990

650

930

900

35th
Avenue SE

650

1,300 1,740

520

1,340

390

720

1,570 2,000

39th
Avenue SE

NA

NA

1,620

1,970

2,050

2,900 NA

NA

NA

NA

45th
Avenue SE

420

1,060 1,130

540

640

460

610

750

510

730

1,220

NA

640

950

2,250 2,940

Between 35th and 39th
240th
Street SE

900

1,760 2,650

870

2,010

710

1,710 1,880 2,570

480

228th
Street SE

1,350

2,200 2,800

1,840

1,850

1,690

1,750 2,320 2,800

1,510 1,800
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Existing

No Action
2010

Alternative 1a Alternative 1b Alternative 2

Alternative 3

2030

2010

2030

2010

1,630 2,150

1,790

2,190

1,730

2,320 1,600 2,100

1,690 2,280

700

2030

2010

2030

2010

2030

Between 228th and Maltby Road
39th
Avenue SE

790

Between 27th and 35th
240th
Street SE

650

1,150 2,800

720

2,350

650

2,150 900

2,300

2,400

228th
Street SE

1,280

1,890 2,120

1,880

2,060

1,900

1,800 2,000 2,050

1,900 2,200

Between 39th and 45th
240th
Street SE

610

1,360 1,560

850

1,000

850

1,000 1,050 1,350

900

1,150

228th
Street SE

1,100

1,600 1,760

1,650

1,500

1,500

1,800 1,400 1,550

1,550 1,850

2,270

2,860

2,250

2,900 1,950 2,500

2,200 2,850

Between NE 195th Street and 240th
120th
1,520
Avenue NE

2,020 2,400

Between I-405 and 120th Avenue NE
I-405 to
N. Creek
Parkway

2,520

3,350 3,060

3,300

3,220

3,300

3,350 3,300 3,200

3,300 3,250

N. Creek
1,680
Parkway
to 120th
Avenue NE

2,060 2,010

2,030

2,200

2,150

2,050 2,100 2,000

2,150 2,000

1,480

2,280

1,550

2,450 1,350 2,150

2,200 2,200

South of NE 195th Street
120th
730
Avenue NE

1,400 2,020

Source: Mirai Associates 2004 (AppendixDEIS Appendix F).

Table 3.10-10: Alternative 1 with and without the I-405 Interchange near 240th
Arterial Segment

Alt. 1 with 240th
Interchange

Alt. 1 without 240th
Interchange

% Change from No
Action

2030 PM Peak Hour
Between 228th and 240th
Fitzgerald Road

930

900

-3

35th Avenue SE

720

650

-10

39th Avenue SE

2,900

2,750

-2

45th Avenue SE

610

700

15

240th Street SE

1,710

1,360

-20

228th Street SE

1,750

1,750

0

Between 35th and 39th

Between 228th and Maltby Road
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Alt. 1 with 240th
Interchange
2,320

Alt. 1 without 240th
Interchange
2,300

% Change from No
Action
-1

2030 Daily
Between 228th and 240th
Fitzgerald Road

8,000

7,500

-6

35th Avenue SE

7,000

6,500

-7

39th Avenue SE

28,500

28,000

-2

45th Avenue SE

5,000

6,000

20

240th Street SE

17,000

13,500

-21

228th Street SE

18,000

18,000

0

2,300

-1

Between 35th and 39th

Between 228th and Maltby Road
39th Avenue SE

2,320

Note: Volumes are for 2030 Daily and PM Peak Hour in both directions.

If the new I-405 interchange were not constructed, more north/south trips would run through the
study area instead of through the interchange near 240th Street. Trafﬁc volumes to and from
the I-405 interchange at NE 195th Street would increase and congestion would worsen at the
southbound and northbound ramp intersections, on NE 195th Street, and on 120th south of
Monte Villa Parkway.
The trafﬁc volumes on 240th west of 39th would decrease 20% without the new I-405
interchange. The trafﬁc volumes on Fitzgerald Road, 35th, and 39th between 240th and 228th
would decrease slightly if no interchange were built. This decrease in volume without the
interchange is only in the southbound direction because vehicles on 228th and north of 228th
would continue to use the I-405 interchange at SR-527.
The trafﬁc volumes on 45th would increase 15 to 20% without the interchange. The 2030 trafﬁc
volumes, with and without the proposed I-405 interchange, are shown in Table 3.10-10 for the
PM peak hour and average weekday for streets in the study area.
Alternative 2: 35th Avenue SE Alignment. The average weekday trafﬁc volumes on 35th
between 240th and 228th would increase to 14,500 vehicles in 2010 (from 10,000 vehicles
under Draft EIS No Action) and would increase to 20,500 vehicles in 2030 (from 14,000 vehicles
under Draft EIS No Action). The 2010 and 2030 average weekday volumes are shown in Table
3.10-8. The 2010 and 2030 PM peak-hour trafﬁc volumes are shown in Table 3.10-9.
The road widening on 35th would increase average weekday trafﬁc volumes on 35th by 4,000 to
5,000 vehicles in 2010 and by 5,500 vehicles in 2030 when compared to the Draft EIS No Action
Alternative. The PM peak-hour trafﬁc volumes would increase by 470 vehicles in 2010 and by
570 vehicles in 2030 when compared to the No Action Alternative. The daily and PM peakhour trafﬁc volumes would be reduced on Fitzgerald Road and 45th, but not as much as under
Alternatives 1a and 1b. Alternative 2 would generally reduce trafﬁc volumes on 240th between
Fitzgerald Road and 45th in 2010 compared to the No Action Alternative, but this reduction
would dissipate by 2030 as regional trafﬁc volumes increase.
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Alternative 3: 35th/39th Avenue SE Alignment. The average weekday trafﬁc volumes on the
improved section of 35th would be 22,500 vehicles in 2010 and 30,500 30,000 vehicles in 2030.
The 2010 and 2030 average weekday volumes are shown in Table 3.10-9. The 2010 and 2030
PM peak-hour trafﬁc volumes are shown in Table 3.10-10.
Building Alternative 3 Improving 35th would reduce daily and PM peak-hour volumes on
Fitzgerald Road and 45th.This reduction would be less than under Alternative 1, but more than
under Alternative 2. The north/south average weekday trafﬁc volumes in the study area between
240th and 228th would increase from 22,00028,000 to 34,600 vehicles in 2010, and from 33,500
to 46,50045,000 vehicles in 2030 when compared to the No Action Alternative. Alternative 3
would reduce volumes on 240th between Fitzgerald Road and 45th more than Alternative 2 but
less than Alternative 1.
Alternative 4: No Action. In 2002, the daily volume of north/south trafﬁc on Fitzgerald Road,
35th, and 45th was 16,400 vehicles. By the 2010, the Revised No Action daily volumes are
predicted to increase to 24,80070% percent, and by 2030, volumes are expected to double to
total 33,50039,300 vehicles per day (vpd). During the PM peak hour, the north/south trafﬁc in
the study area on those roads would increase 85% from 1,670 to 3,170 vehicles in 2010 and
more than 100% percent to 4,120 vehicles by 2030 (see Tables 3.10-9 and 3.10-10).
Intersection LOS
The performance of each intersection was measured using the LOS standards in the Highway
Capacity Manual. The existing year 2002 intersections were compared to the opening year 2010
No Action Alternative intersections. The opening year 2010 and the design year 2030 action
alternative intersections were compared to the No Action Alternative intersections.
The basis for the analysis of intersection performance differed between Alternative 1a (the
Preferred Alternative) and Alternatives 1b, 2, and 3. Alternative 1a’s analysis is based on
assuming the completion of projects identiﬁed in the 2004 update of the City’s Comprehensive
Plan (Revised No Action). The intersection performance analysis for Alternatives 1b, 2, and 3
is based on assumed intersection improvements that were expected to occur because their
LOS would have fallen below the minimum threshold required by either the City of Bothell
and/or Snohomish County LOS regulations at the time of the publication of the Draft EIS (Draft
EIS No Action). These improvements would have been expected to have occurred by 2030
regardless of whether any action alternative was constructed or not. At the time the Draft EIS
was published, Bothell development regulations required intersections to operate at LOS D
within the study area. Snohomish County uses an arterial unit LOS. LOS E is their standard
based on travel speed, A comparison of the prior and revised No Action and the various action
alternatives is presented in Table 3.10-11. For the proposed project, all action alternatives are
designed to meet a minimum of LOS D.
Alternative 1a: 39th Avenue SE Alignment (Preferred Alternative). In 2010, Alternative 1a would
improve LOS at six intersections. This alternative would reduce volumes on the north/south
streets of Fitzgerald Road, 35th, and 45th, resulting in better LOS on these streets compared to
the Revised No Action Alternative.
By 2030, Alternative 1a area improvements would improve the LOS at many intersections
compared to the 2010 operations. The widening of 228th Street to ﬁve lanes, improvements to
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240th between 39th and 35th, signalization of 29th/228th, 39th/240th, 120th/N. Creek Parkway
South, and 45th/240th intersections would improve operations to a high level throughout the
corridor. Compared with the 2030 Revised No Action, the Preferred Alternative would improve
the LOS operation at eight of the study intersections. The higher capacity may attract additional
volumes along 120th resulting in worse operation at the intersection of 120th/North Creek
Parkway North from LOS C to D.
Alternative 1b: 39th Avenue SE Alignment. The performance of each intersection was measured
using the LOS standards in the Highway Capacity Manual. Bothell development regulations
currently require intersections to operate at LOS D within the study area while Snohomish
County requires LOS E. The more stringent requirement is used in this analysis. The existing
year 2002 intersections were compared to the opening year 2010 No Action Alternative
intersections. The opening year 2010 and the design year 2030 action alternative intersections
were compared to the No Action Alternative intersections. These comparisons are shown
in Table 3.10-11. Five intersections are assumed to have trafﬁc signals installed by 2030 in
accordance with either the City of Bothell and/or Snohomish County LOS regulations. These
trafﬁc signals are not considered part of the action alternatives, but rather their installation is
expected to occur because LOS will fall below the minimum threshold regardless of whether an
action alternative is constructed or not.
By 2010, Alternative 1b would improve LOS at ﬁve four intersections (Table 3.10-11). This
alternative would reduce volumes on the north/south streets of Fitzgerald Road, 35th, and
45th, resulting in better LOS on these streets compared to the DEIS No Action Alternative.
Alternative 1b would result in higher volumes on 120th, worsening the LOS at two intersections.
The intersection of 120th/195th would degrade from LOS C to D and the intersection of 120th/
North Creek Parkway South would degrade from LOS E to F compared to the DEIS No Action
Alternative. The intersection of 35th/240th is anticipated to require trafﬁc signalization by 2010
whether this project proceeds or not.
Table 3.10-11: Surface Street Intersections – LOS Comparison of PM Peak Hour (2010 and
2030)
Intersection

Existing

Revised No
Action1

Alternative
1a

Alternative
111b2

Alternative
2 12 2

Alternative
3 13 2

2002

2010

2010

2030

2010

2030

2010

2030

2010

2030

I-405
southbound
ramps and
195th

B

C

D5

C

D5

C

D

C

C

C

C

C

C

I-405
northbound
ramps and
195th

C

E

E

E

C

E

F

E

F

E

F

E

F

N. Creek
Parkway N. and
195th

B

C

C

C

D

C

C

C

C

C

C

C

C

120th and 195th

D

E

D6

E

D6

C

D

D

E

C

D

D

E

2

3

4

3

4

120th and N.
Creek Parkway
S.

C

F

2030 2010 2030

DEIS No
Action

A

F

A

E

23

38

F

23

F

B

4

E

23

A

4

23

F

A4
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Revised No
Action1

Alternative
1a

2002

2010

120th and N.
Creek Parkway
N.

A

C

B

C

39th and Monte
Villa Parkway

E2

F3

A3

35th and 240th

F3

F4

39th and 240th

3

E

D

4

45th and 240th

C2

F3

35th and
proposed 39th
Connector

--

27th and 228th
29th and 228th

F

F

35th and 228th

A

C

C7

39th and 228th

2

4

4

Alternative
111b2

Alternative
2 12 2

Alternative
3 13 2

2010

2030

2010

2030

2010

2030

2010

2030

B

B

B

B

C

B

B

B

B

F3

A4

F23

F38

F23

A4

F23

A4

F23

A4

F

B4

C

F38

E4

A4

C

C4

C

A4

D

E

C

4

D

38

F

F

C

4

C

C

4

B

C

4

C

C4

F3

B4

F23

F38

F23

C4

F23

B4

F23

B4

--

--

--

--

--

--

--

--

--

--

--

B

B

F

D4

D

C4

E

F

C

E

E

E

C

E

2

3

F

2

2030 2010 2030

DEIS No
Action

C

4, 7

D

7

4

D

7

E

3

4,7

F

B

B

B4

C

D

7
7

23

F

38

23

F

F

A

C

D

B

D

4

E

D

4

4

23

4

2

F

C4

F

C

B

C

C

C

C

D

C

C

B

A

B

45th and 228th

F

C

B

C

C

B

C

B

B

B

C

39th and Maltby
Road

F2

C4

C

C4

C

D4

E

D

E

D

E

D

E

39th and
proposed 39th
Connector

--

--

--

--

--

--

--

--

--

--

--

--

C

212th and 39th

F3

B4

C

B4

C

F23,610

F38,610

F59,610

F59,610

F59,610

F59,610

F59,610

F59,610

Source: Mirai Associates 2004 (Appendix DEIS Appendix F).
1 LOS calculations using Trafﬁcware, Synchro 6.0, Build 614.
12 Delay is in seconds per vehicle LOS calculation using Trafﬁcware, Synchro 5.0
23 Unsignalized, two-way stop-controlled intersection (LOS is for the worst minor movement)
3 Unsignalized all-way stop-controlled intersection
4 Model assumes trafﬁc signal installed
5 Does not include westbound right turn ramp to southbound I-405 assumed in Comprehensive Plan.
6 2030 assumes 240th Interchange
7 228th Street SE is assumed as 5 lanes
8 Unsignalized all-way stop-controlled intersection
59 Programmed improvements include installation of trafﬁc signal
610 LOS is based on an unsignalized intersection. Recently, installation of a trafﬁc signal has been programmed.
7 228th assumed as 5 lanes

By 2030, Alternative 1b would improve LOS at ten six intersections compared to the 2030 under
Draft EIS No Action Alternative. Higher volumes along 120th would worsen two intersections:
120th/195th from LOS D to E and 120th/North Creek Parkway North from LOS B to C. As
indicated previously, ﬁve intersections are anticipated to require trafﬁc signalization by 2030
whether this project proceeds or not. The alternative assumes signalization of 120th/North
Creek Parkway S., 39th/Monte Villa Parkway, 45th/240th, and 29th/228th as part of the 2030
improvements. These signals may be required whether this project proceeds or not.
Alternative 2: 35th Avenue SE Alignment. By 2010, Alternative 2 would improve the LOS at four
intersections compared to the Draft EIS No Action Alternative because of the increased road
capacity produced by this alternative. Other intersections would operate similar to the Draft EIS
No Action Alternative (Table 3.10-11).
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By 2030, Alternative 2 would improve LOS at eleven seven intersections compared to the
Draft EIS No Action Alternative. In addition, four intersections are anticipated to require
trafﬁc signalization by 2030 whether this project proceeds or not. The alternative assumes
signalization of 120th/North Creek Parkway S., 39th/Monte Villa Parkway, 45th/240th, and 29th/
228th as part of the 2030 improvements. These signals may be required whether this project
proceeds or not.
Alternative 3: 35th/39th Avenue SE Alignment. By 2010, Alternative 3 would improve LOS at
ﬁvefour intersections in the study area compared to the Draft EIS No Action Alternative (Table
3.10-11). Lower trafﬁc volumes on Fitzgerald Road and 45th would improve the intersection
LOS on those streets. Higher volumes on 120th, however, would cause two intersections to
degrade: 120th/195th from LOS C to D, and 120th/North Creek Parkway South from LOS E to F
compared to the Draft EIS No Action Alternative. The intersection of 35th/240th is anticipated to
require improvement by 2010 whether this project proceeds or not.
By 2030, Alternative 3 would improve LOS at ten ﬁve intersections (Table 3.10-11) compared
to the Draft EIS No Action Alternative. The alternative assumes signalization of 120th/North
Creek Parkway S., 39th/Monte Villa Parkway, 45th/240th, and 29th/228th as part of the 2030
improvements. These signals may be required whether this project proceeds or not. Higher
volumes on 120th, however, would worsen the 120th/195th intersection from LOS D to E. In
addition, ﬁve intersections are anticipated to require improvement by 2030 whether this project
proceeds or not.
Alternative 4: Revised No Action. By 2010, compared to existing (2002) conditions ﬁve
intersections are expected to improve, and ten are expected to deteriorate. The ﬁve
intersections would improve due to the addition of trafﬁc signals. Each of the unsignalized
intersections would be expected to operate at LOS F because trafﬁc in at least one direction at
the intersection would be delayed and considered failing. Six signalization projects are assumed
by 2010 to maintain corridor operations.
By 2030, the LOS at three intersections would operate worse compared with 2010 conditions.
Three signalized intersections in the study area would operate at LOS E or F: I-405 northbound
off-ramp/195th; 240th/35th; and 240th/39th. In addition to the 2010 improvements, three
signalization projects are assumed by 2030 to maintain corridor operations.
Draft EIS No Action. By 2010, four intersections are expected to improve, and 10 are expected
to deteriorate (Table 3.10-11). Three of the intersections would improve with the addition of
trafﬁc signals. The intersection of 120th/195th would improve slightly to LOS C because of
changing trafﬁc patterns. Each of the unsignalized intersections would operate at LOS E or F
because trafﬁc in at least one direction at the intersection would be delayed and considered
failing. In most of these situations, trafﬁc signals would likely be warranted and added to the
City’s capital improvement project list. However, it is possible that appropriate LOS at some of
these intersections may not be achieved even with signalization because of the constraints of
the existing roadway capacity. Two signalized intersections at the I-405 northbound off-ramp/
195th and 228th/27th are expected to worsen to LOS E.
By 2030, the LOS at many intersections would generally worsen compared with 2010 conditions
(Table 3.10-11). Three signalized intersections in the study area would operate at LOS F: I-405
northbound off-ramp/195th; 240th/39th; and 228th/27th. The unsignalized intersections would all
operate at LOS F because trafﬁc in at least one direction at the intersection would be delayed
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and considered failing. The signalized intersections of 240th/35th, 228th/39th, and Maltby
Road/39th would operate at LOS E. In most of these situationsFor 240th/35th, improvements
would likely be warranted and added to the City’s capital improvement project list. 228th/39th,
and Maltby Road/39th are in Snohomish County which has a minimum requirement of LOS E. It
However, it is possible that appropriate LOS at some of these intersections may not be achieved
even with signalization because of the constraints of the existing roadway capacity.
Average Travel Times
Analysis of average travel times compares the minutes of time required to travel north or south
through the study area. Calculations for the revised No Action and Alternative 1a include
travel distance, intersection delay, and a vehicle queuing delay factor to estimate total travel
time. Calculations for the DEIS No Action and Alternatives 1b, 2, and 3 include only travel
distance and intersection delay. The Revised No Action and Alternative 1a estimates also are
based on updated land use and roadway network assumptions as well as an updated version
of the intersection analysis model. Thus, comparison between the preferred alternative and
Alternatives 1b, 2, and 3 is limited. A comparison of the Draft EIS and Revised No Acton and the
various action alternatives is presented in Table 3.10-12.
Alternative 1b: 39th Avenue SE Alignment (3 lane) (Preferred Alternative). With the completion
of the Preferred Alternative, it would take 3.8 minutes to travel northbound and 3.3 minutes to
travel southbound through the study area during the 2010 PM peak hour, representing a 52–55
percent decrease over the No Action travel times (Table 3.10-12). In the 2030 PM peak hour, it
would take 4.1 minutes to travel northbound and 3.7 minutes to travel southbound, a 65 percent
reduction from the revised No Action.
Alternative 1b: 39th Avenue SE Alignment (5 lane). As shown in Table 3.10-12, Improvements
under Alternative 1b would reduce north/south travel times through the study area.
The construction of the segment of 39th from 240th to 228th would reduce the north/south travel
times through the study area by more than half in the 2010 and 2030 PM peak hour compared
to the Draft EIS No Action Alternative. In the 2030 PM peak hour, it would take 3.7 minutes to
travel northbound and 3.2 minutes to travel southbound., a reduction of 4.1 minutes and 3.9
minutes, respectively.
Alternative 2: 35th Avenue SE Alignment. As shown in Table 3.10-12, Improvements under
Alternative 2 would reduce the north/south travel times through the study area. In the 2030
PM peak hour, the travel times through the study area would be only slightly longer than the
2010 travel times because of the improvements to 240th related to the proposed new I-405
interchange. In the 2030 PM peak hour, it would take 5.5 minutes to travel northbound and
5.7 minutes to travel southbound through the study area, a reduction of 2.3 minutes and 1.4
minutes, respectively, compared to the Draft EIS No Action Alternative. Alternative 2 would have
the lowest percentage of change in travel times of any action alternative when compared to the
No Action Alternative.

Bothell Connector Final EIS
November 2, 2006

Table 3.10-12:

5-91M-15306-0
Page 3-195

PM Peak-Hour North/South Travel Times (minutes) (2010 and 2030)

2002

Revised
No
Action

Alt.
1a

Peak
Direction
(Northbound)

5.2

8.0

3.8

Reverse
Peak
Direction
(Southbound)

4.8

7.4

Peak
Direction
(Northbound)

5.2

Reverse
Peak
Direction
(Southbound)

4.8

Travel
Direction

Change
from
Rev. No
Action

%
Change
from
DEIS No
Action

DEIS
No
Action

Alt.
1b

-52%

7.9

3.4

-57%

5.4

3.3

-55%

7.6

3.4

-55%

11.6

4.1

-65%

7.8

3.7

10.9

3.7

-66%

7.1

3.2

%
Change
from
DEIS No
Action

Alt.
3

%Change
from DEIS
No Action

-32%

3.9

-51%

5.1

-33%

3.9

-49%

-53%

5.5

-29%

4.3

-45%

-55%

5.7

-20%

4.1

-42%

Alt.
2

Year 2010

Year 2030

Source: Mirai Associates 2004 (Appendix Draft EIS Appendix F).

Alternative 3: 35th/39th Avenue SE Alignment. As shown in Table 3.10-12, Alternative 3 would
reduce the north/south travel times through the study area by 40 to 50% when compared to the
Draft EIS No Action Alternative. In the 2030 PM peak hour, it would take 4.3 minutes to travel
northbound and 4.1 minutes to travel southbound through the study area, a reduction of 3.5
minutes and 3.0 minutes, respectively, from the Draft EIS No Action Alternative. Alternative 3
would decrease travel times more than Alternative 2, but less than Alternatives 1a and 1b.
Alternative 4: No Action. In 2010, the Revised No Action Alternative would take 8.0 minutes to travel
northbound and 7.4 minutes to travel southbound through the study area during the PM peak hour
(Table 3.10-12). This calculation includes the delay caused by vehicle queuing that was not included
in the DEIS travel time analysis. For 2030, travel time for the Revised No Action Alternative would
increase to 11.6 minutes in the northbound direction and 10.9 minutes in the southbound direction.
With the DEIS No Action Alternative during the 2010 PM peak hour, it would take 7.9 minutes to
travel northbound and 7.6 minutes to travel southbound through the study area. In 2030, trafﬁc
volumes would generally increase over the 2010 volumes, but the improvements to 240th make
the 2030 PM peak-hour travel times similar to the 2010 PM peak-hour travel times.
Transit
Travel times are presented in Table 3.10-12.
Alternative 1a: 39th Avenue SE Alignment (3 lane) (Preferred Alternative). Alternative 1a would
provide a faster and more direct route for buses, with signalized lights for left turns on 228th and
240th. Based on the results of the travel time analysis, Alternative 1a would reduce travel time
for buses by an average of 53 percent in 2010 and 65 percent in 2030 compared to the Revised
No Action Alternative (Table 3.10-11).
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Alternative 1b: 39th Avenue SE Alignment (5 lane). Alternative 1b would provide a faster and
more direct route for buses, with signalized lights for left turns on 228th and 240th. Alternative
1b would reduce travel time for buses by an average of 56% percent in 2010 and 54% percent
in 2030 compared to the Draft EIS No Action Alternative (Table 3.10-12).
Alternative 2: 35th Avenue SE Alignment. Travel time for transit under Alternative 2 would
be improved by an average of 32% percent in 2010 and 24% percent in 2030, the smallest
improvement of any action alternative (Table 3.10-12).
Alternative 3: 35th/39th Avenue SE Alignment. Alternative 3 would reduce transit travel time by
amounts slightly less than Alternative 1, but still close to a 50% percent reduction in 2010 and
43 percent reduction in 2030 when compared to the Draft EIS No Action Alternative.
Alternative 4: No Action. In 2010 and 2030, transit is expected to continue to use 35th,
increasing the headways on transit service throughout the day.
Non-Motorized Transit
Alternative 1a: 39th Avenue SE Alignment (3 lane) (Preferred Alternative) would provide
sidewalks and a Class II bicycle lane on the new roadway between 228th and 240th. The
narrower roadway cross-section would reduce pedestrian crossing times and more easily allow
bicyclists to move to the center left turn lane at intersections compared with a ﬁve lane roadway.
Alternative 1b: 39th Avenue SE Alignment (5 lane) would provide sidewalks and a Class II
bicycle lane on the new roadway between 228th and 240th.
Alternative 2: 35th Avenue SE Alignment would provide sidewalks and a Class II bicycle lane
along the upgraded section of 35th between 228th and 240th. Similar non-motorized facilities
would be provided in the improved sections of 228th and 240th between 35th and 39th.
Alternative 3: 35th/39th Avenue SE Alignment would provide sidewalks and a Class II bicycle
lane along the new and upgraded section of 35th between 228th and 240th, and along the 35th
Avenue extension north from 228th to 39th and south from 236th to 240th.
Alternative 4: No Action. The City of Bothell Pedestrian Facilities Plan identiﬁes a project by
2030 to expand the North Creek Trail northward to connect with residential areas near Filbert
Road (212th and SR-527) and southward to the Sammamish River Trail. In addition, several
bicycle facilities are proposed by 2030 along various roads within the study area. Detailed
locations of the bicycle facilities are outlined in the DEIS Appendix A.
Safety
Alternative 1a: 39th Avenue SE Alignment (3 lane) (Preferred Alternative). Alternative 1a would
provide good lane continuity and would improve property access with center median turn lanes.
The Preferred Alternative would have a smaller cross-section (fewer lanes) than Alternatives
1b, 2, and 3, thereby shortening the crossing distance at access points along the corridor. This
alternative is thereby expected to provide good route connectivity.
Driver Expectancy. The Preferred Alternative would provide good lane continuity. Through-trafﬁc
lanes south of 240th would be continuous with lanes north of 228th. No turning movements or
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east-to-west movements would be necessary to remain on the arterial. Traveling north to south,
an additional southbound through lane at the intersection of 240th/39th would be dropped at
the Monte Villa Parkway signal. Traveling south to north, the second northbound through lane
on 39th south of 240th would become a left turn land at 240th/39th. The roadway’s expected
vertical alignment would allow all vehicles to maintain the speed limit. Left-turn lanes that are
speciﬁc to their intersection serve left turns. Right turns would be either exclusive right-turn
lanes or combined through/right-turn lanes.
Property Access. The construction of a new arterial would open approximately 5,000 feet of
access along the proposed alignment of 39th for new development. Trafﬁc volumes would be
heavy on 39th, with an average weekday trafﬁc volume in 2030 of 22,000 vehicles, making
turning movements potentially difﬁcult during peak hours. However, because the 3-lane
alternative would provide a center two-way-left turn lane, vehicles may be able to make a twostage left turn, improving a driver’s opportunity to take advantage of directional gaps in trafﬁc.
Because the alignment would divert trips from 35th and 45th resulting in lower volumes on those
roads, property access would continue to be high. The average delay per vehicle turning left
from the properties adjacent to 35th, 39th, and 45th during the 2030 PM peak hour would be:
•

35th Avenue SE – 27 seconds

•

39th Avenue SE – 23 seconds (assumes use of left-turn lane)

•

45th Avenue SE – 13 seconds

On both 35th and 45th, property access would be served from the existing two-lane roadway.
Along the new alignment of 39th, properties would be served by a three-lane roadway with a
two-way center turn lane.
Non-motorized Safety Hazard Locations. The Preferred Alternative would improve safety
for pedestrians and bicyclists on the new roadway between 228th and 240th by providing
designated bicycle lanes along most of the new alignment and new sidewalks. Improvements
to other connecting east-west streets near 39th would also provide an enhanced non-motorized
environment compared with the No Action Alternative. The three-lane cross-section would
shorten pedestrian crossing distances and provide a median to allow two-stage crossing
maneuvers.
Alternative 1b: 39th Avenue SE Alignment (5 lane). Alternative 1b would provide good lane
continuity. In other words, drivers would not have to change lanes or make turns to follow the
route through the area. Property access would be improved over the No Action Alternative. This
alternative would be expected to have the a low accident rate of the action alternatives because
of the route continuity.
Driver Expectancy. Alternative 1b provides the best lane continuity. Through-trafﬁc lanes south
of 240th would be continuous with lanes north of 228th. A driver would be able to travel in the
same lane from south of 240th to north of 228th.
Alternative 1b has an 800-foot section where the grade is 6% percent. The roadway’s vertical
alignment would allow all vehicles to maintain the speed limit. There are no locations where
a lane approaching an intersection is forced to turn left or right. All approach lanes continue
through their respective intersections. Left-turn lanes that are speciﬁc to their intersection serve
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left turns. Right turns would be either exclusive right-turn lanes or combined through/right-turn
lanes.
Property Access. The construction of a new arterial would open up approximately 5,000 feet
of access along the proposed alignment of 39th for new development. Trafﬁc volumes would
be heavy on 39th, with an average weekday trafﬁc volume in 2030 of 28,500 vehicles, making
property access difﬁcult. Because the alignment would divert trips from 35th and 45th resulting
in lower volumes on those roads, property access would be comparable to existing conditions.
Average weekday trafﬁc volumes would be 7,000 vehicles on 35th and 5,000 vehicles on 45th.
The available gaps (room for cars to enter from side streets) on both 35th and 45th would be
approximately the same as today. The average delay per vehicle turning left from the properties
adjacent to 35th, 39th, and 45th during the 2030 PM peak hour would be:
•

35th Avenue SE – 15 seconds

•

39th Avenue SE – 75 seconds (assumes use of left-turn lane)

•

45th Avenue SE – 13 seconds

On both 35th and 45th, property access would be served from the existing two-lane roadway.
Along the new alignment of 39th, the properties would be served by a ﬁve-lane roadway with a
two-way center turn lane.
The new alignment of 39th would traverse a hillside with associated cuts, ﬁlls, and walls. These
would affect the design of access points along the route. The walls, cuts, and ﬁlls would limit
locations where access connections could be made to 39th.
Non-motorized Safety Hazard Locations. Alternative 1b would improve safety for pedestrians
and bicyclists on the new roadway between 228th and 240th by providing designated bicycle
lanes along most of the new alignment and new sidewalks. Improvements to other connecting
east-west streets near 39th would also provide an enhanced non-motorized environment
compared with the No Action Alternative.
Alternative 2: 35th Avenue SE Alignment. Alternative 2 would require the greatest number
of turning and lane changes to navigate the through movement of the 39th corridor. In addition,
it would have high trafﬁc volumes that complicate property access. Of the three action
alternatives, this Alternative 2 would be expected to have the highest accident rate.
Driver Expectancy. Alternative 2 requires a series of turning movements similar to the No
Action Alternative and would perform in a similar manner. Alternative 2 has two locations where
vehicles approaching an intersection would be in a mandatory left-turn or right-turn lane. These
are the eastbound to northbound left turn at 228th and 39th, and the southbound to eastbound
left turn at 240th and 35th.
Property Access. Under Alternative 2, 35th would be improved to four lanes and a center leftturn lane. The linear property frontage would be the same as the No Action Alternative. The
average daily weekday trafﬁc in 2030 would increase on 35th from 6,300 (2002) to 20,500 and
on 45th from 4,200 to 7,500 over existing conditions. The ﬁve-lane with a two-way center turn
lane design on 35th would have more gaps than the No Action Alternative because of the center
left-turn lane, and the simultaneous arrival and passing of cars on the ﬁve-lane roadway. The
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average delay per vehicle turning left from the properties adjacent to 35th and 45th during the
2030 PM peak hour would be:
•

35th Avenue SE – 32 seconds (assumes use of two-way center turn lane)

•

45th Avenue SE – 15 seconds

The property along 35th would be served from the new ﬁve-lane roadway with a two-way center
turn lane. Because of roadway widening, there would be new walls, cuts, and ﬁlls that would
affect access on 35th.
Non-motorized Safety Hazard Locations. Alternative 2 would improve safety for pedestrians and
bicyclists on the upgraded section of 35th between 228th and 240th. Improvements to sections
of 228th and 240th between 35th and 39th would also provide an enhanced non-motorized
environment compared with the No Action Alternative.
Alternative 3: 35th/39th Avenue SE Alignment. Alternative 3 would have good lane continuity
and would require a minimum of turning maneuvers. This alternative, which has two additional
intersections, would be 800 feet longer than Alternatives 1a, 1b, and 2. The accident rate for this
alternative would probably be greater than Alternatives 1a and 1b, and lower than Alternative 2.
This alternative would also have higher trafﬁc volumes than the No Action Alternative, resulting
in fewer gaps and additional conﬂicts for trafﬁc entering and exiting adjacent property.
Driver Expectancy. Alternative 3 has good lane continuity, although the out-of-direction travel is
greater than Alternative 1a or 1b. Through-trafﬁc lanes south of 240th would be continuous with
lanes north of 228th. A driver would be able to travel in the same lane from south of 240th to
north of 228th.
South of its intersection with 228th, Alternative 3 has a 400-foot section where the grade would
be 8% south of its intersection with 228th. There would be an increase in the number of lane
changes as faster vehicles move around slower vehicles in this section.
There are no locations where a lane approaching an intersection turns into a right-turn-only
or left-turn-only lane. All approach lanes continue through their respective intersections. Leftturn lanes that are speciﬁc to an intersection serve left turns. Right turns are served either by
exclusive right-turn lanes or combined through/right-turn lanes.
Property Access. The construction of Alternative 3 would add about 3,000 feet of additional
length roadway that may serve as property access points. The average daily weekday trafﬁc
in 2030 would increase from today’s 6,300 to 29,800 30,000vehicles per day on 35th. On 45th,
daily trafﬁc volumes would increase from today’s 4,200 to 7,300 7,000. The four-lane/center
left-turn lane design on 35th would reduce the number of gaps for property ingress and egress
compared to existing conditions and the No Action Alternative. The south extension of 35th to
240th would signiﬁcantly reduce volume and improve property access.
The average delay per vehicle turning left from the properties adjacent to 35th and 45th during
the 2030 PM peak hour would be:
•

35th Avenue SE – 74 seconds (assumes use of left-turn lane)
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45th Avenue SE – 15 seconds

A portion of 35th would be incorporated into the new arterial with four through-trafﬁc lanes and
a continuous two-way center turn lane. There would be connections between 39th and 35th at
the north and south ends of the alignment. Segments of 35th that are part of the new roadway
would require alignment and grade changes that would result in additional walls, cuts, and ﬁlls.
These would affect the design of access points along the route.
Non-motorized Safety Hazard Locations. Alternative 3 would improve safety for pedestrians and
bicyclists on the new and upgraded section of 35th between 228th and 240th, and along the
35th extension north from 228th to 39th and the 39th extension south of 240th.
Alternative 4: No Action. The No Action Alternative would not change current overall
transportation safety conditions in the project area. Driver expectancy would be similar to
existing conditions. As trafﬁc volumes increase over time, there would be a corresponding
reduction in gaps in trafﬁc that allow ingress and egress from adjacent properties. Under the
Revised No Action alternative, the 2030 estimated delay for left-turning vehicles entering 35th
from adjacent properties would be 48 seconds per vehicle and 21 seconds per vehicle on 45th
during the PM peak hour. For Under the DEIS No Action alternative 2030 PM peak-hour trafﬁc,
the estimated delay for left-turning vehicles entering 35th from adjacent properties would be 35
seconds per vehicle and 17 seconds per vehicle on 45th. Safety conditions for pedestrians and
bicycles would improve in the project area only where improvements are already planned (see
Section 2.2). In general, safety for pedestrians and bicycles would decrease in the project area
over time as trafﬁc increases.
Compatibility with Regional Plans
The three four action alternatives are consistent with all of the 2030 I-405 improvements;
the Woodinville SR-202 overcrossing of SR-522; all state plans for SR-9 and SR-527;
and Snohomish County improvements. These projects are consistent with adopted state
transportation plans. The No Action Alternative is alternatives are consistent with all regional and
state plans listed above but is not consistent with the I-405 Corridor Program Final EIS and the
comprehensive planning goals of the City of Bothell and Snohomish County.
Indirect and Cumulative Impacts
Indirect and cumulative transportation effects are primarily associated with the transportation
demand of the project and other future developments. While not expected to induce additional,
unplanned growth, construction and operation of the project could affect the rate, timing, and
speciﬁc location of planned growth within the project area.
The travel demand model that was developed for the City of Bothell included travel projections
for the years of 2002 (existing background data for the model), 2010 (year of project opening),
and 2030 (20 years after project opening). Land use information that was used to develop the
model included assumptions regarding future public and private projects by type of use to the
year 2030. Therefore, the indirect and cumulative impacts associated with other concurrent and
future development activities are most likely reﬂected in the trafﬁc projections and transportation
impacts presented above.
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The Washington State Growth Management Act requires state and local governments to
manage growth by preparing comprehensive plans and implementing them through capital
investments, land use, and natural resource regulation. However, as trafﬁc volumes increase
in this corridor because of improvements south of 228th, development pressures may mount to
provide improved or new services north of 228th faster than identiﬁed in the City’s or County’s
comprehensive plan. There may also be pressure to changes to the comprehensive plans to
permit new uses or different densities. The capacity of a two-lane road is 14,000 to 15,000
vpd (see Appendix F for more information). All alternatives, even the No Action Alternative,
forecast daily volumes on 39th (north of 228th) to be greater than or equal to 15,000 vpd. These
trafﬁc volumes will exceed the desirable threshold of a two-lane roadway for the length of 39th
between 228th and Maltby Road under all of the alternatives. At these higher volumes on a twolane road, trafﬁc accidents and delays for vehicles turning from 39th north of 228th would likely
increase.
The WSDOT Design Manual (2003) suggests that any location with 3% or higher turning
volumes should be considered for left-turn treatment at a total design hour volume of 1,000
vehicles or more. With the current development trend along this section of 39th, several
intersections along the corridor would meet the 3% criterion under all alternatives by the
opening year 2010. Trafﬁc volumes between now and 2030 are expected to triple. By 2010,
the volumes would justify the addition of left-turning lanes at all major access points along 39th
between 228th and Maltby Road as well as signalization of the intersection of 212th and 39th.
Without a trafﬁc signal at this intersection, more than 200 seconds of average delay for crossstreet trafﬁc could be expected during peak hours. However, with signalization and left-turn
channelization on 39th, this intersection would perform at LOS C. Trafﬁc volumes between now
and 2030 are expected to triple and the volumes would exceed the capacity of even a three-lane
roadway. Alternative 1 is expected to have the greatest and earliest pressure for widening of all
the alternatives. Alternative 3 would have the second highest pressure followed by Alternative 2
and the No Action.
North Segment (Future Phase)
Draft EIS
Alternative 1a: 39th Avenue SE Alignment (3 lane) (Preferred Alternative)
Under Alternative 1a, the potential future north segment improvements would include expanding
the existing two-lane 39th roadway between 228th and Maltby Road (SR-524) to between three
and ﬁve lanes. The road would have a two-way center turn lane, and either two or four general
travel lanes. Bicycle lanes, planting strips, and sidewalks would be provided on both sides of the
road.
Direct Impacts

Construction. North segment improvements under any of the action alternatives would create
short-term trafﬁc problems during construction. Construction impacts on trafﬁc would be similar
for all action alternatives because efforts would be made to maintain existing trafﬁc lanes during
construction. The degree of impacts would depend on the location, extent, and duration of
construction of the selected alternative.
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Construction activities in the north segment of 39th may require temporary street closures.
A trafﬁc detour plan would need to be prepared to maintain north-south trafﬁc ﬂow during the
street closures.
Operation. In 2010, the average weekday trafﬁc volumes on 39th Avenue in the north project
area are expected to increase from 16,300 to 18,000 vehicles, resulting from the increase in
capacity between 228th and 240th. In 2030, volumes between 228th and Maltby Road are
expected to increase to 21,500 vehicles, similar to the Revised No Action alternative.
Isolated left-turn lanes are warranted based on opposing versus turning volumes along with
average travel speeds. The WSDOT Design Manual suggests that any location with 3% or
higher turning volumes should be considered for left-turn treatment at a total design hour
volume of 1,000 vehicles or more.
With the current development trend along this section of 39th, several intersections along
the corridor would meet the 3% criteria. The decision to provide continuity in the median by
connecting the individual left-turn lanes is not clearly warranted. It is a judgment decision based
on the safety beneﬁts that would be realized by removing left-turning vehicles from the throughtrafﬁc stream.
While there are examples of roads carrying up to 20,000 vpd without left-turn lanes, these are
always high accident routes. Therefore, it is recommended that 10,000 vpd be the threshold
where additional lanes are considered for the northern portion of 39th. Under Alternative 1, this
volume threshold would suggest the construction of an additional lane(s) shortly after 2010.
Indirect and Cumulative Impacts

Indirect and cumulative transportation impacts associated with the north segment would be the
same as those described for the south segment.
Alternative 1b: 39th Avenue SE Alignment (5 lane)
Transportation impacts associated with construction and operation of the north segment under
this alternative would be the similar to those described for Alternative 1a. Under Alternative 1b,
the potential future north segment improvements would include expanding the existing two-lane
39th roadway between 228th and Maltby Road (SR-524) to between three and ﬁve lanes. The
road would have a two-way center turn lane, and either two or four general travel lanes. Bicycle
lanes, planting strips, and sidewalks would be provided on both sides of the road.
Direct Impacts

Construction. North segment improvements under any of the action alternatives would create
short-term trafﬁc problems during construction. Construction impacts on trafﬁc would be similar
for all action alternatives because efforts would be made to maintain existing trafﬁc lanes during
construction. The degree of impacts would depend on the location, extent, and duration of
construction of the selected alternative.
Construction activities in the north segment of 39th may require temporary street closures.
A trafﬁc detour plan would need to be prepared to maintain north-south trafﬁc ﬂow during the
street closures.
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Operation. Widening 39th between 228th and Maltby Road to up to ﬁve lanes would increase
average weekday trafﬁc volumes on 39th between 240th and 228th up to 3,000 vehicles per day
in 2030 (from 28,500 to 31,500 vehicles). While trafﬁc volumes on 39th would increase, there
would be little change in the total north/south trafﬁc between 240th and 228th because the trafﬁc
volumes on Fitzgerald Road, 35th, and 45th would decrease 10 to 20% percent in 2030.
The average weekday volumes on 39th in the north project area from 228th to Maltby Road
would increase by up to 7,000 vehicles per day (vpd) in 2030 (from 23,500 to 30,500 vehicles).
This would largely be due to the increased capacity at the 39th and Maltby Road intersection.
Widening 39th to up to ﬁve lanes from 228th to Maltby Road would reduce daily trafﬁc volumes
on 228th and have minor impacts south of 240th. Similar impacts would occur during the PM
peak hour.
Isolated left-turn lanes are warranted based on opposing versus turning volumes along with
average travel speeds. The WSDOT Design Manual suggests that any location with 3% percent
or higher turning volumes should be considered for left-turn treatment at a total design hour
volume of 1,000 vehicles or more.
With the current development trend along this section of 39th, several intersections along the
corridor would meet the 3% percent criteria. The decision to provide continuity in the median by
connecting the individual left-turn lanes is not clearly warranted. It is a judgment decision based
on the safety beneﬁts that would be realized by removing left-turning vehicles from the throughtrafﬁc stream.
While there are examples of roads carrying up to 20,000 vpd without left-turn lanes, these are
always high accident routes. Therefore, it is recommended that 10,000 vpd be the threshold
where additional lanes are considered for the northern portion of 39th. Under Alternative 1, this
volume threshold would suggest the construction of an additional lane(s) shortly after 2010.
Indirect and Cumulative Impacts

Indirect and cumulative transportation impacts associated with the north segment would be the
same as those described for the south segment.
Alternative 2: 35th Avenue SE Alignment
Transportation impacts associated with construction and operation of the north segment under
this alternative would be the same as those described for Alternatives 1a and 1b.
Alternative 3: 35th/39th Avenue SE Alignment
Transportation impacts associated with construction and operation of the north segment under
this alternative would be the same as those described for Alternatives 1a and 1b.
3.10.4 Mitigation Measures
Construction
In the Puget Sound region, because of high trafﬁc volumes, state and local agencies have made
it a practice to maintain trafﬁc ﬂow to the greatest possible extent during construction. Project
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phasing and sequencing, and methods to speed up construction would be critical for minimizing
trafﬁc impacts. Potential measures that may be appropriate to lessen trafﬁc impacts would include:
•

Using a Construction Trafﬁc Manager to develop measures to minimize trafﬁc delays and
disruptions.

•

Coordinating trafﬁc control among various transportation projects in the region, for example,
assuring that major reconstruction on I-405 or SR-9 would not occur at the same time as the
Bothell Connector Project.

•

Coordinating construction activities with transit agencies, police, ﬁre, and emergency service
providers.

•

Disseminating information to local businesses and the general public regarding construction
activities, road closures, and alternative modes of travel.

•

Maintaining a construction information hotline to resolve problems and respond to questions
from the public regarding construction delays and activities.

•

Providing monetary incentives to contractors to shorten construction times.

•

Allowing full-time road closures to speed construction when appropriate.

•

Providing construction staging areas and access to work sites that minimize disruption to
general trafﬁc.

•

Restricting lane closures and construction activities that affect trafﬁc during peak commuter
hours.

•

Using moveable barriers for lane closures where appropriate to allow full roadway use
during peak periods.

The measures listed above could be part of a Construction Transportation Management Plan
(CTMP), if the City of Bothell decides that a formal CTMP is needed. The above measures
would be applicable for all action alternatives.
Operation
Mitigation measures that are discussed in this section would be applicable for the south
segment improvements only. Improvements that are required along the alignment for each
alternative are assumed to be part of the project design for that alternative. Improvements
required at other intersections away from the project that are a direct result of a particular
alternative are treated as additional transportation mitigation measures. Improvements that
are required regardless of whether an alternative is carried out are considered to be existing
deﬁciencies in the network, not mitigation. It is assumed that these improvements will be carried
out through the trafﬁc concurrency process.
Speciﬁc mitigation measures applicable to future construction of the north segment of the
project would be determined in a subsequent environmental review.
Necessary operational mitigation measures for each of the alternatives in 2030 are listed below.
There are no operational mitigation measures required in 2010.
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Alternative 1a
None.
Alternatives 1b and 3
In 2030, the addition of a second eastbound left-turn lane would bring the intersection of 120th
and 195th in Bothell to LOS D.
Alternative 2
None.
Property Access
Under any of the action alternatives, left-turn ingress and egress delay times for properties
along the proposed alignment would increase. Potential measures to reduce these delays could
include limited access roadways in some areas of the project or U-turns at selected median
breaks along the roadway.
3.10.5 Signiﬁcant Unavoidable Adverse Impacts
With appropriate mitigation measures in place, no signiﬁcant unavoidable adverse impacts on
the area’s transportation system are expected. Development of the Bothell Connector Project,
under any of the alternatives, would generate additional trafﬁc volumes on the area’s roadways.
However, the increased roadway capacity and associated trafﬁc improvements would generally
result in decreased intersection delays (as shown in Table 3.10-11 and Table 3.10-12). The
potential impacts associated with the project would be mitigated by improvements presented
above, which would be constructed to City of Bothell and Snohomish County standards.
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AIR QUALITY

3.11.1 Regulatory Context
The EPA, Ecology, WSDOT, PSRC, and other local and regional air pollution control and
transportation agencies regulate air quality within the Washington state, including the project
area. Under the Clean Air Act, EPA has established National Ambient Air Quality Standards
(NAAQS) for pollutants, which specify maximum concentrations for carbon monoxide (CO),
particulate matter less than 10 and 2.5 micrometers in size (PM10 and PM2.5, respectively),
ozone, sulfur dioxide (SO2), lead, and nitrogen dioxide. The applicable standards are presented
in DEIS Appendix G. Ecology and the Puget Sound Clean Air Agency (PSCAA) have adopted
ambient air quality standards that closely match the NAAQS. The eight-hour CO standard of 9
parts per million (ppm) is most likely to be exceeded in urban and suburban areas of the Puget
Sound region because of the relatively high CO emissions from automobiles.
To measure air quality, the Washington State Department of Ecology and the Puget Sound
Clean Air AgencyPSCAA maintain a network of monitoring stations throughout the Puget Sound
region. In general, these stations are located where air quality problems have been identiﬁed.
Based on monitoring information collected over a period of years, the state and federal
agencies designate regions as being “attainment,” “maintenance,” or “nonattainment” areas
for particular regulated air pollutants. Attainment status is therefore a measure of whether air
quality in an area complies has complied with the NAAQS. The analyses described in this Final
EIS to estimate CO impacts are required for all transportation projects in CO nonattainment or
maintenance areas. Because there are no methods currently approved by the EPA to analyze
an individual project for PM10, federal and local guidance suggests that a qualitative analysis
be conducted for this parameterparticulate matter. Ozone concentrations within the Bothell
Connector project area as a result of this project were not modeled because ozone is a regional
pollutant. Conformity to the ozone standards is modeled by local air quality agencies.
3.11.2 Affected Environment
Climate
Weather directly inﬂuences air quality. Meteorological factors contributing to air quality include
wind speed and direction, atmospheric stability, temperature, sunlight intensity, and mixing
depth. Temperature inversions occur when warm air overlies cool air and restricts the ability
of the atmosphere to mix and disperse pollutants both vertically and horizontally downwind
from the emission source. Such inversions are generally associated with high air pollution
concentrations especially near the Earth’s surface. They tend to increase in frequency and
intensity in late fall and winter. At the same time, emissions from wood stoves and motor
vehicles, which operate less efﬁciently during cold weather, tend to increase. Particulate and CO
emissions from these sources can be trapped close to the ground, which can lead to violations
of the NAAQS.
When the atmosphere is stable, such as when a temperature inversion is present, very little
turbulence exists in the surrounding air, and light and variable winds are observed. Under
these conditions, air pollutants released into the air mix and dilute slowly into the atmosphere.
Elevated pollutant concentrations can persist for relatively long periods of time.
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Air Quality
Air Pollutants of Concern
The primary air pollutants associated with transportation projects are CO, particulate matter
(PM10 and PM2.5), and ozone. Transportation emissions also include ozone precursors that
can be signiﬁcant regionally over time through photochemistry, though the local climate limits
the frequency and extent of elevated ozone levels. The EPA, Ecology, and the PSCAA regulate
air quality in the project area. Applicable ambient air quality standards are presented in Draft
EIS Appendix G.
Carbon Monoxide
Carbon monoxide is a colorless, odorless, and poisonous gas that reduces the oxygen-carrying
capability of the blood by displacing oxygen in hemoglobin. The major sources of CO are motor
vehicle trafﬁc, wood stoves, and slash burning. The 2001 PSCAA emission inventory attributes
88% percent of regional CO emissions to vehicles, 10% percent to stationary area sources, and
2% percent to point sources. The effects of CO are usually localized, occurring near congested
roads and intersections during autumn and winter. Highest concentrations are associated with
light winds and stable atmospheric conditions. CO levels generally have been declining in major
urban areas but are leveling off or increasing in areas with rapid growth in trafﬁc volumes, which
offsets vehicle emission reductions.
Particulate Matter
Air pollution in the form of particulate matter includes small particles of dust, soot, and
organic matter suspended in the atmosphere. Particulate matter includes particles less than
10 micrometers in size (PM10), ﬁne particles less than 2.5 micrometers in size (PM2.5), and
fugitive dust that is blown in the air. Particulate matter can affect visibility, plant growth, lung
function, and building materials. Sources of particulate matter in the project area include motor
vehicles, wood stoves, open burning, slash burning, wildﬁres, dust from paved and unpaved
roads, winter sanding operations, agriculture, forestry, and construction activities. Particulate
levels have historically been regulated by ambient standards on PM10. Particles in this size
range are considered inhalable. High PM10 concentrations can occur during periods of air
stagnation in fall and winter, when wood is used more frequently for heat and engines run less
efﬁciently. In addition, a ﬁner resolution of the particulate standard has been developed. The
PM2.5 standard covers very ﬁne particulate less than 2.5 microns in size. PM2.5 is generated
predominantly by combustion or thermal types of sources (e.g., motor vehicles, industrial
facilities, and power generation plants), as well as residential sources (e.g., ﬁreplaces and wood
stoves).
The 2001 PSCAA emission inventory attributes 7% percent of regional PM10 emissions and
12% percent of regional PM2.5 emissions to vehicles, 91% percent of PM10 emissions and
84% percent of PM2.5 emissions to stationary sources, and 2% percent of PM10 emissions and
4% percent of PM2.5 emissions to point sources.
Ozone
Ozone is a secondary pollutant formed in the atmosphere by the interaction of sunlight with
precursor chemicals generated primarily in large metropolitan areas. Harmful ozone near
the earth’s surface results from a reaction between sunlight with nitrogen oxides (NOx) and
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volatile organic compounds (VOC), which are known as precursors of ozone. Because the
photochemical process takes several hours, communities downwind of the large urban areas
are where the highest concentrations are frequently measured. Ozone levels are generally
within NAAQS and regional standards, in part because the mild climate in the project region
does not feature many of the hot, sunny days that are conducive to ozone formation. Ecology,
PSRC, and PSCAA evaluate ozone as a regional pollutant rather than at a project level. PSCAA
determines compliance with the ozone standard.
Project Area Air Quality
The proposed project is included in a maintenance area for CO and ozone, and therefore a
quantitative analysis of CO (“hot spot” analysis) is warranted for intersections in the project area
that meet the level-of-service (LOS) criteria. This analysis was performed in accordance with
the procedures, assumptions, and input value recommendations documented in the Guidebook
for Conformity, with details conﬁrmed in discussions with PSCAA air quality planners and PSRC
transportation planning staff, as necessary. DEIS Appendix G documents the details of the
project-level CO analysis.
The closest operating monitoring station for CO is located in Snohomish County outside the
project area. This location is not representative of the background CO concentrations in the
project vicinity; background CO concentrations were attained from the PSCAA.
The closest PM10 and PM2.5 monitors are located more than 7 miles west of the project area
in Lake Forest Park. Data from these monitoring sites would not be representative of the project
area because of the localized nature of particulate emissions. Air quality in the project area is
generally expected to attain NAAQS because land use is dominated by suburban residential
development and undeveloped rural parcels.
3.11.3 Environmental Impacts
This section describes potential air quality impacts resulting from construction and operation
of the three action alternatives and a No Action Alternative. See Draft EIS Appendix G for a
description of the intersection selection process that was used to determine which intersections
would be modeled for air quality impacts for each alternative. The locations of the analyzed
intersections are shown in Figure 3.11-1.
Method
Potential long-term air quality impacts resulting from construction and operation of the action
alternatives would be attributable to vehicular trafﬁc and associated emissions of CO. Predicting
CO levels with EPA-approved computer models is the best analytical tool to evaluate potential
air quality impacts from transportation projects. Local CO concentrations from vehicular trafﬁc
are estimated for existing conditions (2002/2003) and predicted for the year of opening (2010)
and the project design year (2030). The Several alternatives were evaluated to determine
possible air quality impacts based on the proposed alternative alignments, and proposed
intersections. CO was modeled as a “hot spot” pollutant to comply with EPA’s Conformity Rule.
To evaluate potential air quality impacts, the future predicted CO concentrations were compared
to the NAAQS for CO.
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Mobile5b MOBILE5b/MOBILE6.2 and CAL3QHC Version 2.0 were used for modeling potential
CO impacts. Mobile5b MOBILE5b/MOBILE6.2 was were used to estimate vehicle emissions in
grams of pollutants per mile traveled.
CAL3QHC relies on the output from Mobile5b MOBILE5b/MOBILE6.2 to model one-hour
average CO concentrations near the intersections. DEIS Appendix G contains a more detailed
description of the modeling process. Modeling techniques and assumptions were consistent
with guidelines of the EPA, WSDOT, Ecology, PSRC, and the PSCAA.
Alternative 1a: 39th Avenue SE Alignment (Preferred Alternative) (3 lane)
South Segment (Initial Phase)
Direct Impacts

Construction Impacts. During construction, the release of particulate emissions (airborne dust)
associated with site preparation, ﬁll operations, and roadway improvements is anticipated
towould be the primary cause of the short-term degradation of air quality. Emissions from
construction equipment also are anticipated and would include CO, nitrogen oxides (NOx), and
volatile organic compounds (VOCs). Ozone is a regional pollutant that is derived from sunlight’s
interaction with NOx and VOCs.
Site preparation and roadway construction would involve clearing, cut-and-ﬁll activities, grading,
removing or improving existing roadways, and paving roadway surfaces. Construction-related
decreases in air quality would be greatest during the site preparation phase because most
engine emissions are associated with the excavation, handling, and transport of soils to and
from the site. If not properly controlled, these soil-related activities would temporarily generate
PM10, PM2.5, and small amounts of CO, SO2, NOx, and VOCs. Sources of fugitive dust would
include disturbed soils at the construction site and trucks carrying uncovered loads of soils.
Unless properly controlled, vehicles leaving the site would deposit mud on local streets, which
could be an additional source of airborne dust after it dries. PM10 emissions would vary from
day to day, depending on the nature and magnitude of construction activity and local weather
conditions. PM10 emissions would depend on soil moisture, silt content of soil, wind speed, and
the amount of equipment operating. Larger dust particles would settle near the source, while
ﬁne particles would be dispersed over greater distances.
In addition to PM10 emissions, heavy trucks and construction equipment powered by gasoline
and diesel engines would generate CO, SO2, NOx, VOCs, and some soot particulate (PM2.5)
in exhaust emissions. If construction trafﬁc were to reduce the speed of hauling trucks and other
vehicles in the area, CO emissions from trafﬁc would increase slightly while those vehicles are
delayed. These emissions would be temporary and limited to the immediate area surrounding
the construction site.
SO2 is generated by oxidation during combustion of organic sulfur compounds contained in
diesel fuel. While the combustion of fuel-bound sulfur associated with this project does not
pose a threat to the NAAQS for SO2, this pollutant can contribute to regional haze and acid
rain in the Cascade Mountains. Off-road diesel (typically used with diesel-powered construction
equipment) can contain up to 5,000 parts per million (ppm) of sulfur, whereas on-road diesel is
restricted to less than 500 ppm of sulfur.
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Some phases of construction, particularly asphalt paving, would result in short-term odors in the
immediate area of each paving site(s). Such odors would be quickly dispersed below detectable
thresholds as distance from the site increases.
Because construction emissions will be temporary, comply with the PSCAA regulations, and include
reasonable mitigation, construction air impacts under Alternative 1a are anticipated to be low.
Operation Impacts. Alternative 1a will not cause or contribute to any new localized CO violations
or increase the frequency or severity of any existing violations. Because the predicted future CO
concentrations under Alternative 1a will be below the NAAQS, long-term mitigation measures
for air quality will not be required. Table 3.11-1 presents the predicted CO concentrations under
Alternative 1a at intersections along the Bothell Connector, for 2010 (year of opening) and 2030
(horizon year). Under Alternative 1a, the predicted 2010 and 2030 CO concentrations will not
exceed the NAAQS of a one-hour average of 35 ppm or an eight-hour average of 9 ppm. The
highest predicted eight-hour CO concentrations at intersections along the alignment will be 5.7
ppm in 2010 and 4.7 ppm in 2030.
Table 3.11-1: Predicted Maximum Carbon Monoxide Concentrations (ppm) for Alternative
1a: Bothell Connector
Intersection

NAAQS

2002
Existing
Conditions1

2010 No
Action
Alternative

2010
Alternative
1a

2030 No
Action
Alternative

2030
Alternative
1a

Maltby Road and 39th Ave. SE
One-Hour:

35

7.8

8.5

8.0

6.1

5.7

Eight-Hour:

9

5.5

6.0

5.6

4.3

4.0

228th St. SE and 39th Ave. SE
One-Hour:

35

8.3

7.9

8.2

5.9

5.9

Eight-Hour:

9

5.8

5.5

5.7

4.1

4.1

240h St. SE and 39th Ave. SE
One-Hour:

35

9.4

7.4

7.7

6.5

6.7

Eight-Hour:

9

6.6

5.2

5.4

4.6

4.7

Notes: 1 Existing CO concentrations were predicted with computer models based on peak-hour 2002 trafﬁc
volumes and LOS, and on worst-case meteorological conditions. All three intersections evaluated were unsignalized
in 2002.

Indirect and Cumulative Impacts

Continued development in the area will incrementally increase trafﬁc volumes, which could
result in indirect or secondary impacts on air quality. Cumulative air quality impacts could
occur from the combined trafﬁc under Alternative 1a, future growth in background trafﬁc, and
reasonably foreseeable development and transportation actions. Background growth and
regional growth were included in the estimates of future trafﬁc volumes and LOS analyses
for Alternative 1a. Any potential indirect or cumulative trafﬁc growth was then considered in
the air quality modeling in Table 3.11-1. Including indirect and cumulative trafﬁc, future CO
concentrations will be below the one-hour and eight-hour CO standards. Because future CO
concentrations will be below standards, indirect and cumulative impacts will be low.
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North Segment (Future Phase)
Widening of 39th between 228th and Maltby Road has been proposed as a potential future
phase of the project. Because the design of this future phase of the project is not complete, it is
not feasible or practical to evaluate the potential air quality effects and conformity with the State
Transportation Improvement Program of the widening project. To evaluate the potential effects,
a trafﬁc analysis and preliminary roadway design would have to be completed. Upon completion
of the trafﬁc study and preliminary design, potential air quality effects would be identiﬁed and
subject to additional agency and public review.
Construction impacts along the north segment would be similar to those described for the south
segment, including the release of particulate emissions (airborne dust) associated with site
preparation and roadway improvements, emissions from construction equipment, and emissions
associated with the excavation and disturbance of soils at the site.
The types of design information needed to identify operational impacts include: peak hours
trafﬁc data, lane conﬁgurations (number and location of left turn, through, and/or right turn
lanes), signal timing, vehicle saturation, and roadway lane capacity. The above design elements
or features assist in the determination of intersection LOS. Even though future intersection LOS
has not been determined, it can generally be stated that as an intersection’s LOS degrades (for
example from LOS B to LOS F), the corresponding increase in trafﬁc congestion degrades air
quality at that intersection. Conversely, if the LOS improves (for example from LOS D to LOS B),
air quality at that intersection would be expected to improve.
Alternative 1b: 39th Avenue SE Alignment (5 lane)
South Segment (Initial Phase)
Direct Impacts

Construction Impacts. Construction impacts under Alternative 1b would be the similar to
those described for Alternative 1a. During construction, the release of particulate emissions
(airborne dust) associated with site preparation, ﬁll operations, and roadway improvements is
anticipated to be the primary cause of the short-term degradation of air quality. Emissions from
construction equipment also are anticipated and would include CO, nitrogen oxides (NOx), and
volatile organic compounds (VOCs). Ozone is a regional pollutant that is derived from sunlight’s
interaction with NOx and VOCs.
Site preparation and roadway construction would involve clearing, cut-and-ﬁll activities, grading,
removing or improving existing roadways, and paving roadway surfaces. Construction-related
decreases in air quality would be greatest during the site preparation phase because most
engine emissions are associated with the excavation, handling, and transport of soils to and
from the site. If not properly controlled, these soil-related activities would temporarily generate
PM10, PM2.5, and small amounts of CO, SO2, NOx, and VOCs. Sources of fugitive dust would
include disturbed soils at the construction site and trucks carrying uncovered loads of soils.
Unless properly controlled, vehicles leaving the site would deposit mud on local streets, which
could be an additional source of airborne dust after it dries. PM10 emissions would vary from
day to day, depending on the nature and magnitude of construction activity and local weather
conditions. PM10 emissions would depend on soil moisture, silt content of soil, wind speed, and
the amount of equipment operating. Larger dust particles would settle near the source, while
ﬁne particles would be dispersed over greater distances from the construction site.
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In addition to PM10 emissions, heavy trucks and construction equipment powered by gasoline
and diesel engines would generate CO, SO2, NOx, VOCs, and some soot particulate (PM2.5)
in exhaust emissions. If construction trafﬁc were to reduce the speed of hauling trucks and other
vehicles in the area, CO emissions from trafﬁc would increase slightly while those vehicles are
delayed. These emissions would be temporary and limited to the immediate area surrounding
the construction site.
SO2 is generated by oxidation during combustion of organic sulfur compounds contained in
diesel fuel. While the combustion of fuel-bound sulfur associated with this project does not
pose a threat to the NAAQS for SO2, this pollutant can contribute to regional haze and acid
rain in the Cascade Mountains. Off-road diesel (typically used with diesel-powered construction
equipment) can contain up to 5,000 parts per million (ppm) of sulfur, whereas on-road diesel is
restricted to less than 500 ppm of sulfur.
Some phases of construction, particularly asphalt paving, would result in short-term odors in the
immediate area of each paving site(s). Such odors would be quickly dispersed below detectable
thresholds as distance from the site increases.
Operation Impacts. Potential adverse operational impacts primarily result from increased trafﬁc
emissions (CO). These impacts tend to occur at “hot spots” resulting from lines of vehicles backed
up at trafﬁc signals. Idling vehicles emit higher levels of pollutants than vehicles in motion.
Under Alternative 1b, the maximum one-hour CO concentrations at Maltby Road and 39th
would occur in the southwest quadrant in both 2010 (4.8 ppm) and 2030 (3.3 ppm) (see Table
3.11-12 and Figure 3.11-1). For the intersection of 228th and 39th, a maximum one-hour CO
concentration of 3.9 ppm would occur in the southeast quadrant in 2010, and a maximum onehour concentration of 5.6 ppm would occur in the northwest quadrant in 2030. Both; both of
these concentrations are below the NAAQS for CO (see Table 3.11-1). Predicted eight-hour CO
concentrations also would be below the NAAQS. Draft EIS Appendix G contains a description
on how eight-hour CO concentrations were calculated.
Table 3.11-12: Predicted Maximum CO Concentrations (ppm) under Alternative 1b

Intersection

Maltby Road
and 39th

228th and 39th

NAAQS
Duration
(ppm)

2003 Existing
Conditions1

2010 Year of
Opening1

2030 Design Year1

No Action

No Action
Alternative

Alt. 1b

No Action
Alternative

Alt. 1b

One
Hour

35

6.8

4.5

4.8

3.2

3.3

Eight
Hour

9

4.9

3.3

3.5

2.4

2.5

One
Hour

35

4.0

3.0

3.9

2.2

5.6

Eight
Hour

9

2.9

2.2

3.0

1.7

4.1

Note: Because MOBILE5b accounts for the gradual replacement of older vehicles with newer, less-polluting vehicles,
the predicted emission rates for future years are lower than current emission rates (see DEIS Appendix G for more
information).
1 The modeled maximum concentration includes the background concentration. A description of the background
concentration is provided in DEIS Appendix G.
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Indirect and Cumulative Impacts

Population, housing, and employment growth within the City of Bothell and Snohomish County
associated with Alternative 1b would increase trafﬁc and result in additional sources of air
pollution. However, because intersections are predicted to operate at LOS C or better within the
project area and because vehicle emissions will would likely improve as older, more-polluting
vehicles are replaced with newer less-polluting ones, no signiﬁcant cumulative impacts on air
quality are anticipated.
Construction of other non-related projects within the area concurrent with the proposed
project could temporarily increase regional dust in the atmosphere. However, because the
construction activities would be geographically separated, no signiﬁcant aggregate air pollutant
concentrations would occur that would exceed the NAAQS.
North Segment (Future Phase)
Impacts on the north segment under Alternative 1b would be the same as those described for
Alternative 1a.
Widening of 39th between 228th and Maltby Road has been proposed as a potential future
phase of the project. Because the design of this future phase of the project is not complete, it is
not feasible or practical to evaluate the potential air quality effects and conformity with the State
Transportation Improvement Program of the widening project. To evaluate the potential effects,
a trafﬁc analysis and preliminary roadway design would have to be completed. Upon completion
of the trafﬁc study and preliminary design, potential air quality effects would be identiﬁed and
subject to additional agency and public review.
Construction impacts along the north segment would be similar to those described for the south
segment, including the release of particulate emissions (airborne dust) associated with site
preparation and roadway improvements, emissions from construction equipment, and emissions
associated with the excavation and disturbance of soils at the site.
The types of design information needed to identify operational impacts include: peak hours
trafﬁc data, lane conﬁgurations (number and location of left turn, through, and/or right turn
lanes), signal timing, vehicle saturation, and roadway lane capacity. The above design elements
or features assist in the determination of intersection LOS. Even though future intersection LOS
has not been determined, it can generally be stated that as an intersection’s LOS degrades (for
example from LOS B to LOS F), the corresponding increase in trafﬁc congestion degrades air
quality at that intersection. Conversely, if the LOS improves (for example from LOS D to LOS B),
air quality at that intersection would be expected to improve.
Alternative 2: 35th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts

Construction Impacts. Construction impacts under Alternative 2 would be the same as those
described for Alternatives 1a and b.
Operation Impacts. The intersection at Maltby Road and 39th is the only one that was analyzed
for Alternative 2 (Table 3.11-32) because it was the only signiﬁcant intersection in the vicinity
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of the project area that has would have an LOS of D or worse. In 2010, a maximum one-hour
CO concentration of 4.7 ppm is predicted in the southwest quadrant. In 2030, a maximum
one-hour concentration of 3.3 ppm is predicted, also in the southwest quadrant. Both of these
concentrations are the one-hour and eight-hour CO concentrations would be below the NAAQS
for air quality.
Indirect and Cumulative Impacts

Indirect and cumulative impacts under Alternative 2 would be the same as those described for
Alternatives 1a and b.
Table 3.11-32: Predicted Maximum CO Concentrations under Alternative 2

Intersection

Maltby Road
and 39th

Duration

NAAQS
(ppm)

2003 Existing
Conditions1

2010 Year of
Opening1

2030 Design Year1

No Action

No Action
Alternative

Alt.
2

No Action
Alternative

Alt.
2

One Hour

35

6.8

3.0

4.7

3.2

3.3

Eight Hour

9

4.9

2.2

3.4

2.4

2.5

Note: Because MOBILE5b accounts for the gradual replacement of older vehicles with newer, less-polluting vehicles,
the predicted emission rates for future years are lower than current emission rates (see DEIS Appendix G for more
information).
1 The modeled maximum concentration includes the background concentration. A description of the background
concentration is provided in DEIS Appendix G.

North Segment (Future Phase)
Impacts on the north segment under Alternative 2 would be the same as those described for
Alternative 1a.
Alternative 3: 35th/39th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts

Construction Impacts. Construction impacts under Alternative 3 would be the same as those
described for Alternative 1a and b.
Operation Impacts. Under Alternative 3, three intersections were analyzed for potential CO
impacts (Table 3.11-43). The Maltby Road and 39th intersection, and the 228th and 35th
intersection were analyzed for maximum CO concentrations that would occur in 2010 and
2030 if Alternative 3 were built. The 240th and 35th intersection was analyzed for maximum
CO concentrations that are predicted to occur in 2010 and 2030 only if Alternative 3 were not
built (i.e., if Alternative 4, No Action, were chosen). At all three intersections, the projected CO
concentrations would be below the NAAQS.
At Maltby Road and 39th, the maximum one-hour CO concentration under Alternative 3 is
predicted to be 4.6 ppm in the southwest quadrant in 2010, and 3.3 ppm in the southwest
quadrant in 2030. At 228th and 35th, the maximum one-hour CO concentration under Alternative
3 is predicted to be 8.0 ppm within the southwest quadrant in 2010, and 3.8 ppm within the
southwest quadrant in 2030.
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At 240th and 35th, Alternative 3 would lead to a reduction in the maximum CO concentration
in 2010 and 2030 compared to the No Action Alternative. At all intersections analyzed, the
predicted one-hour and eight-hour CO concentrations would be below the NAAQS.
Table 3.11-43: Predicted Maximum CO Concentrations under Alternative 3
Intersection

Maltby Road
and 39th
228th and 35th
240th and 35th

Duration

NAAQS
(ppm)

2003 Existing
Conditions1

2010 Year of
Opening1

2030 Design
Year1

No Action

No Action
Alternative

Alt. 3

No Action
Alternative

Alt.
3

One Hour

35

6.8

3.0

4.6

3.2

3.3

Eight Hour

9

4.9

2.2

3.4

2.4

2.5

One Hour

35

3.3

2.8

8.0

2.6

3.8

Eight Hour

9

2.5

2.1

5.7

2.0

2.8

One Hour

35

3.0

3.7

2.9

2.8

2.6

Eight Hour

9

2.2

2.7

2.2

2.1

2.0

Note: Because MOBILE5b accounts for the gradual replacement of older vehicles with newer, less-polluting vehicles,
the predicted emission rates for future years are lower than current emission rates (see DEIS Appendix G for more
information).
1 The modeled maximum concentration includes the background concentration. A description of the background
concentration is provided in DEIS Appendix G.

Indirect and Cumulative Impacts

Indirect and cumulative impacts under Alternative 3 would be the same as those described for
Alternative 1a.
North Segment (Future Phase)
Impacts on the north segment under Alternative 3 would be the same as those described for
Alternative 1a.
Alternative 4: No Action Alternative
The No Action Alternative includes proposed roadway improvements within the project area that
would be relatively minor, such as roadway upgrades. Short-term emissions of dust and odors
could result from construction, but these would be limited in area and duration, and typically
could be controlled with best management practices.
The predicted 2010 and 2030 one- and eight-hour CO concentrations for Alternatives 1a, 1b, 2,
and 3 are shown in Tables 3.11-1, 3.11-2, 3.11-3, and 3.11-4. All of the CO concentrations under
the No Action Alternative are would be below the NAAQS. The same modeling assumptions and
methods used for Alternatives 1a, 1b, 2, and 3 were used for Alternative 4 for 2010 and 2030.
Construction of other non-related projects within the area concurrent with the proposed
project could temporarily increase regional atmospheric dust. However, because the
construction activities would be geographically separated, no signiﬁcant aggregate air pollutant
concentrations would occur that would exceed the NAAQS.
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Land in the project area would continue to be subject to development. Existing roadways
maywould be incrementally improved and new roadways maywould be added as land
development continues. These potential improvements would happen in a piecemeal manner
and could adversely affect air quality, although the total impact is not known at this time.
3.11.4 Mitigation Measures
Construction
The PSCAA regulates particulate emissions (in the form of fugitive dust). Any emission of
fugitive dust requires the best available control technology reasonable precautions to minimize
dust emissions. The general policy of PSCAA and WSDOT is to prevent and reduce fugitive
dust resulting from construction activities so as not to injure human health, plants and animals,
or property, and so as not to unreasonably interfere with the enjoyment of life and property.
To comply with PSCAA’s and WSDOT policy of preventing air quality degradation, the
following mitigation measures are recommended to control PM10, PM2.5, and emissions of CO
and NOx during construction. These measures may be incorporated into the construction bid
speciﬁcations:
•

Spray exposed soil with dust control agent to reduce emissions of PM10 and deposition of
particulate matter.

•

Cover all transported loads of soils and wet materials prior to transport, or provide adequate
freeboard (space from the top of the material to the top of the truck) to reduce PM10 and
deposition of particulate during transportation.

•

Employ BMPs to reduce impacts to residents and school children adjacent to active
construction areas.

•

Provide wheel washers to remove dust and mud and to decrease the deposition of
particulate matter on area roadways.

•

Remove the dust and mud that are deposited on paved, public roads to decrease particulate
matter.

•

Route and schedule construction trafﬁc to reduce congestion and related air quality impacts
caused by idling vehicles along local roads during peak travel times.

•

Require appropriate emission-control devices on all construction equipment powered by
gasoline or diesel fuel to reduce CO and NOx emissions in vehicular exhaust.

•

Use relatively new, well-maintained heavy equipment to reduce CO and NOx emissions.

•

Install mulch or plant vegetation as soon as practical after grading to reduce windblown
particulate in the area.

Emissions of CO, NOx, and VOCs are best controlled through use of newer construction
equipment and proper maintenance of this equipment. Using low-sulfur diesel fuel controlswould
control emissions of SO2.

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page 3-218

Operation
For any of the three four proposed action alternatives, projected emissions are predicted to
be within the NAAQS for one- and eight-hour average CO concentrations for the years 2010
and 2030. No new adverse air quality impacts would be created or worsened by the proposed
project; therefore, additional mitigation would not be required. Any transportation mitigation
measures included in the proposed project to reduce trafﬁc volumes or improve intersection
LOS correspondingly would reduce trafﬁc emissions of air pollutants.
3.11.5 Signiﬁcant Unavoidable Adverse Impacts
With appropriate mitigation measures in place, no signiﬁcant unavoidable adverse impacts on
air quality are expected. Although construction of one of the proposed action alternatives could
create short-term localized degradation of air quality in the project area, no signiﬁcant long-term
unavoidable adverse impacts are anticipated.
3.11.6 Compliance with Conformity Criteria
A project-level air quality analysis has been conducted for the initial phase (south segment)
of the project, and no intersection location is predicted to have CO concentrations in excess
of the one-hour or eight-hour NAAQS (see DEIS Appendix G). No signiﬁcant adverse impacts
on air quality would occur during the south segment roadway improvements under any of
the three four action alternatives. Also, the project would conform to the purpose of the State
Transportation Improvement Program and to all requirements of the Clean Air Act Amendments
of 1990.
Because a project design has not yet been developed for future potential widening of 39th
between 228th and Maltby Road, the north segment improvements were not analyzed for
effects on air quality or conformity with the State Transportation Improvement Program.
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NOISE

For deﬁnitions of terms used in this section and additional information regarding the background
and characteristics of noise, method of analysis, noise measurements, and general modeling
procedures, see Draft EIS Appendix H.
3.12.1 Regulatory Context
State and local jurisdiction noise regulations and agency guidelines provide a basis for deﬁning
and evaluating noise impacts and mitigation for the proposed project.
The Washington Noise Control Act of 1974 (RCW 70.107) provides a statutory framework for
the abatement and control of noise within Washington. The Act authorized the Washington State
Department of Ecology to establish regulations deﬁning maximum noise levels permissible
in identiﬁed environments to protect against adverse affects of noise on the public health,
safety, and welfare; the value of property; and the quality of environment. In implementing the
regulations, Ecology takes into account: (1) the economic and practical beneﬁts of using various
noise generators (moving and/or stationary equipment) in each environment, (2) whether the
source of the noise or the use of the equipment in each environment is permanent or temporary
in nature, and (3) the state of noise-control technology for the noise sources and/or equipment.
Snohomish County has highway trafﬁc noise regulations that are required to be complied with in
residential districts where roadway street improvements would be constructed in a new location,
or where there is physical alteration of an existing arterial that signiﬁcantly changes either the
horizontal or vertical alignment of the road or increases the number of through-trafﬁc lanes.
The City of Bothell also has noise regulations (BMC 8.26); however, the regulations do not apply
to trafﬁc-related noise prevention and abatement.
WSDOT has adopted the FHWA two-part test to evaluate trafﬁc noise impacts (23 CFR Section
772). According to FHWA guidelines, trafﬁc noise impacts occur when:
•

predicted trafﬁc noise levels approach or exceed the noise abatement criteria in Table
3.12-1, or

•

predicted trafﬁc noise levels substantially exceed the existing noise levels.

WSDOT deﬁnes FHWA’s terms “approach” to equal 1 decibel (dB) less than the FHWA noise
abatement criteria (Table 3.12-1). Substantially exceed is deﬁned as a 10 dBA increase over existing
noise levels provided the minimum design year noise level is at least 50 dBA (WSDOT 2004).
The FHWA noise abatement criteria (NAC) are noise standards that specify exterior noise
levels for various land activity categories, as presented in Table 3.12-1. For residences, parks,
schools, churches, and similar areas, the noise abatement criterion is 67 A-weighted decibels
(dBA). Because approach is deﬁned to be within 1 dBA, trafﬁc noise “impacts” at residences
would occur if predicted noise levels are 66 dBA or higher. Noise generated by road construction
or maintenance during daytime hours is not subject to any local, county, state, or federal
regulations during those hours.
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Table 3.12-1: Noise Abatement Criteria
Activity
Category

dBA

Description of Activity Category

A

57 (exterior)

Lands on which serenity and quiet are of extraordinary signiﬁcance
and serve an important public need and where the preservation of
those qualities is essential if the area is to continue to serve its
intended purpose

B

67 (exterior)

Picnic areas, recreation areas, playgrounds, active sports areas, parks,
residences, motels, hotels, schools, churches, libraries, and hospitals

C

72 (exterior)

Developed lands, properties, or activities not included in Categories A
or B above

D

NA1

E

52 (interior)

Undeveloped lands
Residences, motels, hotels, public meeting rooms, schools, churches,
libraries, hospitals, and auditoriums

Source: 23 CFR Part 772.
1 Undeveloped lands do not have sensitive receptors located on them (i.e., residences or commercial
establishments), so in turn no decibel level can be assigned.

Using the regulations described above and information provided in Draft EIS Appendix H, the
following subsections present an assessment of existing noise levels within the project area,
an evaluation of potential noise impacts, and identiﬁcation of potential mitigation measures to
reduce impacts to a level that is below “signiﬁcance.”
3.12.2 Affected Environment
Corridor Overview
Land use is primarily suburban residences with landscaped properties and open land throughout
the project area. Terrain in the area is mostly rolling hills that gain little elevation. Noisesensitive land uses in the project area include a Hindu Temple and Cultural Center located in
the southwest quadrant of the 39th/212th intersection, Canyon Creek Elementary School and
Sky View Junior High School located west of 39th between 228th and 212th, and a Montessori
school located on the north side of the intersection of 39th and 240th.
The dominant noise source in the project area is vehicular trafﬁc. Depending on the time of day,
trafﬁc on project-area streets can vary dramatically. Heavily traveled 228th has trafﬁc signals
and multiple lanes that run in an east-west direction. Trafﬁc noise at any speciﬁc location can
become intermittent, varying with the timing of the signals and the trafﬁc volume. Trafﬁc along
240th varies with the business commute and trafﬁc from the nearby North Creek Parkway
Business Park to the south.
Existing noise levels in the project area were estimated through ﬁeld measurements at six
locations that were selected to represent a range of typical noise-producing sources in the
project area. Existing noise levels ranged from 44 dBA at location 4 (approximately 1,700 feet
away from the 35th centerline) to 70 dBA at location 9 (approximately 60 feet away from the
240th centerline). Noise measurement locations are shown in Figure 3.12-1 and 3.12-2. These
measurements were used to calibrate the baseline noise computer model.
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Fifteen Fourteen modeled receptors, which are noise-sensitive locations, were selected for
noise-impact modeling. Each of these receptors is representative ofrepresents a group of
residences with similar noise-related characteristics such as elevation, terrain, and distance
from noise sources. Figure 3.12-2 displays modeled receptors.
Table 3.12-2 lists noise levels at the selected representative locations under existing conditions
and under each alternative at the design year (2030). Representative receptors rather than
individual residences were modeled within the Trafﬁc Noise Model. A representative receptor is
a location within the project area that represents a group of residences with similar noise-related
characteristics such as elevation, terrain, and distance from noise sources. It should be noted that
exact noise levels at each individual residence could be higher or lower than the representative
results shown in this table, depending on the distance from the road of each residence.
3.12.3 Environmental Impacts
Alternative 1a: 39th Avenue SE Alignment (Preferred Alternative) (3 lane)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Construction usually is carried out in several reasonably discrete steps,
each of which has its own mix of equipment and consequently its own noise characteristics.
Construction under this alternative will involve site clearing and grading, removal or
reconditioning of old paved surfaces, and paving. Construction noise will be temporary and will
not constitute an environmental noise impact as deﬁned by FHWA regulations (see Section
3.12.1 above). The Draft EIS Appendix H contains further discussion on construction noise.
Operation Impacts. As shown in Table 3.12-2, receptors 9 and 10 represent residences within
the project area that are expected to experience noise levels of 66 dBA or greater if Alternative
1a is implemented. Receptors 9 and 12 also were found to experience current and 2030 No
Action noise levels above the FHWA NAC. The predicted noise levels at these receptors would
constitute a noise impact under Snohomish County, WSDOT, and FHWA regulations and
would require evaluation of mitigation measures for feasibility and reasonableness should this
alternative be constructed.
Noise at receptor 14 would increase over existing conditions by 8 dBA, which is the greatest
increase in noise levels predicted for Alternative 1a. This does not qualify as a substantial
increase as deﬁned by WSDOT (WSDOT 2004).
Indirect and Cumulative Impacts
No indirect effects of the proposed project in the south project area have been identiﬁed. However,
operation of the south segment would have indirect effects on noise in the north project area.
Table 3.12-3 shows the predicted weekday daily trafﬁc along 39th, between 228th and Maltby
Road. Between the existing year and the project’s design year (2030), daily vehicle averages are
projected to increase 215% percent to 250% percent depending on the alternative implemented.
When the number of identical random-type noise sources (for example, automobiles) doubles, the
human ear discerns an increase of 3 dBA. This increase represents a quadrupling of the noise
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source, and increases the average noise along 39th up to approximately 6 dBA for any of the
alternatives.
Table 3.12-3: Weekday Daily Vehicle Average Between 228th and Maltby Road
2002 Existing
Condition
6,800

Design Year 2030
Alternative 1a

Alternative 1b

Alternative 2

Alternative 3

Alternative 4

21,500

23,500

21,500

21,500 22,000

20,50021,500

Source: Mirai and Associates 2004 (DEIS Appendix F); 2005

North Segment (Future Phase)
Noise measurements taken in the ﬁeld in the northern segment averaged 57 dBA in the daytime.
Using NAC and predicted weekday daily vehicle averages (Table 3.12-3), and assuming no
physical changes to the north segment of 39th, trafﬁc noise levels would be expected to be 63
dBA which is below the 67 dBA noise impact criteria in the design year. In addition, as the twolane 39th becomes more congested, vehicle speeds would tend to decrease, and trafﬁc noise
levels would tend to be lower.
Widening 39th between the vicinity of 223rd and Maltby Road has been proposed as a potential
future phase under each of the four action alternatives. Design information for the north
segment has not yet been developed, so it is not possible to precisely predict future noise levels
that would result from roadway improvements. However, some generalizations can still be made
regarding likely changes in noise levels along 39th based upon established principles of noise
behavior and predicted future trafﬁc levels.
Using the vehicle volumes in Table 3.12-3 as a baseline for future potential trafﬁc volumes in the
north segment, widening 39th to include additional lanes could increase the actual noise levels
experienced by some receptors because the noise source would be closer to them. Widening the
road to ﬁve lanes would potentially create more sensitive receptors (those near the road) than
widening the road to three lanes. Based on the existing development along the roadway and
assuming the improvements are constructed on the centerline of the existing roadway, widening
the road to ﬁve lanes would result in 17-20 residences being located within 50 feet of 39th.
Widening the road to three lanes would result in 12-15 residences within 50 feet of the road.
Once a design is prepared for the north segment improvements, further noise analysis and
evaluation would be needed to predict noise levels, identify affected receptors, determine the
magnitude of noise impacts, and evaluate the effectiveness and reasonableness of potential
mitigation measures. Additional analyses of the potential noise impacts resulting from future
construction north of 228th would be performed during a subsequent environmental review
process.
Alternative 1b: 39th Avenue SE Alignment (5 lane)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Similar to Alternative 1a, construction noise would be temporary and would
not constitute an environmental noise impact. Construction activities under Alternative 1b would
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generate noise. Construction usually is carried out in several reasonably discrete steps, each of
which has its own mix of equipment and consequently its own noise characteristics. Construction
under this alternative would involve site clearing and grading, removal or reconditioning of old
paved surfaces, and paving. Construction noise would be temporary and would not constitute an
environmental noise impact as deﬁned by FHWA regulations (see Section 3.12.1 above). The
Draft EIS Appendix H contains further discussion on construction noise.
Operation Impacts. As shown in Table 3.12-2, receptors 1, 3, 8, 9 10, 11, 12, and 13 represent
residences adjacent to the alternative right-of way that are expected to experience noise levels
of 66 dBA or greater. Although representative receptors 9 and 12 were also found to experience
current and 2030 No Action noise levels above the FHWA NAC, the predicted noise levels at
these receptors would still constitute a noise impact under Snohomish County, WSDOT, and
FHWA regulations. Consequently, mitigation measures for this alternative would need to be
evaluated.
Noise at receptors 14 and 15 would increase over existing conditions by 10 14 dBA or more,
which is a substantial increase as deﬁned by WSDOT regulations (WSDOT 2004).
Indirect and Cumulative Impacts
No indirect effects of the proposed project in the south project area have been identiﬁed.
However, operation of the south segment would have indirect effects on noise in the north
project area. Table 3.12-3 shows the predicted weekday daily trafﬁc along 39th, between 228th
and Maltby Road. Between the existing year and the project’s design year (2030), daily vehicle
averages are projected to increase 200% to 250% depending on the alternative implemented.
When the number of identical random-type noise sources (for example, automobiles) doubles,
the human ear discerns an increase of 3 dBA. This increase represents a quadrupling of the
noise source, and increases the average noise along 39th up to approximately 6 dBA for any of
the alternatives.
Table 3.12-3: Weekday Daily Vehicle Average Between 228th and Maltby Road
2002 Existing
Condition
6,800

Design Year 2030
Alternative 1

Alternative 2

Alternative 3

Alternative 4

23,500

21,500

22,000

20,500

Source: Mirai and Associates 2004 (Appendix F)

Noise measurements taken in the ﬁeld in the northern segment averaged 57 dBA in the
daytime. Using the above criteria and predicted weekday daily vehicle averages (Table 3.123), and assuming no physical changes to the north segment of 39th, trafﬁc noise levels would
be expected to be 63 dBA which is below the 67 dBA noise impact criteria in the design year.
In addition, as the two-lane 39th becomes more congested, vehicle speeds would tend to
decrease, and trafﬁc noise levels would tend to be lower.
North Segment (Future Phase)
Impacts on the north segment under Alternative 1b would be the same as those described
for Alternative 1a. Widening 39th between the vicinity of 223rd and Maltby Road has been
proposed as a potential future phase under each of the three four action alternatives. Design
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information for the north segment has not yet been developed, so it is not possible to precisely
predict future noise levels that would result from roadway improvements. However, some
generalizations can still be made regarding likely changes in noise levels along 39th based
upon established principles of noise behavior and predicted future trafﬁc levels.
Using the vehicle volumes in Table 3.12-3 as a baseline for future potential trafﬁc volumes in the
north segment, widening 39th to include additional lanes could increase the actual noise levels
experienced by some receptors because the noise source would be closer to them. Widening the
road to ﬁve lanes would potentially create more sensitive receptors (those near the road) than
widening the road to three lanes. Based on the existing development along the roadway and
assuming the improvements are constructed on the centerline of the existing roadway, widening
the road to ﬁve lanes would result in 17-20 residences being located within 50 feet of 39th.
Widening the road to three lanes would result in 12-15 residences within 50 feet of the road.
Once a design is prepared for the north segment improvements, further noise analysis and
evaluation would be needed to predict noise levels, identify affected receptors, determine the
magnitude of noise impacts, and evaluate the effectiveness and reasonableness of potential
mitigation measures. Additional analyses of the potential noise impacts resulting from future
construction north of 228th would be performed during a subsequent environmental review
process.
Alternative 2: 35th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts

Construction Impacts. Similar to Alternative 1a, construction noise would be temporary and
would not constitute an environmental noise impact.
Operation Impacts. Under Alternative 2, 10 of the 15 representative receptor locations analyzed
resulted in noise levels meeting or exceeding the impact threshold of 66 dBA (Table 3.12-2).
Receptors 1, 2, 3, 7, 8, 9, 10, 11, 12, and 13 represent residences that are expected to
experience noise levels in excess of the 66-dBA threshold. According to modeled predictions,
representative receptor 2 would experience a substantial increase (11 dBA) over existing
conditions.
Three of the representative locations along 35th (locations 7, 8, and 9) were predicted to
experience noise levels above the NAC.
Indirect and Cumulative Impacts

Indirect and cumulative impacts of this alternative would be similar to those described for the
south segment of Alternative 1a.
North Segment (Future Phase)
Noise impacts for the north segment under this alternative would be the same as described for
Alternative 1a.
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Alternative 3: 35th/39th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts

Construction Impacts. Similar to Alternatives 1a, 1b and 2, construction noise would be
temporary and would not constitute a long-term environmental noise impact.
Operation Impacts. Noise modeling using representative receptors indicates that a number of
locations throughout the project area would experience noise impacts, as deﬁned by WSDOT.
Under Alternative 3, 11 of the 15 representative receptor locations analyzed were predicted to
experience noise levels of 66 dBA or greater, and are required by WSDOT to have mitigation
measures considered. Similar to Alternative 2, Receptor 2 would experience a substantial
increase over existing noise levels (12 dBA).
Indirect and Cumulative Impacts

Indirect and cumulative impacts of this alternative would be similar to those described for the
south segment of Alternative 1a.
North Segment (Future Phase)
Noise impacts for the north segment under this alternative would be the same as described for
Alternative 1a.
Alternative 4: No Action
Under Alternative 4, no project-related roadway improvements would be constructed.
Incremental improvements to the existing roadways could be expected as urban growth and
usage continues. As outlined in Table 3.12-2, projected 2030 noise levels would be above the
NAC. This is due to the increase in trafﬁc volumes on the roadway system, which is expected to
cause a maximum of a 4-dBA increase over existing conditions in the project area. Receptors
8 through 13 represent residences along 228th that would experience noise levels above the
NAC. Receptor 3 represents residences that are near the intersection of 240th and 35th.
Land in the project area would continue to be subject to development. Existing roadways would
be incrementally improved and new roadways would be added as land development continues.
These improvements would happen in a piecemeal manner and could result in noise impacts,
although the total impact is not known at this time.
3.12.4 Mitigation Measures
WSDOT regulations (which apply to the proposed project if any federal or state transportation
funding would be used) require roadway projects to identify noise abatement measures that
are feasible and reasonable, and are likely to be incorporated in the project design. Feasibility
analysis determines primarily is an engineering determination as to whether a desired level
of noise reduction can be achieved at a particular site. Reasonableness is a more subjective
criterion based on the practicality of an abatement measure. Reasonableness considers
a number of factors, including cost, amount of noise reduction, future trafﬁc noise levels,
aesthetics, and safety. The following discussion of noise mitigation focused primarily on the
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feasibility of potential mitigation measures. Determining reasonableness of a speciﬁc mitigation
measure would be part of the engineering evaluation and selection of the preferred alternative.
WSDOT requires consideration and discussion of noise mitigation if predicted trafﬁc noise
levels either approach or exceed the NAC listed in Table 3.12-1, or exceed existing noise levels
by 10 dBA (WSDOT 2001). The following discussion evaluates the range of potential trafﬁc
noise mitigation measures, as well as whether or not noise mitigation would be feasible and
reasonable for the proposed project. This analysis of trafﬁc noise mitigation measures is based
on the preliminary designs and locations for the alternative alignments.
Construction
Although no speciﬁc locations would be adversely impacted by construction noise, the following
best management practices to be implemented by contractors are recommended to help reduce
construction noise impacts:
•

Implement work-hour controls so that noisy activities occur between 7:00 a.m. and 10:00
p.m., which will reduce the impact during sensitive nighttime hours.

•

Maintain equipment in good working order and use adequate mufﬂers and engine
enclosures to reduce equipment noise during operation.

•

Turn off engines when not in use to eliminate engine idle noise.

•

Locate stationary equipment away from sensitive receptors to help reduce the noise through
increased distance between the source and the receptor.

•

Organize construction vehicle travel to reduce the times passing by sensitive receptors and
reduce backing up of equipment with alarms.

•

Schedule noisy activities to occur at the same time because additional sources of noise
generally do not add a signiﬁcant amount of noise.

•

In the most severe case of construction noise, use temporary noise barriers or curtains to
reduce noise from stationary equipment or activities located near sensitive receptors.

Operation
Noise can be controlled at three locations: (1) at the source, with the use of mufﬂers and quieter
engines; (2) along the noise path, with barriers; and (3) at the receptor, with insulation. Noise
abatement is necessary only where frequent human use occurs and where a lower noise level
would have beneﬁts (USDOT 1982).
A variety of mitigation measures can be effective at reducing trafﬁc noise impacts. For example,
noise impacts from long-term operation of the project can be reduced with trafﬁc management
measures; by acquiring land for use as buffer zones; or by realigning the roadway, insulating
public use or nonproﬁt institutional structures from noise, and constructing noise barriers. These
and other mitigation measures were evaluated for their potential to reduce noise impacts from
the proposed project. The results of the evaluation are summarized below.
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Noise Barriers
Barriers include noise walls, berms, and buildings that are not sensitive to noise. The
effectiveness of a noise barrier is determined by its height and length and by site topography.
To be effective, the barrier must block the line of sight between the highest point of a noise
source, such as a truck’s exhaust stack, and the highest part of a receptor. It must be long
enough to prevent sounds from passing around the ends, have no openings such as driveway
connections, and be dense enough so that noise would not be transmitted through it (Barry and
Reagan 1978).
WSDOT identiﬁes many factors to help evaluate whether barriers would be feasible and
reasonable. A barrier is considered feasible if engineers can determine a location where a
barrier could be built to reduce noise by at least 5 dBA to the row of homes closest to the
roadway, with one receptor (house) having at least a 7-dBA reduction. Determination of
reasonableness includes the number of sensitive receptors beneﬁted; cost-effectiveness of the
barriers; and other concerns, such as the desires of nearby residents, aesthetics, and safety.
One WSDOT test for reasonableness is division of the total estimated cost of a proposed barrier
by the number of sensitive receptors that would receive a beneﬁt of at least 3 dB from the
barrier (a measure of cost-effectiveness). A base of $15,500 $37,380 is allowed per household
if the design year trafﬁc noise level is 66 dBA. However, as the predicted future noise level
increases, it is reasonable to implement more costly measures. For each decibel increase
resulting from the proposed project in the design year, an additional $1,500 $3,530 to $3,730
is allowed per household. For example, if the design year noise level is 69 dBA, then $20,000
$48,270 would be allowed. If the result of that computation is less than the allowed cost per
household, construction of the barrier is considered cost-effective. Other reasonableness
considerations are derived through public meetings and public review of this draft EIS (WSDOT
2001 2006).
Results of noise modeling identiﬁed various receptors that would experience a noise impact
under WSDOT and Snohomish County guidelines (Snohomish County exempts arterial
roadway source noise from having to provide mitigation). (The City of Bothell does not have
noise regulations for trafﬁc-related noise prevention and abatement.) Due to the nature of the
proposed alignments and their proximity to residential neighborhoods, a barrier may be both
feasible and reasonable as a noise mitigation measure in this southern project area for all three
four action alternatives. However, a complete analysis of the feasibility and reasonableness of a
noise barrier would be subject to further engineering evaluation and public comment.
Land Acquisition for Noise Buffers or Barriers
The right-of-way of any project alternative could be widened through the purchase of land
adjacent to sensitive receptor(s). The alternative alignments are bordered by residential
properties, which could be unreasonably expensive to acquire for the purpose of noise
mitigation.
Realigning the Roadway
The alignments studied are generally considered the best alignments to meet the proposed
project’s purpose and need, with minimal potential impacts associated with the different
alternatives.
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Noise Insulation of Buildings
Insulating public buildings in cooperation with the owners could reduce interior noise levels.
Potential techniques include installation of acoustical doors and windows; placement of
additional insulation in walls, ﬂoors, and ceilings; and installation of ventilation systems designed
to eliminate the need to open windows. Noise insulation, however, would have no effect on
exterior noise levels. Noise insulation would occur only in public buildings and not in commercial
or residential structures, which occur throughout most of the project area.
Trafﬁc Management Measures
These include time restrictions or trafﬁc-control devices and signing for prohibition of certain
vehicle types (such as motorcycles and heavy trucks); modiﬁed speed limits; and exclusive
land designations. Restriction of vehicle types and lower speed limits within the project area
could worsen congestion on other routes to and from the area, rendering these measures
unreasonable. Noise impacts could be reduced by land use controls throughout the study area.
The City of Bothell and Snohomish County could implement land use plans and zoning that
would restrict future land uses in the project area to those compatible with reduced road noise.
A transportation system management plan to encourage the use of car pools, public transit, and
shuttle buses could reduce vehicle trips and, subsequently, trafﬁc noise.
3.12.5 Signiﬁcant Unavoidable Adverse Impacts
If noise walls are determined to not be feasible or reasonable in some locations, there could
be some unmitigated signiﬁcant unavoidable impacts. With appropriate mitigation measures in
place, no signiﬁcant unavoidable adverse impacts related to noise are expected.
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PUBLIC SERVICES AND UTILITIES

3.13.1 Regulatory Context
SEPA requires an evaluation of potential project impacts on public services and utilities.
3.13.2 Affected Environment
Public service providers operating within the project area include police, ﬁre, schools, and
emergency medical services. Utilities include water, sewer, electric, natural gas, telephone,
telecommunications, and ﬁber optics.
Public Services
Fire and Emergency Medical
Snohomish County Fire Protection District 7 and the City of Bothell Fire and Emergency Medical
Services (EMS) both respond to calls in the project area. Snohomish County Fire Protection
District 7 provides ﬁre and emergency medical services, while the City of Bothell Fire and EMS
responds to ﬁres, medical aid, rescue calls, hazardous conditions, and service calls.
Police
The Snohomish County Sheriff and the Bothell Police Department both provide services in
the project area. The Snohomish County Sheriff south precinct responds to calls within the
unincorporated project area, and the Bothell Police Department responds to calls within the city
limits.
Schools
The project area is within the Northshore School District. Elementary students attend either
Canyon Creek Elementary or Kokanee Elementary. Junior high school students attend either
Canyon Park Junior High or Skyview Junior High. High school students attend Bothell High
School. Canyon Creek Elementary School and Skyview Junior High School are located in
the north project area at the intersection of 35th and 212th. The primary access road for both
schools is 35th.
Utilities
Water and Sewer

Alderwood Water and Wastewater District and the Cross Valley Water Association District
No. 1 provide water in the project area. Water lines are located along Maltby Road, 212th,
228th, 236th, 240th, 35th, and 39th. A water tank is located northwest of the 228th and 45th
intersection (City of Bothell 1994).
The majority of the project area does not have sewer lines, and most residences in the project
area rely on private septic systems. The Alderwood Water and Wastewater District owns some
sewer lines along 33rd and on various streets west of 35th in the south project area (City of
Bothell 1994). A new sanitary sewer line is proposed along 39th (Hastings, pers. comm., 2003).
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Electricity

Electrical service in the project area is provided by Snohomish County PUD No. 1 and
Puget Sound Energy. Electrical service is provided through both overhead and underground
distribution lines.
There are two electrical substations in the project area. The Park Ridge substation, located
southeast of the intersection at 228th and 39th, is operated by Snohomish County PUD No. 1.
The Bonneville Power Administration operates the SnoKing substation, which is south of Maltby
Road and east of 31st Drive SE (Jodock, pers. comm., 2003).
Natural Gas

Puget Sound Energy provides natural gas services for the project area. Natural gas lines of
varying diameter and pressure are underground along 240th east of 39th, along 35th north of
236th, along 228th, and along 39th north of 220th (Padvorac, pers. comm., 2003). According
to the Bothell Comprehensive Plan (1994), a future natural gas line is proposed along 39th
between Maltby Road and 228th, and on 228th between 39th and 45th.
Solid Waste

Rubatino Refuse Removal, Rabanco, and Waste Management NW provide solid waste disposal
in Bothell and surrounding areas of Snohomish County. All refuse is transported to a county
solid waste transfer station. The nearest transfer station is located at 8915 Cathcart Way in
Snohomish (Snohomish County 2003d).
Telecommunications

Verizon provides telephone service to the project area with both underground and aerial cables.
The aerial cables use many of the same utility poles as the Snohomish County PUD No. 1.
Aerial cables are located on 35th, and both aerial and underground cables are located along
39th, 240th, and 228th (Wendell, pers. comm., 2003).
Fiber Optics

Various ﬁber-optic providers have underground utility lines in the project area. Time Warner
Telecom and OnFiber have ﬁber-optic cables along 39th south of 240th and along Monte Vista
Parkway. XO Communications, Time Warner Telecom, and OnFiber run cables along 240th,
228th, and 35th (Whitmore, pers. comm., 2003; Rivera, pers. comm., 2003; Bendix, pers. comm.,
2003). 360 Networks has a ﬁber-optic cable along 228th (Coleski, pers. comm., 2003). Sprint has
the only ﬁber-optic cable in the north project area, located on Maltby Road. A ﬁber-optic drop is
located at the intersection of Maltby Road and 39th (Carpenter, pers. comm., 2003).
3.13.3 Environmental Impacts
Alternative 1a: 39th Avenue SE Alignment (3 lane) (Preferred Alternative)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Construction of Alternative 1a would affect services and utilities along
39th, 240th, and 228th.
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Public Services. 39th, 240th, 236th east of 35th, and 228th are primary transportation routes
used by ﬁre, police, and emergency response providers within the project area. Construction of
Alternative 1a would cause temporary congestion along these routes and adjacent roadways,
and subsequent increases in ﬁre and emergency medical response times. Emergency vehicles
may be required to use alternate routes, which could also increase response and travel times.
Additionally, there would be disruptions to ﬁre suppression water lines and hydrants, which
would need to be replaced and/or relocated to accommodate construction. School bus access
to bus stops may be disrupted if bus stops are relocated to accommodate construction.
Utilities. Alternative 1a would require replacement or relocation of a number of utilities.
Temporary service interruptions could occur during replacement and relocation. Affected utilities
include underground water lines, natural gas lines, telecommunication and ﬁber-optic lines,
underground and overhead electrical cables and facilities, underground television and telephone
lines, and overhead power lines.
Alternative 1a would also require the acquisition of approximately 100 feet on the west side of
the PUD Park Ridge substation. Only 15 to 20 feet of the substation itself would be required
for the proposed right-of-way. This acquisition would not affect operation of the substation and
would not require relocation of the facility.
Operation Impacts. Operation of Alternative 1a would not signiﬁcantly affect public services and
utilities in the project area.
Public Services. Alternative 1a could affect school bus routes and the location of school bus
stops. Additional bus service and revised bus routes to pick up students from both sides of the
road may be required. Police, ﬁre, and emergency vehicles could have improved response
times because there would be less trafﬁc congestion.
Utilities. No impacts on utilities are anticipated from operation of Alternative 1a.
Indirect and Cumulative Impacts
Local capital facility and adopted comprehensive plans have planned for the increased demand
for public services and utilities in the future. No indirect or cumulative impacts on public services
and utilities are expected to occur from Alternative 1a.
North Segment (Future Phase)
Direct Impacts
Construction and operation impacts on public services and utilities for the north segment would
be the similar to those described for the south segment. Construction of the north segment,
however, may displace existing
Indirect and Cumulative Impacts

The indirect and cumulative impacts for the north segment would be the same as those
described for the south segment.
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Alternative 1b: 39th Avenue SE Alignment (5 lane)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Construction impacts under Alternative 1b would be similar to but
potentially greater than those described under Alternative 1a because it would involve
construction in a larger area (27 acres versus 20.1 acres). Construction of Alternative 1b would
affect services and utilities along 39th, 240th, and 228th, and 236th east of 35th.
Public Services. Impacts on public services under this alternative would be similar to those
described for Alternative 1a but would be greater in magnitude because Alternative 1b would
disrupt a larger area during construction along the proposed road alignment. 39th, 240th, 236th
east of 35th, and 228th are primary transportation routes used by ﬁre, police, and emergency
response providers within the project area. Construction of Alternative 1 would cause temporary
congestion along these routes and adjacent roadways, and subsequent increases in ﬁre and
emergency medical response times. Emergency vehicles may be required to use alternate
routes, which could also increase response and travel times. Additionally, there would be
disruptions to ﬁre suppression water lines and hydrants, which would need to be replaced and/
or relocated to accommodate construction. School bus access to bus stops may be disrupted if
bus stops are relocated to accommodate construction.
Utilities. Construction impacts on utilities under this alternative would be similar to those
described for Alternative 1a but would be greater in magnitude because it would disturb
a larger area. More residents and services would be affected by temporary disruptions
during the replacement and relocation of utilities. Alternative 1 would require replacement
or relocation of a number of utilities. Temporary service interruptions could occur during
replacement and relocation. Affected utilities include underground water lines, natural gas
lines, telecommunication and ﬁber-optic lines, underground and overhead electrical cables and
facilities, underground television and telephone lines, and overhead power lines.
Alternative 1b would also require the acquisition of approximately 100 feet on the west side of
the PUD Park Ridge substation. Only 15 to 20 feet of the substation itself would be required
for the proposed right-of-way. This acquisition would not affect operation of the substation and
would not require relocation of the facility.
Operation Impacts. Operation of Alternative 1b would not signiﬁcantly affect public services and
utilities in the project area.
Public Services. Similar to Alternative 1a, Alternative 1b could affect school bus routes and the
location of school bus stops. Additional bus service and revised bus routes to pick up students
from both sides of the road may be required. Police, ﬁre, and emergency vehicles could have
improved response times because there would be less trafﬁc congestion.
Utilities. No impacts on utilities are anticipated from operation of Alternative 1b.
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Indirect and Cumulative Impacts

Local capital facility and adopted comprehensive plans have planned for the increased demand
for public services and utilities in the future. No indirect or cumulative impacts on public services
and utilities are expected to occur from Alternative 1b.
North Segment (Future Phase)
Direct Impacts
Construction and operation iImpacts for the north segment under Alternative 1b on public
services and utilities for the north segment would be the same as those described for the south
segment Alternative 1a.
Indirect and Cumulative Impacts
The indirect and cumulative impacts for the north segment would be the same as those
described for the south segment.
Alternative 2: 35th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Construction impacts under Alternative 2 would be similar to but potentially
greater than those described under Alternatives 1a and 1b. Construction of the south segment
under this alternative would affect services and utilities along 39th, 240th, 35th, and 228th.
Public Services. Impacts on public services under this alternative would be similar to those
described for Alternatives 1a and 1b but would be greater in magnitude because Alternative 2
would disrupt the use of an existing roadway.
Utilities. Construction impacts on utilities under this alternative would be similar to those
described for Alternatives 1a and 1b but would be greater in magnitude because 35th is more
heavily developed than 39th and includes impacts to sewer. More residents and services would
be affected by temporary disruptions during the replacement and relocation of utilities. The Park
Ridge substation would not be affected by right-of-way acquisition under this alternative.
Operation Impacts. Operation impacts would be the same assimilar to those described for
Alternative 1a.
Indirect and Cumulative Impacts
Indirect and cumulative impacts under Alternative 2 would be the same as those described for
Alternative 1a.
North Segment (Future Phase)
Impacts for the north segment under Alternative 2 would be the same as those described for
Alternative 1a.
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Alternative 3: 35th/39th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Construction impacts under Alternative 3 would be similar to those
described for Alternatives 1a, 1b, and 2. Construction of the south segment under this
alternative would affect services and utilities along 39th, 240th, 35th, and 228th, and 236th east
of 35th.
Public Services. Impacts on public services under Alternative 3 would be similar to Alternatives
1a, 1b, and 2 but would be greater in magnitude because Alternative 3 would affect a larger
area. The Alternative 3 alignment would extend approximately 1,500 feet north of 228th on 39th
and would extend farther west on 240th and 228th than either of the other action alternatives.
Utilities. Construction impacts on utilities under Alternative 3 would be similar to those described
for Alternatives 1a and 1b but would be greater in magnitude because Alternative 3 would
affect a larger geographical area. More residents and services would be affected by temporary
disruptions during the replacement and relocation of utilities. The Park Ridge substation would
not be affected by right-of-way acquisition under this alternative.
Operation Impacts. Operation impacts under Alternative 3 would be the same as similar to those
described for Alternatives 1a, 1b, and 2.
Indirect and Cumulative Impacts
Indirect and cumulative impacts under Alternative 3 would be the same as similar to those
described for Alternatives 1a, 1b, and 2.
North Segment (Future Phase)
Impacts for the north segment under Alternative 3 would be the same as those described for
Alternative 1a.
Alternative 4: No Action
Under Alternative 4, no project-related impacts on services, facilities, or utilities would occur.
Utilities and facilities would continue to be maintained. Improvements in safety and emergency
response time would not occur. Growth would continue in the project area, placing additional
demand on utilities and services. Existing roadways would be incrementally improved and new
roadways would be added as land development continues. These improvements would happen
in a piecemeal manner and could adversely affect public services and utilities, although the total
impact is not known at this time.
3.13.4 Mitigation Measures
A construction trafﬁc management plan would be prepared to manage construction trafﬁc on
roadways affected by the project. The plan would identify mitigation measures to ensure access
by emergency service providers and school buses during construction. Mitigation measures
would include providing advance notice of construction activities to schools, emergency
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services, and law enforcement agencies, and stipulating detour routes and parking locations.
Temporary, complete lane closures along 35th would be necessary for Alternatives 2 and 3, and
would last between two and three months. Complete lane closures would be short term and
would not be scheduled during peak travel periods whenever possible.
Communication with utility providers would occur prior to construction to coordinate the
relocation of utilities within an alternative right-of-way. Construction would be scheduled
to minimize or avoid potential service interruptions. Local capital facility and adopted
comprehensive plans have planned for the increased demand for public services and utilities in
the future.
Speciﬁc mitigation measures for potential impacts on public services or utilities resulting from
the north segment would be determined during a subsequent environmental review process.
Mitigation would likely include efforts to avoid temporary construction-related disruptions in
service, including advance coordination with service providers and scheduling work during lowdemand periods.
3.13.5 Signiﬁcant Unavoidable Adverse Impacts
With appropriate mitigation measures in place, no signiﬁcant unavoidable adverse impacts on
public services and utilities are expected.
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VISUAL RESOURCES

3.14.1 Regulatory Context
This assessment of visual resources complies with the following City of Bothell and Snohomish
County regulations:
•

Bothell Tree Retention and Landscaping Code (BMC 12.18);

•

Bothell Design and Construction Standards and Speciﬁcations (BMC 17.02);

•

Snohomish County Road and Bridge Design Standards (SCC 13.05); and

•

Snohomish County General Development Standards - Landscaping (SCC 30.25).

3.14.2 Methods
The methodology for this visual quality assessment is based on the FHWA guidance publication
Visual Impact Assessment for Highway Projects (FHWA 1981). Using the FHWA guidance, this
assessment considers the regional visual character, visual resources of the project site, views of the
project site from important vantage points, and the changes in these views that would result from
project implementation. This assessment also considers potential impacts of the proposed project
on aesthetics and identiﬁed mitigation measures to reduce impacts. Methods used to determine the
potential changes in visual quality for the alternatives are described in the Draft EIS Appendix I.
The project area was divided into Landscape Assessment Units (LAUs). The LAUs include
portions of the landscape that are visible or potentially visible from the alternative alignments
(Figure 3.14-1). They also include areas from which a proposed alignment may be seen. See
Photographs 1 through 4 below for representative views of the project area. The Draft EIS
Appendix I contains photographs from speciﬁc viewpoints.
The following eight LAUs were identiﬁed on the basis of visual distinctions, such as topography
and landforms, vegetation, water bodies, land use, and key views or limits of visibility:
•

LAU 1 encompasses the southern portion of Alternatives 1a and 1b, including the proposed
intersection at 240th and 39th for Alternatives 1a, 1b, and 3 and the existing intersection for
Alternative 2.

•

LAU 2 encompasses the central portion of Alternatives 1a and 1b approximately to the point
where the grade levels off.

•

LAU 3 encompasses the northern portion of Alternatives 1a and 1b up to 228th.

•

LAU 4 encompasses the southern portion of Alternatives 2 and 3 and the existing 240th and
35th intersection.

•

LAU 5 encompasses the central portion of Alternatives 2 and 3 and the existing 35th.

•

LAU 6 encompasses the northern portion of Alternatives 1a, 1b, 2, and 3 and the existing
35th and 228th.

•

LAU 7 encompasses the southern portion of 39th from 223rd to 212th for future expansion
of 39th.

Jewell Road

5-91M-15306-0
Page 3-240

r
Yo
k

Roa
d

Malt

3
2
1

3

ad

LAU 8
42nd Avenue SE

SE

3rd
Driv
e SE

ue
ven
29th A

4

by R
o

212th Street SE

Street SE

h Street SE

(

0t

223rd

4

Street

th

39th Avenue

or
8

2

ve S E

2
C

23rd Avenue SE

6
8
5

ee

k

1

7

LAU 3
1
3

LAU 2

2

236th Street SE
35th Avenue SE

1

Cr
ole

2

4
3

4

LAU 1
2

1

4

2

Villa P
kw

240th Street SE

1

3
Monte

3

SE

3
234th Street SE

B OT H E L L

5

39th Avenue SE

230th Street SE

LAU 4

LAU 6
3

1

4

236th Street SE

224th Street

6

m

LAU 5

SE

A
38th

27th Avenue SE

ek

k
405

Cre

ee

31st Avenue SE

Cr
228th Street SE

l
Pa

SE 7

Street

223rd

N

2

SE

Street SE
22

2 20 th

217th Street SE
45th Avenue SE

3 5 th

Canyon Creek Road)

Avenue SE

SE

218th Street SE

LAU 7

215th Street SE

y.

Source: Thomas Bros. Maps 1999

39th Ave

220th

30 t h Avenue

2 6t
hP
lace
SE

1

47th Avenue SE

Graphics Server/Graphics/Billable/Bothell 39th Ave SE/EIS/Appendices/Visual/Fig 3.14-1 Photo Points 3.22.04

Bothell Connector Final EIS
November 2, 2006

SNOHOMISH COUNTY
KING COUNTY

North Creek Pkwy.

FIGURE 3.14-1

N
0

2000'

Approximate Scale in Feet

BOTHELL CONNECTOR PROJECT
1993013

1

photograph viewpoint

LAU 1

landscape assessment unit

PHOTOGRAPH
VIEWPOINTS

Bothell Connector Final EIS
November 2, 2006

•

5-91M-15306-0
Page 3-241

LAU 8 encompasses the northern portion of 39th from 212th to Maltby Road for future
expansion of 39th.

3.14.3 Affected Environment
South Project Area
The south project area contains six LAUs (1 through 6).
Landscape Assessment Unit 1
LAU 1 runs from the southern project limits at 240th north to 236th. The gradient rises gradually
to the north from the low point at 240th. Views looking directly north from 39th are of a forested
foreground with both deciduous and conifer trees (Viewpoint 1). Houses are northwest of
the intersection of 39th and 240th, and to the northeast is a detention pond with recently
constructed apartments perched above it. Views include the intersection of 240th and 39th. The
gradient rises quickly to the east. South of the intersection, views are of the business park, and
views to the east include newer apartments to the northeast and older houses to the southeast
(Viewpoint 2 of LAU 1).
To the west, the apartments have broken views of the intersection at 240th and 39th and
also of 240th as it continues west with additional views of the business park south of 240th
(Viewpoint 3). Viewpoint 4 of LAU 1 has views of the 39th alignment to the south with a forested
foreground.has similar characteristics to Viewpoint 2 of LAU 2, which is discussed below.
Landscape Assessment Unit 2
LAU 2 extends northeast from 236th stopping short of 228th. The land generally rises to the
east, leveling off just south of 228th (Viewpoint 2). The area is predominantly forested and
several houses are located in the area. To the west are pocket views of a forested ridge; valley
topography is not apparent because of dense trees in the foreground (Viewpoint 1).
The central portion of LAU 2 is heavily wooded. The area contains several wetlands and is
bisected with several water-fed ravines. Visual quality is high. Mature trees provide shade and
allow the area to stay moist, supporting diverse vegetation with a lush texture. Water is collected
within several man-made ponds that provide unique and desirable visual features (Viewpoint 3).
These views, however, are limited to residents close to the area.
Landscape Assessment Unit 3
LAU 3 abuts the northern end of LAU 2 and extends north to 228th. An electrical substation
is located just south of 228th. Views west of the substation are of dense vegetation. Several
neighbors east of the substation have views looking down onto the substation and to 228th
(Viewpoint 4). Grading techniques and vegetation placement below the elevation of 228th
reduce views of the substation, which is urban in detail (Viewpoint 2). Views of the substation
are low in quality (Viewpoint 3). The substation is not highly visible by users of 228th because it
is set back from the road and vegetation screens views. Views southwest of the substation are
blocked by dense vegetation (Viewpoint 1). For Viewpoint 4, see the discussion of Viewpoint 5
of LAU 6 below.
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Landscape Assessment Unit 4
LAU 4 lies west of, and abuts, LAU 1. To the west along 240th are views toward I-405.
These views are limited by a row of vertical poplar trees that visually contrast with masses
of vegetation (Viewpoint 1). South of 240th is a business park with landscaping that includes
dense coniferous trees that partially buffer views of the buildings from users and neighbors to
the north (Viewpoint 2). North of 240th, surrounding views include several houses and open
pasture (Viewpoint 3). At the intersection of 240th and 35th, views to the west are of a new
housing development. Views north along 35th continue to the cross street of 228th, where views
of the open pasture are limited by vegetation along the road (Viewpoint 4). Along the southern
portion of 35th, views are of an open pasture (Viewpoint 5), offering quality views of a rural
setting with a forested backdrop. At the corner of 35th and 236th, the height of the vegetation
along the east side of 35th is reduced, allowing high-quality views of Mount Rainier on clear
days, low-quality background views of buildings at the business park, and quality foreground
views southeast across the open pasture. There are average views of a new housing
development to the southwest (Viewpoints 6, 7, and 8).
Wetland vegetation and ponds within LAU 4 are not visible because of topography. Topography
gently rises from south to north and from west to east.
Landscape Assessment Unit 5
LAU 5 originates at 236th and extends north to 228th. Large masses of vegetation deﬁne 35th
in both the north and south directions (Viewpoints 1 and 4). The width of the roadway is visually
reduced by the scale of the vegetation directly abutting the road. General visibility along the
road is hindered by shading as natural light is reduced by dense vegetation. Grade changes on
either side of the road are moderate in appearance because of massed vegetation. Power lines
are visible along the west side of the road, but visual prominence is reduced by the scale and
proximity of vegetation. Both user and neighbor views east and west of residences are heavily
buffered by foreground vegetation (Viewpoints 2 and 3). Topography continues to gently climb
to the north, and also rises from west to east. There are no signiﬁcant views because of the
foreground vegetation. Vegetation visually buffers surrounding development (business park and
new housing development) for both users of the road and neighbors.
Landscape Assessment Unit 6
LAU 6 extends north from 228th to near 220th. The western boundary is just west of 35th, and
the eastern boundary is approximately halfway between 39th and 45th. The intersection at
228th and 35th is much wider than roads and intersections viewed in other LAUs because of
recent road improvements along 228th. At the corner of 228th and 39th, views to the west are of
228th as it rolls up and down the landscape, deﬁned by mature trees on either side of the road
(Viewpoint 5). East of the intersection of 228th and 39th, users and possibly neighbors can see
signiﬁcant views of the Olympic Mountain range to the west. Long-range views to the east are
not signiﬁcant because of a rise in grade. For both users and neighbors, views north from the
road include several residences, undeveloped land, and forested background (Viewpoints 2).
Views to the south are of residential development with forested canopy (Viewpoint 1). At the
intersection of 228th and 35th, there are prolonged views of 228th as it rises and falls along
the topography to the west, creating an open swath through the mature trees. The intersection
is wide with sidewalks on both sides, and a rockery retaining wall is visible (Viewpoint 8). The
grade rises moderately on both the north and south side of 228th; rockery retaining walls are
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set back from the road and are used to support grade changes. As 228th moves east, the slope
of the land begins to steepen. At the intersection of 228th and 39th, a retaining wall is used to
support the slope to the south. Nearby neighbors have the only views of the retaining wall. The
intersection at 228th and 39th is wider than intersections viewed in other LAUs, resembling the
intersection at 228th and 35th. At the corner of 228th and 39th, a detention pond is obscured
from the view of road users by young trees and shrubs (Viewpoint 3). Along 39th before the
intersection of 228th, there are pocket views of undeveloped land. Views are obscured by
wetland vegetation that is adjacent to and west of 39th (Viewpoint 6). Views east of 39th include
forested wetlands with residences uphill of both the road and wetlands. Views west of 39th
include forested wetlands with limited views to undeveloped land (Viewpoints 4 through 7). At
223rd and 39th, views to the southeast are of an active construction site.
North Project Area
The north project area contains two LAUs (7 and 8).
Landscape Assessment Unit 7
LAU 7 encompasses the area between 223rd and 220th, extending north of 212th. Views
along the east and west sides of 39th display a mix of rural residences, a church, sites cleared
of vegetation to make way for new development, power lines, and open roadside ditches.
Disconnected but signiﬁcant groupings of mature trees are situated along the road, with random
massings of understory vegetation (Viewpoints 1 and 2). Most of the structures along the road
are highly visible by users of the road. Neighbors have views of the road and users. Views
within the project area are changing from rural to urban as new developments are introduced
incorporating landscaping, curbs, gutters, sidewalks, planting strips, and improved streets.
Landscape Assessment Unit 8
LAU 8 abuts the northern portion of LAU 7 and extends north to Maltby Road. There is a
strong visual transition from LAU 7 to LAU 8 as views change from rural to urban (Viewpoint
1). Views along this section are primarily of new housing developments situated on both sides
of the street. Visually, this portion of the road is uniform with planting strips, curbs and gutters
with sidewalks, and a widened road to accommodate outer and inner turn lanes. Housing
developments use both fences and ornamental vegetation to provide buffers from the road
and to mark the entry to the developments. These new plantings and fences are a signiﬁcant
visual transition from the mature, mostly native vegetation lining sections of the same road to
the south. Entrances to housing developments and sale properties are denoted with colorful
banners (Viewpoint 2), which when viewed by users of the road contrast with the occasional
green backdrops provided by mature trees. At the most northern portion of the project area,
signiﬁcant vegetation is widely scattered on both the west and east sides of the road. Northwest
of 39th, a large substation and overhead power lines are visible to both neighbors and users of
the road. Along 39th, new retaining walls and a detention pond are visible (Viewpoints 3 and 4).
3.14.4 Environmental Impacts
This section includes a qualitative description of how neighbor and user views in the project
area would be affected by the proposed alternatives. A quantitative assessment of impacts
according to the FHWA methodology is included in the Draft EIS Appendix I.
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Alternative 1a: 39th Avenue SE Alignment (Preferred Alternative) (3 lane)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Construction impacts on visual resources under Alternative 1a will include
the interruption of normal views with the placement of construction staging areas, construction
ofﬁces, jersey barriers, construction fencing, construction vehicles, ﬂagging and ﬂaggers, and
highly visible warning signs. Large areas of bare soil may be temporarily exposed or covered
with erosion control fabric. Stockpiled materials, including dirt, riprap, roadbed materials,
landscaping materials, and stormwater vaults, will likely be visible to neighbors and road
users. If construction occurs at night (which is unlikely), construction lighting could cause glare
in adjacent residential areas. All of these visual construction impacts will be temporary and
removed upon completion of a given phase of construction.
Operation Impacts. LAU 1 encompasses the southern portion of the proposed alignment.
Vegetation would be removed, opening views to the new road and larger intersection for
both users and residents located to the west and east. Many of the residents to the east will
have views of the road from above; residents to the west would have views of the enlarged
intersection at 39th and 240th. They will also be subjected to increased light pollution generated
by new intersection lights and more automobiles on the road. Currently, light sources in LAU 1
are limited to streetlights and headlights from the intersection of 240th and 39th. Alternative 1a
will create these types of light pollution throughout the length of LAU 1, which will be split by the
proposed alignment. Existing vegetation that screens out light pollution will be removed.
An approximate 43,000-square foot stormwater detention pond (Pond B) has been proposed
approximately 750 feet west of the intersection of 240th and 39th and adjacent to and north of
240th (Appendix A. Sheet 39-6). Vegetation will be planted to buffer the pond. Users of 240th
will have limited views of the detention pond. Residential neighbors to the west and east of
the detention pond will have views looking down onto the structures; proposed buffers will limit
these views.
LAU 2 is located in the south-central portion of the proposed alignment. Road placement
will provide users with views of forested hillside and stream tributaries. Removing vegetation
will offer new views for both users and neighbors. Views of forested ridges to the west will
be enhanced as the road gradient increases, allowing users of the road to be positioned
above nearby vegetation. Removing vegetation for the new road may provide both users and
neighbors with views of the Olympic Mountains. Neighbors to the west and east will have views
of the newly aligned road. As part of the road construction, retaining walls will be established
to help contain excessive changes in grade to the east and west. Proposed retaining walls will
be visible primarily to users of the road; in some cases, however, these walls may be visible to
neighbors.
A larger retaining wall will be placed to the west of 39th. An approximate 31,000-square foot
detention pond (Pond D) would be positioned at the toe of the wall. Vegetation will be planted to
buffer the pond. Users will not be able to see the stormwater detention pond, but neighbors may
have partial views of it.
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LAU 3 encompasses the north-central portion of the proposed alignment. The location of the
road will allow for foreground views of a forested wetland along the west side of the road. Users
of the road will have low-quality views of the substation. There will be little or no visual impact on
neighbors west of the road because wetland vegetation provides a visual buffer. However, they
may be affected by light pollution from increased numbers of headlights at night and streetlights
along the new road. Currently, light pollution in LAU 3 is limited to headlights from vehicles
traveling along 228th and scattered residential light sources. Most of this LAU is densely
vegetated. Visual impact by light pollution will be most noticeable at night. As within LAU 2,
retaining walls will be used to contain changes in grade to the west. These retaining walls will
not be viewed by users of the road because they will be set at or lower than the proposed road
grade. Neighbors will have no views or very limited views because of vegetation.
LAU 6 encompasses the northern portion of the proposed alignment. The existing road has
wide shoulders along 228th, allowing for the proposed intersection and road improvements with
minimal visual changes for users and neighbors. Neighbors will have full views of the proposed
intersection and will be affected by increased light pollution from both new signals and more
automobiles. With the new intersection in place, neighbors will have views of automobiles
gathering at the intersection. The new intersection and road alignment will require the removal
of vegetation, possibly opening views west to the Olympic Mountains. An approximate 52,000square foot stormwater detention pond (Pond E) will be located north of 228th. The pond will have
a vegetation buffer surrounding it; users and neighbors will have minimal views of the pond.
Indirect and Cumulative Impacts
Cumulative impacts under Alternative 1a will include a continued change in appearance from
rural residential to urban residential. This alternative will likely include visual impacts from
additional development as access could be opened to more properties. Based on current
proposed land use in the project area (i.e., the project is located within planned urban growth
areas) urban development will continue to occur, and the visual character of the project corridors
will gradually become more urban in appearance. In particular, future development within the
open pasture northeast of the intersection of 35th and 240th would reduce or eliminate views of
Mount Rainer.
North Segment (Future Phase)
Direct Impacts
A potential future phase of the project would expand the portion of 39th between 228th and
Maltby Road from two lanes to between three and ﬁve lanes. Such an expansion would require
the acquisition of additional right-of-way, improvements to intersections, and potential changes
in signalization for key intersecting roadways. Proposed future actions in the north project area
would affect LAUs 7 and 8.
LAU 7 encompasses the central portion of the alignment from 223rd to the north. Neighbors
would have increased views of the road after vegetation is removed along the road. These
views would be low quality.
LAU 8 encompasses the northern portion of the alignment. The expanded roadway would
provide visual continuity between new and old developments that are currently scattered along
the project area.
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Indirect and Cumulative Impacts
Indirect and cumulative impacts for the north segment would be the same as those described
for the south segment.
Alternative 1b: 39th Avenue SE Alignment (5 lane)
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Construction impacts on visual resources under Alternative 1b would
be the same as those described under Alternative 1a. include the interruption of normal views
through the placement of staging areas, construction ofﬁces, jersey barriers, construction
fencing, construction vehicles, ﬂagging, and highly visible warning signs. Large areas of bare
soil may be temporarily exposed or covered with erosion control fabric. Stockpiled materials,
including dirt, riprap, roadbed materials, landscaping materials, and stormwater vaults, would
likely be visible to neighbors and road users. If construction occurs at night (which is unlikely),
construction lighting could cause glare in adjacent residential areas. All of these visual
construction impacts would be temporary and removed upon completion of a given phase of
construction.
Operation Impacts. Operation impacts on visual resources under Alternative 1b would be similar
to those described under Alternative 1a but greater due to the wider roadway and different
stormwater features near the intersection of 240th and 39th. LAU 1 encompasses the southern
portion of the proposed alignment. Vegetation would be removed, opening views to the new
road and larger intersection for both users and residents located to the west and east. Many
of the residents to the east would have views of the road from above; residents to the west
would have views of the enlarged intersection. They would also be subjected to increased light
pollution generated by new intersection lights and more automobiles on the road. Currently,
light sources in LAU 1 are limited to streetlights and headlights from the intersection of 240th
and 39th. Alternative 1 would create these types of light pollution throughout the length of
LAU 1, which would be split by the proposed alignment. Existing vegetation that screens out
light pollution would be removed. AIn LAU 1, a stormwater detention pond has been proposed
immediately northwest of the intersection of 240th and 39th, with a low retaining wall between
the road and the detention pond. Vegetation would be planted to buffer the view of the pond.
Users of the road would have limited views of the detention pond. Neighbors to the east of the
detention pond would have views looking down onto the structures; buffers would limit these
views.
LAU 2 is located in the south-central portion of the proposed alignment. Road placement
would provide users with views of forested hillside and stream tributaries. Removing vegetation
would offer new views for both users and neighbors. Views of forested ridges to the west
would be enhanced as the road gradient increases, allowing users of the road to be positioned
above nearby vegetation. Removing vegetation for the new road may provide both users
and neighbors with views of the Olympic Mountains. Neighbors to the west and east would
have views of the newly aligned road. As part of the road construction, retaining walls would
be established to help contain excessive changes in grade to the east and west. Proposed
retaining walls would be visible primarily to users of the road; in some cases, however, these
walls may be visible to neighbors. A larger retaining wall would be placed to the west of 39th.
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A detention pond would be positioned at the toe of the wall. Users would not be able to see the
stormwater detention pond, but neighbors may have partial views of it.
LAU 3 encompasses the north-central portion of the proposed alignment. The location of the
road would allow for foreground views of a forested wetland along the west side of the road.
Users of the road would have low-quality views of the substation. There would be little or no
visual impact on neighbors west of the road because wetland vegetation provides a visual
buffer. However, they may be affected by light pollution from increased numbers of headlights
at night and streetlights along the new road. Currently, light pollution in LAU 3 is limited to
headlights from vehicles traveling along 228th and scattered residential light sources. Most of
this LAU is densely vegetated. Visual impact by light pollution would be most noticeable at night.
As within LAU 2, retaining walls would be used to contain changes in grade to the west. These
retaining walls would not be viewed by users of the road because they would be set at or lower
than the proposed road grade. Neighbors would have no views or very limited views because of
vegetation.
LAU 6 encompasses the northern portion of the proposed alignment. The existing road has
wide shoulders along 228th, allowing for the proposed intersection and road improvements
with minimal visual changes for users and neighbors. Neighbors would have full views of the
proposed intersection and would be affected by increased light pollution from both new signals
and more automobiles. With the new intersection in place, neighbors would have views of
automobiles gathering at the intersection. The new intersection and road alignment would
require the removal of vegetation, possibly opening views west to the Olympic Mountains. A
stormwater detention pond would be located north of 228th. The pond would have a vegetation
buffer surrounding it; users and neighbors would have minimal views of the pond.
Indirect and Cumulative Impacts
Indirect and Ccumulative impacts under Alternative 1b would be similar to those described
for Alternative 1a. include a continued change in appearance from rural residential to urban
residential. This alternative would likely include visual impacts from additional development as
access is opened up to more properties. Based on current proposed land use in the project
area (i.e., the project is located within planned urban growth areas) urban development would
continue to occur, and the visual character of the project corridors would gradually become
more urban in appearance. In particular, future development within the open pasture northeast
of the intersection of 35th and 240th would reduce or eliminate views of Mount Rainer.
North Segment (Future Phase)
Direct Impacts
Impacts for the north segment under Alternative 1b would be the same as those described for
Alternative 1a. A potential future phase of the project would expand the portion of 39th between
228th and Maltby Road from two lanes to between three and ﬁve lanes. Such an expansion
would require the acquisition of additional right-of-way, improvements to intersections, and
potential changes in signalization for key intersecting roadways. Proposed future actions in the
north project area would affect LAUs 7 and 8.
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LAU 7 encompasses the central portion of the alignment from 223rd to the north. Neighbors
would have increased views of the road after vegetation is removed along the road. These
views would be low quality.
LAU 8 encompasses the northern portion of the alignment. The expanded roadway would
provide visual continuity between new and old developments that are currently scattered along
the project area.
Indirect and Cumulative Impacts
Indirect and cumulative impacts for the north segment would be the same as those described
for the south segment.
Alternative 2: 35th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Impacts from construction under Alternative 2 would the same as those
described under Alternative 1a.
Operation Impacts. LAU 1 encompasses the intersection of 240th and 39th. Neighbors east and
north of the intersection would have increased views of the road and trafﬁc. They would also be
subjected to light pollution generated by streetlights, intersection lights, and automobiles.
LAU 4 encompasses the southern portion of the roadway. Increasing the width of 240th and
the intersection of 240th and 35th would increase views of the pasture located at the northeast
corner. It would also open up views to the business park because the expansion would require
the removal of landscape plantings. These plantings currently screen views of the buildings
from users of the road and from neighbors with views to the south. Increasing the width of
240th would require a retaining wall to the south. Retaining walls proposed in this LAU under
Alternative 2 would be visible to both neighbors and users along the road. A stormwater
detention pond would be located to the northeast of the intersection of 240th and 35th. The
stormwater detention pond would have a buffer surrounding it. Automobile users and neighbors
would have minimal views of the pond; pedestrians would have the greatest view of it.
As vegetation is removed to accommodate widening of 35th, views of Mount Rainier,
residences, and the business park would be enhanced or exposed. Views of the undeveloped
ﬁeld would be enhanced for both users and residents looking eastward. Removing vegetation
would expand views along 35th. This would allow more direct views both north and south from
240th and 228th. These new views would be increasingly urban in nature along 35th. The
new road would have elements similar to those at the nearby business park, such as formal
plantings, sidewalks, and additional road lanes.
LAU 5 encompasses the central portion of the roadway. Removing vegetation to widen the road
would expose views of the road to both users and surrounding neighbors. Neighbors would be
subjected to increased light pollution generated by new streetlights, intersection lights, additional
automobiles, and surrounding neighbors. Initially, new planting strips along each side of the road
would partially buffer views between users and neighbors. As the vegetation matures, views
would be screened to a greater degree. Views of the open pasture and Mount Rainier would

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page 3-249

be enhanced by removing vegetation. However, as the new vegetation matures it may screen
some of the views (for neighbors) acquired by the removal of existing vegetation. Unfavorable
views of the business park and of I-405 would increase when mature vegetation is removed.
Users of I-405 may have views of the widened road. Roadway improvements would incorporate
urban details not currently seen within this section of the road. Such details would include
retaining walls, sidewalks, bicycle lanes, and landscaping. Several stormwater detention ponds
would be located within LAU 5. The ﬁrst would be west of 35th along 234th. The pond would be
situated south of 234th and have a buffer surrounding it. Users of 35th would not be able to see
the pond, but some neighbors would have minimal views of it. The second detention pond would
be southeast of the intersection at 228th and 35th. Automobile users and neighbors would have
minimal views of the pond; pedestrians would have the greatest view of it. Both ponds would be
surrounded by a fence with a landscape buffer in the front.
LAU 6 encompasses the northern portion of the roadway. Increasing the intersection at 228th
and 35th would have little visual change because of the existing width of 228th. Residents near
the intersection would have an increased awareness of trafﬁc traveling along 228th. Views for
both users and residents along 228th would only slightly change. A stormwater detention pond
would be located northwest of the intersection of 228th and 39th. The detention pond would
be surrounded by a fence with a landscape buffer in the front. Automobile users and neighbors
would have minimal views of the pond; pedestrians would have the greatest view of it.
Indirect and Cumulative Impacts
North Segment (Future Phase)
Impacts for the north segment under Alternative 23 would be the same as those described for
Alternative 1a.
Alternative 3: 35th/39th Avenue SE Alignment
South Segment (Initial Phase)
Direct Impacts
Construction Impacts. Impacts from construction under Alternative 32 would be the same as
those described under Alternative 1a.
Operation Impacts. LAU 1 encompasses the intersection of 240th and 39th. The intersection
would increase in size and be more visually prominent to neighbors to the east and west.
Viewers would also be affected by light pollution from the signals and automobiles at the
intersection. A stormwater detention pond would be placed northwest of the intersection; a low
retaining wall would be placed between the road and the detention pond. The pond would be
surrounded by a fence with a landscape buffer in the front. Users of the road would have limited
views of the detention pond. Neighbors east of the detention pond would have views looking
down onto it. Pedestrians would have the greatest views of the pond.
LAU 4 encompasses the area west of the intersection at 240th and 39th. The alignment would
bisect the open pasture, and views would be of rural elements such as rolling ﬁelds, stands of
trees, and forested background. The realignment of the road would direct views away from the
business park to the southeast, enhancing views of Mount Rainier. A detention pond would be
located southwest at the intersection of the 35th and 236th. The pond would be surrounded by
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a fence with a landscape buffer in the front. Automobile users and neighbors would have limited
views of the pond; pedestrians would have the greatest view of it.
LAU 5 encompasses the central portion of the roadway. The alignment would buffer portions
of the roadway for both users and neighbors. Direct views (looking north) of 228th from 240th
and views (looking south) of 240th from 228th would be eliminated. For additional information,
refer to Alternative 2 (LAU 5). Several stormwater detention ponds would be located within
LAU 5. The ﬁrst would be west of 35th along 234th. The pond would be situated south of 234th
and have a buffer surrounding it. Users of 35th would not be able to see the pond, but some
neighbors would have minimal views of it. The second detention pond would be southeast of the
intersection at 228th and 35th. Automobile users and neighbors would have minimal views of
the pond; pedestrians would have the greatest view of it. Both ponds would be surrounded by a
fence with a landscape buffer in the front.
LAU 6 encompasses the northern portion of the alignment. Increasing the size of the
intersection at 228th and 35th would have little visual change because the existing width of
228th is close to that of the planned intersection. The alignment crosses through an area of
minimal residential development, with a forested background offering rural views.
Indirect and Cumulative Impacts
Indirect and cumulative impacts would be the same as those described for Alternative 1a.
North Segment (Future Phase)
Impacts for the north segment under Alternative 3 would be the same as those described for
Alternative 1a.
Alternative 4: No Action
Under the Alternative 4, the proposed project would not be constructed. Zoning densities within
the project area would likely increase, and growth and development within and around the
area would continue to occur. As a result, portions of the roadway network would be improved
incrementally and new roads added in support of this growth. Under this alternative, visual
quality would be affected by the continued transition from rural to urban land uses, resulting in
low-quality views.
3.14.5 Mitigation Measures
City or County regulations do not require any mitigation measures for visual quality impacts.
However, recommended potential mitigation measures to avoid or minimize visual impacts of
the project include:
•

Highly visible retaining walls could be built to a speciﬁc height and set back from the road to
make room for plants in front. This would help soften views of the walls. A variety of colors
or types of materials could be used so that they complement existing architectural styles or
natural settings.

•

Proposed sidewalks would parallel the road. Although not proposed at this time, sidewalks
could meander in places to be more visually pleasing to both users and neighbors of the
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sidewalk. Variations in color and texture of the materials could be used to complement
architectural styles. Landscaping would visually soften hard surfaces and add visual interest.
•

In wetland areas, strips of ornamental plantings often associated with roadway
improvements would not be incorporated. This would reduce impacts on wetlands and
maintain views for both users and neighbors.

•

Under each action alternative, safe pedestrian links to neighbors and outlying areas would
be created by building sidewalks and bike lanes.

•

Although not proposed at this time, the use of native plant species in the proposed planting
strips would provide visual continuity with existing vegetation.

•

Light and glare could be reduced by adding light shields, redirecting lighting, and screening
vegetation.

•

Although not proposed at this time, landscaped berms could be constructed in speciﬁc areas
under Alternative 3. This would shield light and glare from the roadway and could be done
only in areas with adequate space and where sight distances would not be affected.

•

Although not proposed at this time, overhead power lines could be placed underground to
reduce visual clutter and conﬂict with long-range views.

•

Buffer plantings would be established around the perimeter of all stormwater detention
ponds. Buffer standards would follow both City of Bothell and Snohomish County regulatory
requirements.

3.14.6 Signiﬁcant Unavoidable Adverse Impacts
While the impacts described above may be considered signiﬁcant by individual users and
neighbors, they are all consistent with the planned transition of land uses in the project
area from rural to urban. Impacts on local views can be offset by the mitigation measures
recommended above. No signiﬁcant unavoidable adverse impacts on visual resources are
expected.
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IRREVERSIBLE AND IRRETRIEVABLE COMMITMENT OF RESOURCES

Implementing any of the action alternatives (Alternatives 1a, 1b, 2 or 3) would require a
commitment of natural, physical, human, and ﬁscal resources. In all of these categories,
irreversible and irretrievable commitments of resources would occur. Land required for new
roadway right-of-way would be irreversibly committed during the functional life of the roadway.
Although it is possible for land to revert to non-transportation uses (right-of-way vacation),
the likelihood of such an occurrence for an established arterial roadway is small.
Considerable amounts of fossil fuels and construction materials, such as steel, cement,
aggregate, and bituminous material, would be expended under the action alternatives.
These physical resources are generally in sufﬁcient supply, and their commitment to the
project would not have an adverse effect on their continued availability. Improved trafﬁc
ﬂows through the project area resulting from the proposed improvements would reduce
long-term consumption of fossil fuels.
Some biological resources would be irreversibly and irretrievably lost with construction
of the proposed project. Some wetland areas would be ﬁlled, and areas of wildlife habitat
lost. However, mitigation measures are proposed to minimize the loss or replace wetland
resources.
In terms of human resources, labor would be used in preparation, fabrication, and
construction of the project. Labor is generally not considered to be a resource in short
supply, and commitment to the project would not have an adverse effect on the continued
availability of these resources. Project construction would require a substantial expenditure
of public funds.
The proposed commitment of natural, physical, human, and ﬁscal resources is based on
the belief that businesses, employees, and residents of the City of Bothell and Southwest
Snohomish County would beneﬁt from improved quality of the transportation system in
the Bothell Connector project area and vicinity. These beneﬁts would consist of a savings
of time and convenience through improved mobility and safety. These beneﬁts are
anticipated to outweigh the commitment of resources.
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ACRONYMS AND ABBREVIATIONS

AASHTO
ACM
ADA
AWDT

American Association of State Highway and Transportation Ofﬁcials
Asbestos-containing material
Americans with Disabilities Act
Average weekday trafﬁc

BAT
BLM
BMC
BMPs
BP
BPA

Business access/transit
Bureau of Land Management
Bothell Municipal Code
Best Management Practices
Before Present
Bonneville Power Administration

CFR
CO
Corps
CT
CTMP
CTR
CWA

Code of Federal Regulations
Carbon monoxide
U.S. Army Corps of Engineers
Census tract
Construction Transportation Management Plan
Commute trip reduction
Clean Water Act

dB
dBA

Decibel
A-weighted decibels

Ecology
EDR
EIS
EMS
EPA
ESA
ETP

Washington State Department of Ecology
Environmental Data Resources, Inc.
Environmental Impact Statement
Emergency Medical Services
U.S. Environmental Protection Agency
Endangered Species Act
Eastside Transportation Program

FHWA
Fitzgerald Road

Federal Highway Administration
27th Avenue SE

GMA
GP
GPO

Growth Management Act
General purpose
Growth Phasing Overlay

HOV
HPA

High occupancy vehicle
Hydraulic Project Approval

IUOE

International Union of Operating Engineers
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KCM
KPFF

King County Metro
KPFF Consulting Engineers, Inc

L&I
LAU
LBP
LOS

Washington Department of Labor and Industries
Landscape Assessment Unit
Lead-based paint
Level-of-service

mph
MTCA
MTS
MUGA

Miles per hour
Model Toxic Control Act
Metropolitan Transportation System
Bothell Municipal Urban Growth Area

NAAQS
NAC
NHPA
NOAA
NOx
NPDES
NRHP
NWI

National Ambient Air Quality Standards
Noise abatement criteria
National Historic Preservation Act
National Oceanic and Atmospheric Administration
Nitrogen oxides
National Pollutant Discharge Elimination System
National Register of Historic Places
National Wetland Inventory

OAHP
OFM
OSHA

Ofﬁce of Archaeology and Historic Preservation
Washington State Ofﬁce of Financial Management
Occupational Safety and Health Act

PCBs
PM10
PM2.5
ppm
PRD
PSCAA
PSRC
PUD

Polychlorinated biphenyls
Particulate matter less than 10 micrometers in size
Particulate matter less than 2.5 micrometers in size
Parts per million
Planned Residential Development
Puget Sound Clean Air Agency
Puget Sound Regional Council
Public Utility District

RCRA
RCW
ROW

Resource Conservation and Recovery Act
Revised Code of Washington
Right-of-way

SCC
SDWA
SEPA

Snohomish County Code
Safe Drinking Water Act
State Environmental Policy Act
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SMMP
SMP
SO2
SR-524
SWPPP

Shoreline Management Master Program
Shorelines Master Program
Sulfur dioxide
Maltby Road
Stormwater Pollution Prevention Plan

TIP
TMDLs

Transportation Improvement Program
Total maximum daily loads

USC
USFWS
UST

United Stated Code
U.S. Fish and Wildlife Service
Underground storage tank

VOCs
vpd

Volatile organic compounds
Vehicles per day

WAC
WDFW
WDNR
WISHA
WRIA
WSDOT

Washington Administrative Code
Washington Department of Fish and Wildlife
Washington Department of Natural Resources
Washington Industrial Safety and Health Act
Water Resource Inventory Area
Washington State Department of Transportation

Bothell Connector Final EIS
November 2, 2006

7.

DISTRIBUTION LIST

Federal
U.S. Army Corps of Engineers
U.S. Department of Commerce, NOAA Fisheries
U.S. Department of the Interior, U.S. Fish and Wildlife Service
U.S. Department of Transportation, Federal Highways Administration
U.S. Environmental Protection Agency, Region 10
Tribes
Muckleshoot Tribe
Tulalip Tribe
State
Department of Community Trade and Economic Development, OAHP
Department of Ecology
Department of Fish and Wildlife
Department of Natural Resources
Puget Sound Water Quality Action Team
Washington State Department of Transportation
Cities
City of Woodinville
City of Kenmore
City of Mill Creek
City of Brier
City of Kirkland
City of Lynnwood
City of Bothell
City Council
City Manager’s Ofﬁce
Director, Community Development
Director, Public Works
Fire Marshal
Chief of Police
King County
Waste Water Treatment
DDES Development Review
Road Services Division, Engineering
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Snohomish County
Executive’s Ofﬁce
County Council
Fire Marshal
Planning and Development Services
Department of Public Works
Transportation & Environmental Services
Surface Water Management
Road Maintenance
Solid Waste
Sheriff’s Department
Regional
Northwest Indian Fisheries Commission
Puget Sound Clean Air Agency
Puget Sound Regional Counci
Snohomish County Economic Development Council
Public Service Organizations
Alderwood Water & Sewer District
Cross Valley Water Association
Comcast
Community Transit
Metro
Northshore Fire Department
Northshore Utility District
Snohomish County PUD #1
Snohomish Health District
Puget Sound Energy
Sound Transit/ST Express
Verizon
Woodinville Water & Sewer
Schools
Canyon Creek Elementary
Fernwood Elementary
Kokanee Elementary
Canyon Park Junior High
Skyview Junior High
Bothell High Schoo
Northshore School District
Community Groups
Adopt-A-Stream
Alderwood Community Council
Pilchuck Audubon Society
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Libraries
Bothell Regional Library
Media
The Herald
King County Journal
Seattle Daily Journal of Commerce
Seattle Times
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APPENDIX A: ENGINEERING DRAWINGS
Alternative 1a – Preferred Alternative
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APPENDIX B: BOTHELL CONNECTOR – RESPONSE TO PUBLIC COMMENTS

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page B-2

Copies of the original comment letters can be found at the end of this comment response
document. Comments are either restated here verbatim, or summarized or restated for brevity
and clarity.
Letter 1, Comment #1
Commenter expressed concern that the proposed roadway would be too close to their house
and to the power lines. They also are opposed to the noise, air quality, and wetlands impacts
that would result. They state their support of Alternative 4 – No Action. (Comment summarized.
Refer to original letter for complete text.)
Response
A preferred alternative for the southern segment has been selected to be advanced in the Final
EIS. This alternative is a modiﬁcation of Alternative 1 that has 3 rather than 5 lanes. The 3 lane
conﬁguration would result in less impact to wetlands than the 5-lane Alternative 1 analyzed in
the DEIS. Noise and air quality impacts from construction and operation of the project would
be expected to be minor at the commenter’s residence due to distance from the project and
intervening topography and vegetation. Refer to Sections 2, 3.3, 3.11, and 3.12 for a description
of all project alternatives being considered and evaluation of impacts to wetlands, air quality,
and the noise environment.
EIS Revision
None
Letter 2, Comment #1
How does this tie-in with Highway 9 improvements? There is no indication except a brief
mention under Compatibility With Regional Plans (page 3.10-24) and again in Appendix F (p
19). It seems far more logical to me that monies be spent to widen the highway to 5 lanes than
to widen 39th to 5 lanes, particularly in light on the completion and improvements of 128th (?)
from Mill Creek to Highway 9. Because the highway will eventually be 5 lanes wide, it will draw
a great deal of trafﬁc that is currently projected to use the Bothell Connector due to faster travel
speeds and fewer signalized and/or stop-controlled intersections.
This is by far the most glaring error in this DEIS. A proper study would include future scenarios
with Highway 9 expanded to 5 lanes. Without Highway 9 included, it can only concluded that
the data presented in Tables 3.10-8 and 3.10-9 to be without merit, as most of the increased
volumes will be approaching from north of Maltby Road, volumes that could conceivably choose
Highway 9 instead of 39th if such an option were available, with access from 128th, 180th, or
Maltby Road. For this reason, this DEIS is not acceptable in its current condition.
Further, the failure to explain anything about Regional plans, particularly Highway 9, that may
have a profound impact on the 39th region, will only decrease public support and increase the
likelihood that the public will want the No Action Alternative, which in the long term, is the least
desirable alternative, as the DEIS clearly states.
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Response
SR 9 is currently being widened. The transportation model for the Bothell Connector project
accounts for the full build-out of SR-9 for the 2030 model, which is two travel lanes in each
direction between SR 522 and SR 92. The model also accounts for improvements to I-405
and SR 527. Please refer to Table 11 (page 23) of the Transportation Technical Appendix for
assumed transportation improvements included in the model for 2010 and 2030.
EIS Revision
None
Letter 2, Comment #2
Maltby Road is also a State Highway (SR 524). It seems far more logical to widen an
existing State Highway and provide easier access to a widened Highway 9 than to disrupt a
neighborhood by essentially creating a new highway. There is no indication as to whether or
not this has even been considered, or whether this is part of Regional plans. In addition, Maltby
Road is indicated as part of the Bothell Connector plan on Figures in the DEIS and Appendix F,
yet there is no discussion of possible improvements to Maltby.
Response
While a portion of Maltby Road (SR 524) is included in the project study area, improving this
state route is not in the scope of the project. Based on the Washington State Department of
Transportation’s system plan, this road will eventually be a 4-lane road. However, this work is
not anticipated to occur in the near term.
Based on the need for a north-south arterial in this area, it is not anticipated that improvements
to SR 524 would preclude the need for the Bothell Connector. Both improvements would be
necessary in the long run to ensure an adequate transportation network.
EIS Revision
None
Letter 2, Comment #3
There is no indication anywhere as to what modeling software was used to determine forecast
volumes, why that software was chosen over other available programs, and whether it is
microscopic or macroscopic or a combination. If the choice of software was justiﬁable, public
support for acceptance of the data will increase.
Response
Three computer transportation models were used in this analysis. TMODEL2 was used
to forecast future trafﬁc volumes to the City’s roadway. TMODEL is a land use based
(macroscopic analysis) forecasting model that was used to estimate future trafﬁc volumes due to
changes in land use and the roadway network. Synchro 5.0 (microscopic analysis) was used to
analyze intersection performance (level-of-service and vehicle queuing) and to identify changes
to the transportation system such as channelization, intersection control, and signal phasing and
cycle lengths. The third model SimTrafﬁc (Trafﬁcware, Incorporated), a microsimulation model,
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was run to simulate the operation of the proposed roadway alternatives and to further analyze
vehicle queuing and channelization requirements of the preferred alternative of the FEIS and to
assist in preliminary design. These models are commonly used to forecast trafﬁc volumes and
the results are widely respected and accepted by transportation planners.
EIS Revision
None
Letter 2, Comment #4
Commenter states he supports 3-lane alternative for the north segment and is opposed to 5lane alternative and list several reasons (Letter 2, Comments 4a-k). (Comment summarized.
Refer to original letter for complete text.)
Response
The preferred alternative for the south segment is the 39th Avenue alternative with 3 rather
than 5 lanes. The north segment is currently described in the Snohomish County 6-year
Transportation Improvement Program (TIP) as a 3-lane facility. Funding is provided for key
intersection improvements, instead of the full corridor, because (a) the County has not had
funding available, and (b) construction of the urban, 3-lane section is being accomplished to a
large degree by private developers through construction of road frontage improvements as land
redevelopment occurs.
EIS Revision
An additional alternative (Alternative 1a), which is a modiﬁcation of Alternative 1, including an
analysis of anticipated effects has been added to the FEIS.
Letter 2, Comment #4a
Commenter states that anything more than a 3-lane northern segment would alter the nature of
the single-family residential area. (Comment summarized. Refer to original letter for complete
text.)
Response
The Snohomish County TIP currently calls for a 3-lane roadway section in the north segment.
Planning for the northern alternative had not progressed beyond that presented in the Draft
EIS when the Final EIS was published. There are no current County planning documents
that recommend or envision a 5-lane section for 39th between Maltby Road and 228th. As
described above, private developers are reconstructing a large part of 39th to an urban, 3lane section while the County focuses on intersection improvement projects in the TIP. In the
future, if necessary the County will likely install any missing sections of urban improvements to
complete the 3-lane corridor. Implementation of a northern segment project will require further
State Environmental Policy Act (SEPA) review, possibly in the form of a supplemental EIS or a
separate EIS covering that project.
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EIS Revision:
None
Letter 2, Comment #4b
Commenter states that although current roadway has a posted speed of 35 MPH, it is designed
to handle 55 MPH and current average speed observed on the existing roadway is 45 MPH.
Commenter is concerned that a 5-lane northern segment would result in the average speed
observed increasing to 50+ MPH and even faster should Alternative 1 be chosen. He feels this
would greatly reduce pedestrian and bicycle safety. (Comment summarized. Refer to original
letter for complete text.)
Response:
A modiﬁed alternative 1 (Alternative 1a) is being advanced as the preferred alternative for the
south segment. The 3-lane roadway would have a posted speed limit of 35 MPH. It is not
anticipated that the northern segment posted speed limit of 35 MPH would change even with
improvements. The concern about excessive speeds is noted and will be considered during the
design phase.
EIS Revision
None
Letter 2, Comment #4c
(Writer agrees improvements are needed; he supports a 3-lane road but not a 5-lane road.)
There will be no need for displacement of any homes in the North Segment as far as I can
tell with the 3-lane alternative. The 5-lane alternative will be both costly and bitter. The 5-lane
alternative will also require acquisition of right-of-way from a large number of homeowners,
which will also be costly and bitter. Most land, if not outright condemned, will likely be purchased
at assessed value, rather than the higher market value, resulting in a loss to property owners.
Response
Since the DEIS was issued, the 3-lane road option has been identiﬁed as the Preferred
Alternative for the roadway between 228th and 240th Avenues. The 5-lane option was studied to
evaluate a wider range of impacts. Based on future trafﬁc projections, the County’s TIP calls for
a 3-lane roadway section between 228th Avenue and Maltby Road.
With respect to your concern about the fairness of the acquisition process on homeowners,
assessed value is not used to determine a purchase price, as federal and state regulations
require that the City or County pay fair market value as determined by appraisal. An
independent appraisal is contracted for each parcel. Right-of-way purchases and, if necessary,
relocation will comply with the Civil Rights Act Title VI legislation, Uniform Relocation Assistance
and Real Property Acquisitions Act of 1970, as amended, and the Washington State Relocation
Assistance and Real Property Acquisition Policy (RCW 8.26). Chapters 8.08, 8.12, and 8.25..
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EIS Revision
None
Letter 2, Comment #4d
All the current new construction is obviously being done with the 3-lane alternative in mind,
based on the road width and crosswalk placement. Again the 5-lane alternative will be far more
costly as these new sidewalks will have to be destroyed and new ones built.
Response
For the area you mention, between 228th Avenue and Maltby Road, the DEIS evaluated both
3-lane and 5-lane roadway options to determine the widest range of impacts. Based on future
trafﬁc projections, the County’s Transportation Needs Report calls for a 3-lane roadway for this
section. Therefore, the sidewalks for a 3-lane road that are currently being installed as part
of the new construction on this section of 39th Avenue SE will eventually tie in with sidewalks
proposed for the 3-lane option in the County’s area of the Bothell Connector project.
EIS Revision
None
Letter 2, Comment #4e
There will be a public walkway next to our property (21416 39th Avenue SE) that will allow
pedestrians on 39th to access the public schools on 35th (? – writer’s question mark) (Canyon
Creek Elementary and Skyview Junior High). Most of these pedestrians will be students. The
5-lane alternative would provide far less safety for anyone attempting to cross the road. It would
also require costly signalized crosswalks. I do not know if the 3-lane alternative would require
signalized crosswalks, or simply some sort of less expensive warning device such as lights in
the roadway that would ﬂash when a pedestrian pushes a button (such as by the Totem Lake
Park-and-Ride near NE 132nd in Kirkland.)
Response
While the DEIS evaluated both 3-lane and 5-lane roadway options in your area to determine
the widest range of impacts, based on future trafﬁc projections the County’s TIP calls for a 3lane roadway between 228th Avenue and Maltby Road. The County has a project to construct
left turn lanes on 39th Avenue SE at 212th Street SE, and to signalize the intersection. This will
include a signalized crossing for students to access the schools. This project is scheduled to be
constructed in 2007. In addition, the County has recently constructed an interim walkway on the
east side of 39th Avenue SE between Maltby Road and 228th Street SE. This walkway connects
the sidewalk sections that have been installed as new frontage improvements by developers.
The walkway project provides residents along 39th Avenue SE with a pedestrian facility until
such time as sidewalks are fully installed. Ultimately, there will be curb, gutter and sidewalk
improvements on both sides of 39th Avenue SE within the project limits; however, there are no
funds currently programmed or scheduled for these improvements.
EIS Revision
None
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Letter 2, Comment #4f
Due to the number of school buses that utilize 39th, any 5-lane alternative will discourage
drivers traveling in the opposite direction from stopping, and will allow drivers traveling in the
same direction to attempt to pass by using the interior lane. Thus, the 5-lane alternative will
further decrease safety for schoolchildren.
Response
While the 5-lane option has now been dropped from consideration, Washington state law
requires drivers on a 5-lane road, traveling in the same direction as a stopped school bus, to
stop behind the bus, while drivers traveling in the opposite direction are allowed to keep moving.
With a 3-lane road, all trafﬁc stops. As the 3-lane roadway is the desired construction option,
there is not expected to be a decrease in safety for schoolchildren.
EIS Revision
None
Letter 2, Comment #4g
Commenter suggests that one or two transit pullouts could be easily achieved in the 3-lane
alternative. (Comment summarized. Refer to original letter for complete text.)
Response
A modiﬁed Alternative 1 (Alternative 1a) with 3 rather than 5 lanes on 39th between 240th
Street SE and 228th Street SE has been selected as the preferred alternative for the Bothell
Connector project. As described in Section 3.10 of the DEIS, Community Transit provides transit
service through the Bothell Connector project area on 240th Street SE, 35th Avenue SE, and
228th SE. Transit service is focused on developments in and around the Monte Villa Business
Park. It is likely that the transit conﬁguration in the area would stay the same. Therefore, transit
pullouts would not be necessary along the preferred alternative. However, it is possible that
transit would be rerouted from 35th to 39th after completion of the connector project. As such,
pullouts are shown on all alternatives at the major intersections and the impacts associated
with them included in the EIS. Transit impact analysis provided in Section 3.10 of the Final EIS
indicates that transit times would improve with implementation of any of the action alternatives
when compared with the no action alternative.
EIS Revision
None
Letter 2, Comment 4h
Commenter states that the 5-lane alternative encourages the largest increase in both noise and
pollution volumes. (Comment summarized. Refer to original letter for complete text.)
Response
It is anticipated that a 3-lane alternative would encourage less trafﬁc than a 5-lane and would
thus generate less noise and pollution. Air pollution, however, may increase under the preferred
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alternative compared with the 5-lane alternative. The preferred alternative has a modeled LOS
of C for both the 39th/240th and 39th/228th intersections for 2010 and LOS of D for both the
39th/240th and 39th/228th intersections for 2030. The modeled LOS for the 5-lane Alternative
1 would be C for both years at 39th/240th and D for 2010 and C for 2030 at 39th/228th. LOS
of D indicates that more cars would be spending more time waiting at the intersection than
would for LOS of C. Therefore, air quality impacts at LOS D would be expected to be greater
than LOS C. An air quality evaluation was conducted for the preferred alternative. The results
of that evaluation were compared to those found in the DEIS for the 5-lane Alternative 1. The
comparison is included in the FEIS.
EIS Revision
Various EIS sections have been modiﬁed to include a discussion of impacts resulting from the
preferred alternative.
Letter 2, Comment #4i
In order to achieve the 5-lane alternative, lane widths would be reduced according to the DEIS,
thus decreasing driver safety. In addition, planting strips could be eliminated, thus eliminating
the potential enhancement that planting strips add to both safety and beauty. Both of these
enhancements offer the potential for increased property values and thus encourage peace
between Snohomish County/City of Bothell and the private homeowners on 39th, as well as
support for the 3-lane alternative rather than animosity.
Response
The 3-lane option has been selected as the Preferred Alternative for the new roadway section
between 228th and 240th Avenues and based on future trafﬁc projections, the County’s TIP
calls for a 3-lane option for the section between 228th and Maltby Road. The 3-lane option will
meet designated standards for lane widths and other roadway elements, and will not detract
from driver or pedestrian safety.
EIS Revision
None
Letter 2, Comment #4j
Table 3-10.1 (Trafﬁc Volumes for Key Arterials, 2002 – on page 3.10-4) indicates that both the
daily and PM peak hour volumes of the north segment are nowhere near those of the south
segment, a further indication that the 5-lane alternative is not necessary. Future volumes
indicate a large increase, but as I pointed out earlier, without Highway 9 and Maltby Road
improvements included, these volumes are suspect.
Response
Roadway improvements that would widen SR 9 between SR 522 and 176th Street SE have been
funded and are scheduled for completion by 2012. Groundbreaking for the section between
SR 522 and SR 524 (Maltby Road) took place in September, 2005, and is estimated to be
completed in 2008. Widening of Maltby Road is in the long term plan but contingent on obtaining
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funding. The trafﬁc analysis for the Bothell Connector does include the assumption of the SR-9
widening work as well as improvements to I-405 and SR 527.
EIS Revision
None
Letter 2, Comment #4k
Property access from and onto 39th Avenue would result in longer delays on a 5-lane rather
than 3-lane alternative because residents along 39th Avenue would have to wait for 2
lanes rather than 1 lane of trafﬁc to clear before exiting or entering the roadway. (Comment
summarized. Refer to original letter for complete text.)
Response
The preferred alternative is 3-lanes which, if implemented, would make access to and from 39th
Avenue to private properties along the corridor easier than a 5-lane alternative.
EIS Revision
Property access impacts are addressed in the discussion of the preferred alternative in Section
3.10
Letter 2 Comment #5
Commenter states that Figure 3.10-1 indicates several intersections with stop control but
there is no indication as to whether they are all-way, one-way, or two-way stop intersections.
(Comment summarized. Refer to original letter for complete text.)
Response
The ﬁgure legend differentiates between 4-way and 2-way stop controlled intersections. Oneway stop controlled intersections are present at several intersections where a stop sign symbol
is placed ahead of the intersection indicating the direction of travel the stop sign faces.
EIS Revision
The ﬁgure and legend were revised to indicate two-way stop controlled with directions of trafﬁc.
Letter 2, Comment #6
Commenter states that the Level of Service (LOS) deﬁnition should indicate the City or County
minimum LOS requirement for intersections. Intersections that meet the exception requirements
should be noted along with the reasons that they are exempted from meeting the LOS
requirements, if applicable. (Comment summarized. Refer to original letter for complete text.)
Response
The City of Bothell requires a LOS of D at each intersection. Snohomish County uses an
arterial unit LOS. LOS E is their standard based on travel speed. Below are the arterial
unit’s LOS results for the No Action and Preferred alternatives for 2010 and 2030, using the
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Highway Capacity Methodology Arterial Analysis methodology. Posted speed limits were used
as an estimate of future speeds. Results ﬁnd that the arterial unit 209-332 on 39th Avenue SE
between 228th Street SE and Maltby Road SE corridor for 2010 and 2030 will operate at an
arterial level of service LOS B or better during the PM peak hour.
Travel Time

Arterial Speed

Arterial LOS

NB

SB

NB

SB

NB

SB

2010 Revised No Action

211.0

278.3

26.7

22.0

B

C

2010 Preferred Alternative

206.2

258.1

27.2

23.7

B

C

2030 Revised No Action

218.9

265.9

25.7

23.0

B

C

2030 Preferred Alternative

225.9

264.7

24.9

23.1

B

C

None of the intersection within the project area are exempt from the LOS requirements,
although the SR 524/39th/York Road intersection is a State intersection and not subject to
concurrency.
EIS Revision
None
Letter 2, Comment #7
LOS presented for 39th/Maltby Road and 35th/228th intersections are no longer valid and
should be updated based on existing information or a new study. (Comment summarized. Refer
to original letter for complete text.)
Response
The update City of Bothell Comprehensive Plan (2004) includes improvements at key
intersections and arterials that were previously shown to be deﬁcient in the DEIS analysis of
the No Action. As a result, the trafﬁc analysis for the No Action Alternative was revised for the
FEIS. The LOS analysis for Alternative 1a (Preferred Alternative) was based on the updated
intersection and arterial assumptions. Since implementation of the DEIS action alternatives is
unlikely, LOS analysis for these alternatives was not updated.
EIS Revision
Section 3.10 was updated to include LOS for the revised no action and Alternative 1a (Preferred
Alternative).
Letter 2, Comment #8
Tables 3.10-6 and 3.10-7 and related text do not provide any indication as to whether accident
numbers meet any sort of acceptable standards. EIS text should reﬂect whether corridors and
intersections meet acceptable standards. (Comment summarized. Refer to original letter for
complete text.)
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Response
As stated in DEIS Appendix F “ Accident rates for the selected arterials and collector routes in
the study area generally ranged between 0.7 and 3.4 accidents per million vehicle miles (MVM).
These rates are less than WSDOT norms for comparative facilities. Accident rates for typical
urban arterial facilities fall primarily into a range of 3 to 5 accidents per MVM.As
EIS Revision
EIS Text revised in section 3.10.2. Comparative statement on accident rates for typical urban
arterial facilities added.
Letter 2, Comment #9
Property access times at the end of Section 3.10.2 indicated average delay times only. The
text should indicated if these meet acceptable City/County standards, if any, or if the meet
suggested times per the 2000 Highway Capacity Manual or similar. (Comment summarized.
Refer to original letter for complete text.)
Response
Property access times was discussed in detail in DEIS Appendix F and summarized in the
Transportation section of the DEIS. DEISAppendix F indicated that delays of 35 seconds for leftturning vehicles entering 35th from adjacent properties and 17 seconds per vehicle on 45th, the
2030 DEIS No Action estimate, were typical of other arterials in Bothell.
EIS Revision
Section 3.10.2 was revised to include statement reﬂecting typical property access delays in the
Bothell area.
Letter 2, Comment #10
Fix formatting of heading in Table 3.10-11 (“Existing”) (Comment summarized. Refer to original
letter for complete text.)
Response
Table heading revised.
EIS Revision
Revised Table 3.10-10 (formerly 3.10-11).
Letter 2, Comment #11
There is no indication in the trafﬁc accident data of non-motorized incidents.
Response
Accident data reviewed for this EIS included the date, location, and whether an injury occurred
between 1998 and 2001. This data would include any incident involving a vehicle and a
pedestrian or bicycle. This review established a historical look at vehicle collision trends at
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intersections and along corridors. This data does not include pedestrian/bicycle or bicycle/
bicycle collisions. Typically, the City does not generate a collision report for these unless they
involve injury or high damage. These incidents are very rare. The City’s opinion is that there is
not a high non-motorized accident history along this corridor. The proposed alternatives include
pedestrian and bicycle facilities to enhance non-motorized mobility and safety.
EIS Revision
None
Letter 2, Comment #12
In Appendix F, what is a Regional Activity Center.
Response
Regional Activity Center is deﬁned on page 5 of Appendix F. This deﬁnition is consistent with the
deﬁnition found in the City of Bothell Comprehensive Plan Economic Development Element.
EIS Revision
None
Letter 2, Comment #13
Appendix F indicates that 228th/39th and 228th/45th intersections will be signalized in 2004.
Why is this not stated in the DEIS. (Comment summarized. Refer to original letter for complete
text.)
Response
The FEIS indicates that these intersections are under construction for the installation of trafﬁc
signals.
EIS Revision
The EIS was revised to indicate if the subject intersections are being signalized.
Letter 2, Comment #14
The FEIS needs to make the intention of the Bothell Business Loop more clear as deﬁned in
Appendix F. (Comment summarized. Refer to original letter for complete text.)
Response
Policy ED-P4 states: “Designate a commercial and scenic transportation route through Bothell
which would serve the purposes of establishing a commercial identity for Bothell and linking the
retail, ofﬁce, commercial and industrial activity centers within the City. Along the route, business
areas would alternate with natural open spaces for a pleasing driving, bicycling, walking or
transit riding experience. See Figure ED-2”
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Figure ED-2 shows the Bothell Connector between 228th St SE and 240th St SE as part of this
loop if it is built.
The “Bothell Business Loop” is not speciﬁcally mentioned in the DEIS and FEIS because the
project’s purpose, need, and objectives are not expressly tied to it.
EIS Revision
None
Letter 2, Comment #15
Commenter states that projected costs should be included to allow the public to make an
informed decision about the project. (Comment summarized. Refer to original letter for complete
text.)

Response
Projected cost for implementation of each of the action alternatives is presented in Section 2.1.5
of the FEIS.
EIS Revision
Section 2.1.5 has been revised to show updated costs for all action alternatives.
Letter 2, Comment #16
Commenter states support for a 3-lane northern segment and alternative 2 for the south
segment due to lesser environmental and residential impacts. Commenter indicates concern
that WSDOT improvements to Highway 9 and possible improvements to Maltby Road are not
included in the EIS. Commenter states LOS data is outdated and there are no projected costs.
(Comment summarized. Refer to original letter for complete text.)
Response
Comment noted. See response to Letter 2, Comments 1, 2, 4, 7, and 15.
EIS Revision
None
Letter 3, Comment #1
This project should not just be considered some arterial to move trafﬁc out of Bothell. It must
be considered part of a planned city of logical street design. I believe that on 1.3 (page 1-4?) a
statement should support the goals of the Growth Management Act to allow development of a
City in a logical and environmental way. The County is attempting to move the existing UGA as
one proposal. This may be a required objective, but the planning of the City Growth should also
be an objective. As a resident along 39th Street SE, I am working with residential development
and understand it is part of the logical growth. This project must support commonsense growth.
In other words, this area must share in the growth as we are along 39th Avenue SE.
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Response
The County is reviewing this document and project – as well as the comprehensive plan
revisions and land development proposals in the area – in accordance with policies and
procedures that have been adopted to comply with the Growth Management Act. Every effort is
being made to review development in this area in a “logical and environmental way” according
to state law and the adopted policies and plans of the City and County.
EIS Revision
Section 1.3 last bulleted item of the EIS has been revised from:
•

”Incorporate roadway design and safety features to accommodate projected trafﬁc
volumes and turning vehicles associated with planned urban growth in Bothell and nearby
communities.”

To:
•

Incorporate roadway design and safety features to accommodate projected trafﬁc
volumes and turning vehicles associated with planned urban growth in Bothell and nearby
communities in compliance with the Growth Management Act.

Letter 3, Comment #2
Commenter states that “an appropriately designed Alternative 1” is recommended and will be
the best approach to City planning. (Comment summarized. Refer to original letter for complete
text.)
Response
As stated in responses to Letter 2, a preferred alternative for the south segment has been
selected that is a redesigned Alternative 1 with 3 rather than 5 lanes.
EIS Revision
None.
Letter 3, Comment #3
Commenter states opposition to Alternative 3 as it “appears to be a freeway and will cut
through planned parks and again potential logical development…This alternative appears to
be more costly and will not provide connectivity to community centers as with alternative one
and appears to have one purpose of moving commuters and not a local street or arterial. (A full
service facility)” (Comment summarized. Refer to original letter for complete text.)
Response
As stated in responses to Letter 2, a preferred alternative for the south segment has been
selected that is a redesigned Alternative 1 with 3 rather than 5 lanes.
EIS Revision
None
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Letter 3, Comment #4
The City of Bothell is now in the process of updating land use in this area and as in the past it
was 1 acre as opposed to 7,200 sf lots in Snohomish County after routine adjustments by the
Hearing Examiners. It is time for some consistency. It is obvious that there are development
opportunities along the extension of 39th Ave. SE (Alt. 1) for establishing grow targets for the
City of Bothell. The county has been busy in development 39th Ave…it is time to take the heat
off our area in Snohomish County.
Response
Your comment on land use consistency is noted. The City via its Community Development
Department is currently engaged in a Critical Area and Groundwater Inventory, Assessment,
and Mapping analysis for the Fitzgerald/35 Avenue SE Subarea. This analysis has been
expedited so that its ﬁndings can be used to evaluate and act on several property-owner
initiated Comprehensive Plan amendment requests. Current zoning within the City of Bothell
jurisdiction within the project area remains generally consistent with that presented in Figure
3.6-1 of the DEIS.
EIS Revision
Figure 3.6-1 has been revised to show updated zoning designations for the City of Bothell.
Letter 3, Comment #5
The design appears of a full scale, 5-lane construction appears unnecessary at this time (longrange) along the existing 39th Avenue SE. It would appear to complete the North Project with
a modest 3-lane before a full multi-lane project and to consider County project to the north of
Maltby Road on 35th Avenue for a more distributed improvement. This is such that all the funds
are not put into one short segment. The idea of obtaining a 92-foot right-of-way may be painful
to the current residents. A two-stage approach should be considered by phasing the idea of a
80-foot right-of-way.
Response
The 3-lane option has been selected as the Preferred Alternative for the roadway section
between 228th and 240th Avenues, and also identiﬁed in the County’s TIP for the section
between 228th and Maltby Road. As discussed in the DEIS, the North Segment between 228th
Street and Maltby road has been identiﬁed as a potential future phase of the project.
EIS Revision
None
Letter 3, Comment #6
A no action alternative is not realistic and is only wishful thinking.
Response
State Environmental Policy Act (SEPA) rules require that the “no-action” alternative be evaluated
and compared to other alternatives (WAC 197-11-440(5)(ii).
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EIS Revision
None
Letter 3, Comment #7
Wetland impact can be mitigated and maybe improved by a useful open space.
Response
Selection of a 3-lane as the preferred alternative for the south segment will allow the project to
avoid more wetland area than would have been possible under a 5-lane alternative. Mitigation
for wetland impacts will be required. The type and amount of mitigation will be determined
based on the project’s ﬁnal design and City of Bothell or Snohomish County regulation, as
appropriate. These issues are discussed in detail in Section 3.3 of the EIS.
EIS Revision
None
Letter 3, Comment #8
There should be opportunities to expand the wetland for public use such as a trail system or at
least a open space or greenbelt.
Response
Expansion of existing wetlands and establishment of public recreational use could be
incorporated into the mitigation design, when developed.
EIS Revision
None
Letter 3, Comment #9
It is interesting that you refer to the ancient 1977 North Creek Area Comprehensive Plan in
this outrageous neglect of subarea planning of our area by Snohomish County. The City of Mill
Green, as you state, did get a Snohomish County UGA plan with our tax money and we have
been hanging out to dry with no updated planning for all these years. Your effort of planning has
probably exceeded the entire effort of subarea planning for South Snohomish UGA in the past
quarter century. I believe that your work will be used by our area for further subarea planning as
a spin off.
Response
Comment noted.
EIS Revision
None

Bothell Connector Final EIS
November 2 2006

5-91M-15306-0
Page B-17

Letter 3, Comment #10
It is also interesting in the growth of the June 6, 1985 Draft EIS for the 39th Ave. project. , a 41
page document to hundreds of pages. This is not a criticism but again a reality check as to the
high standards and complexity of any kind of construction.
Response
Comment noted.
EIS Revision
None
Letter 3, Comment #11
I agree that the project should follow the two-phase approach and I would encourage
Snohomish County to obtain funds for the second phase in that the frontage improvements
planned and under construction will complete well over 50% of the project. I would be assumed
that the 3-lane design will accommodate the existing 80-foot right-of-way of the frontage
improvements. Some kind of lash up is being accomplished by a walkway connection to the
frontage improvements for pedestrian safety. However, does Snohomish County has it share for
phase one on its current TIP…it appears that it does not.
Response
It is correct that a signiﬁcant portion of the reconstruction of 39th Avenue SE to a 3-lane section
is being accomplished through construction of frontage improvements by new development. And
the 3-lane urban arterial road section will ﬁt within the required 80-foot right-of-way.
A project is underway to construct an interim walkway on the east side of 39th Avenue SE, to
connect the sidewalk sections that have been installed as new frontage improvements. The
project was directed by the County Council to provide residents along 39th Avenue SE with a
pedestrian facility until such time as sidewalks are fully installed.
Regarding funding of the Bothell Connector project, money is available in the County’s 20052010 Transportation Improvement Project (TIP) listing to cover a portion of the preliminary
engineering. Construction funding will depend on the proposed Regional Transportation
Investment District (RTID). Separate from this project, the County is funding the 39th Avenue SE
interim walkway and intersection/signal improvements at 39th Avenue SE and 212th Street SE.
EIS Revision
None
Letter 3, Comment #12
What is the status of funding by Snohomish County?
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Response
County funding for the Bothell Connector project is available in the County’s 2005-2010
Transportation Improvement Project (TIP) to cover a portion of the preliminary engineering.
Construction funding will depend on the proposed Regional Transportation Investment District
(RTID). Separate from this project, the County is funding the 39th Avenue SE interim walkway
and intersection/signal improvements at 39th Avenue SE and 212th Street SE.
EIS Revision
None
Letter 3, Comment #13
What is the Status of Concurrency of 39th Ave. SE., with the project? Please refer to the
Contract with Mirai Associates...and speciﬁcally Phase 2, Task 1 Secondary Effects and Task 2
Secondary Effects – Provide Transportation information on 39th Ave SE between Maltby Road
and 228th For Snohomish County – a Snohomish County Secondary Effect Memo. (volumes,
LOS, turning movements, speed, vehicle classiﬁcations, estimate road section, etc. Task 3,
Trafﬁc Data Collection. Would like to see a copy of the “Secondary effects memo”.
Response
Concurrency was not speciﬁcally analyzed as part of the project. Concurrency is a measure of
proposed development to see if adequate transportation facilities will be provided to support the
development. This project seeks to provide additional roadway capacity to support forecasted
trafﬁc volumes.
The secondary effects of the project on Snohomish County was incorporated into the DEIS
document for the segment between 228th Street SE and Maltby Road. These are described
within the analysis of the North Segment sections of the DEIS for each of the alternatives (page
references 3.10-27, 3.10-32, 3.10-36). A separate memo was not created.
Please also see Letter 16, Comment No. 15
EIS Revision
None
Letter 3, Comment #14
Is there any consideration as to the availability of funds and the scope of the project in that you
are proposing 3 lanes vs. 5 lanes?
Response
Starting with the Mill Creek East UGA Plan in 2002, the County has planned for a 3-lane urban
road section for 35 Ave SE and 39 Ave SE from Seattle Hill Rd to 228 St SE. A cost estimate
prepared last year projected the total cost of this improvement to be $54 million. The County’s
proposed 2007-2012 Transportation Improvement Program (TIP) allocates $10.9 million to this
corridor, concentrating on intersection improvements at Seattle Hill Rd, Grannis Rd and 180 St
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SE. Full funding of reconstruction of the entire corridor (to the 3-lane section) is not available
within the next six years. As described in previous responses, the County is concentrating on
intersection improvements while the intervening sections of the corridor are being rebuilt to an
urban, 3-lane section by private developers.
EIS Revision
None
Letter 4, Comment #1
Use Alternative #1 ONLY!!
Response
Alternative 1 with a 3 rather than 5 lane conﬁguration has been chosen as the preferred
alternative for the south segment.
EIS Revision
None
Letters 5 & 6, Comment #1
Same as Letter 4
Letter 7, Comment #1
Alternative #1. My safety concern has to do with the new intersection at 228th. It is on a hill.
Now with a stop sign and being at bottom of hill I make the decision as to if a car is going to be
able to stop. In other words if a car is coming down hill I do not go. With a light the decision is
being made by light. A short yellow light will cause many bad accidents.
Response
It is acknowledged that locating a new intersection on a hill is not as ideal as locating it on
a ﬂat road. However, in considering the overall safety and other factors such as impacts
to environment and persons, Alternative 1 with 3 lanes was determined to be the preferred
alternative. Furthermore, the intersection will be graded with a large vertical curve, and at the
stop bar, the grade will not be much over 6%. This intersection will continue to be engineered
during the design stage to ensure the best possible outcome given the constraints of the
location.
EIS Revision
None
Letter 8, Comment #1
Same as Letter 4

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page B-20

Letter 9, Comment #1
My preference is alternative 2. I believe this would have the least impact on the environment
and peoples lives. (Comment summarized. Refer to original letter for complete text.)
Response
Comment noted. Alternative 1 with a 3 rather than 5 lane conﬁguration has been chosen as the
preferred alternative for the south segment.
EIS Revision
None
Letters 10, 11, & 12 Comment #1
Same as Letter 4
Letter 13, Comment #1
My selection is plan one continuing 39th. The Sweep No. 3 plan has so many built in future
problems for us living along 35th & 228 St. And plan 2 has the same problems-the potential for
business along 35th. The enlarged intersection at 228st &35. My corner impacted with trafﬁc
noise and loss of a rental house and income & prop. I could say No. 4 or an improved three lane
on 35th.
Response
Alternative 1 with a 3 rather than 5 lane conﬁguration has been chosen as the preferred
alternative for the south segment.
EIS Revision
None
Letter 14, Comment #1
I hope you guys choose alternative 4 – No Action. The reason that cars are increasing on
those roads are because of I-405 and Highway 9. This is the cause of all problems. We should
wait until these main highways get wider. Also the reason that there are a lot of cars on north
segment are the bothell-everett HW. Try ﬁxing this road other than building a highway through
the only luxurious residential development around canyon park. Cars are already going too fast
through this neighborhood. Don’t waste the money. Try to ﬁx the real cause.
Response
See responses to Letter 2, Comments 1, 4b, and 4j; Letter 16, Comment #13; and Letter 36,
Comment #2.
EIS Revision
None
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Letter 15, Comment #1
Commenter supports Alternative 4 (No Action). “With other alternatives, the Connector would
run through entirely residential areas. North-south trafﬁc should be directed away from 39th
Ave SE to the commercials routes Hwy 9 and Bothell-Everett Hwy.” Of the action alternatives,
Alternative 3 is preferred because it would allow less possibility of excessive speed than would
the other alternatives. (Comment summarized. Refer to original letter for complete text.)
Response
Alternative 1 with a 3 rather than 5 lane conﬁguration has been chosen as the preferred
alternative for the south segment. Posted speed limits along the corridor will be 35 MPH. Other
measures may be employed in the roadway’s design to limit speeds along this corridor.
SR 527 has been identiﬁed for improvements and SR 9 is currently under construction to be
widened. Both are north-south arterials. Even with improvements to SR 527 and SR 9, it is
felt that the arterial between 228th St SE and 240th St SE needs to be completed in order for
the arterial system to function effectively. See responses to Letter 2, Comment #1; Letter 16,
Comment #13; and Letter 36, Comment #2
EIS Revision
None
Letter 16, Comment #1
There is no discussion in the DEIS regarding impact to Bothell as a community for choosing
to focus on building a section of a new major arterial on the edge/outside of city limits when
the city’s existing main arterial, Highway 527, that travels through town, connects all existing
major business districts, and is intended to move trafﬁc from Bothell to Everett, is still a 2
lane unimproved road through Bothell proper. Why is the city investing so much focus on this
outskirts development while virtually ignoring the problems with existing north south arterials
that are within 2 miles of this proposed project. (Comment summarized. Refer to original letter
for complete text.)
Response
SR 527 has been identiﬁed for improvements and SR 9 is currently under construction to
be widened. Both are north-south arterials. The projects purpose, needs, and objectives are
outlined in Sections 1.2 and 1.3 of the EIS and were updated based on the current City of
Bothell Comprehensive Plan. See responses to Letter 2, Comment #1; Letter 16, Comment
#13; and Letter 36, Comment #2
EIS Revision
Sections 1.2 and 1.3 of the EIS are updated to reﬂect the current City of Bothell Comprehensive
Plan.
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Letter 16, Comment #2
There is insufﬁcient detail on the impact to existing wetlands from development along this
corridor once this area is ‘opened up’ and developers can ‘get at it.’ The EIS only gives this
issue passing reference on page 28. Given the long term impact to regional water quality and
community health this issue clearly needs further review and comment. (Comment summarized.
Refer to original letter for complete text.)
Response
Selection of a 3-lane rather than 5-lane corridor as the preferred alternative will result in less
impact to wetlands along the Alternative 1 alignment. Anticipated impacts from the preferred
alternative are evaluated in the FEIS. It should be noted that construction of the Bothell
Connector project would likely result in increase in the rate of growth in the projects vicinity.
Density would be determined by zoning.
EIS Revision
Section 3.3 was revised to include current understanding regarding wetland locations and
classiﬁcations along the preferred alternative corridor and to present a discussion of impacts
from the preferred alternative.
Letter 16, Comment #3
Alternative 1 will divide an existing green belt. No accommodation is proposed for animal
underpasses to ensure separation of trafﬁc and animals. The EIS should provide additional
detail and information regarding the inclusion of animal underpasses. No mention of how
animals, other than ﬁsh, and their habitat will be impacted and how to keep trafﬁc and animals
separate. The time to install animal underpasses is during initial construction, NOT several
years later. (Comment summarized. Refer to original letter for complete text.)
Response
The DEIS discusses the potential for animals other than ﬁsh to be impacted by the various
alternatives. Suggested mitigation (Section 3.4.4) for Alternative 1 includes providing a large
culvert under 228th to allow for wildlife passage.
EIS Revision
Section 3.4 is updated to include an evaluation of impacts to wildlife species from the preferred
alternative. Installing one or more large culverts under 228th is included as suggested mitigation
in the FEIS.
Letter 16, Comment #4
At the meeting it was stated that this project would be completed before plans for upgrading
existing arterials: I-405, Highway 527, and Highway 9. The DEIS makes no mention of this
and provides no detail on inherent risk to our community and neighborhood, regardless of the
alternative chosen, of the state or county deciding that they no longer need to conduct these
improvements, or simply postponing them indeﬁnitely once this residential street is converted to
a major 5-lane arterial.
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Response
See responses to Letter 2, Comment #1; Letter 16, Comment #13; and Letter 36, Comment #2.
EIS Revision
None
Letter 16, Comment #5
No detail is provided on the impact of additional pass through trafﬁc this improved arterial is
going to attract. Speciﬁcally, the trafﬁc models do NOT speciﬁcally account for additional trafﬁc
being drawn from I-405, Highway 527, and Highway 9 as drivers attempt to get around these
existing bottle necks. This is of immense concern since this project will be completed ﬁrst and
there is no guarantee that those suggested projects will ever be completed.
Response
See responses to Letter 2, Comment #1; Letter 16, Comment #13; and Letter 36, Comment #2.
EIS Revision
None
Letter 16, Comment #6
The DEIS makes no reference to or discussion of the impact on quality of life this arterial will
have for the existing neighborhood residents. Mention is made to bike lanes and sidewalks, but
how does that compare with the additional trafﬁc? Do property values go up or down from more
accessibility, but more noise? Where do the bottle necks move to? Will I be able to get out of
my driveway? Better than now or worse? There are too many factors for me to list, but the DEIS
should list the issues and net out the alternatives.
Response
Trafﬁc impacts including bottle necks and property access are discussed in Section 3.10 of the
DEIS. Property values, community character, and quality of life are discussed in Section 3.8 of
the DEIS. The FEIS includes an evaluation of impacts resulting from the preferred alternative on
these and all other elements discussed in DEIS.
EIS Revision
The FEIS is revised to include analysis of impacts anticipated from the preferred alternative.
Letter 16, Comment #7
There is insufﬁcient discussion in the DEIS regarding noise mitigation and abatement. It is
addressed that additional trafﬁc will increase noise, but no reference is made to recommended
abatement options. Perhaps it’s a simple statement ‘due to cost noise abatement will be
assessed and addressed once the ﬁnal alternative is chosen’; however, I would prefer to see
a list of mitigation and abatement options listed in the DEIS. Given the amount of trafﬁc you
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are going to add to this residential neighborhood, it is simply unreasonable to assume that no
mitigation or abatement will be required.
Response
Several mitigation measures for noise impacts are discussed in general in Section 3.12 of the
DEIS. Speciﬁc noise mitigation measures would be determined during a later phase of project
planning and permitting.
EIS Revision
None
Letter 16, Comment #8
The DEIS provides no information on how the proposed 5 lane road will perform when merging
back onto 2 lane roads. All the roads this proposal intersects with are 2 lane roads and will
remain as such during and after the construction and for the foreseeable future. While they
could be upgraded at some point the county has clearly stated they have no plans to do so. The
DEIS needs to outline the impact of these bottle necks on the community and compare them to
the existing bottlenecks.
Response
Trafﬁc would be required to travel from the 5 lanes proposed under Alternatives 1, 2 and 3 to 3
lanes in order to match with Snohomish County’s plans for the 39th Avenue SE corridor. Lane
drops would occur after signals so that trafﬁc volumes would be modulated by the trafﬁc signal,
facilitating the reduction in capacity. As part of the City’s Comprehensive Plan’s analysis, a
3-lane variation of Alternative 1 was recommended for the 39th Avenue SE corridor, eliminating
the need to “drop” lanes at the 39th Ave SE/228th St SE intersection. This 3-lane Alternative 1 is
now proposed as the preferred alternative for the FEIS. There is still a transition at the 39th Ave
SE/240th St SE intersection as the road transitions from 2 through-lanes north of the 240th St SE
intersection to 1 through-lane south of the Monte Vista Parkway intersection as one throughlane becomes right-turn only. Traveling northbound, one of the two through-lanes becomes a
left turn lane at the intersection of 39th Ave SE/240th St SE. Pavement markings and signage will
minimize the likelihood of bottlenecks at these locations.
EIS Revision
None
Letter 16, Comment #9
The DEIS details how turn lanes from this new arterial onto 228th are double lane turns and
much discussion was given to how a majority of the trafﬁc will turn at 228th to travel East/West to
the existing North South arterials, but since 228th is itself a barely improved 2 lane road how will
that actually work? I’d like to see additional detail in the EIS detailing how trafﬁc will use 240th
and 228th to access the existing North-South corridors rather than being used as a new way to
avoid those existing arterial bottle necks.
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Response
The DEIS built upon the proposed transportation improvement projects listed by the City,
Snohomish County, and WSDOT. Widening of 228th Street SE and 240th Street SE was not
included in the transportation improvement programs. As part of the City’s recent Transportation
Element Update to the Comprehensive Plan, the City has added the widening of 228th Street SE
and 240th Street SE as ﬁve-lane sections as part of its plan. The plan calls for 228th Street SE to
be widened to 5 lanes from SR 527 to west of 45th Avenue SE and 240th St SE from west of 35th
Avenue SE to east of 39th Avenue SE. The Preferred alternative (Alternative 1a) for the FEIS
assumes the ﬁve-lane widening of 228th Street SE and 240th Street SE to be completed by 2030.
Based on the 2010 modeling completed for this project, initial improvements for the Preferred
alternative would construct the 39th connector along with the full set of channelization lanes at
the 228th/39th and 240th/39th intersections, but would allow 228th and 240th Street to remain as
two-lane facilities. Mid-term (2010-2030) improvements would occur along 228th to address
intersection performance issues. These improvements would add capacity (roadway widening,
turn lanes, and signalization) at individual intersections as dictated by trafﬁc growth and
intersection performance.
EIS Revision
None
Letter 16, Comment #11
What is the driving force behind this project?
Response
The driving force behind this project is to provide adequate transportation infrastructure to
support the needs of the area. To accomplish this, it is felt that completion of the missing link in
the 39th Avenue SE arterial between 228th St SE and 240th St SE is vital. Substantial analyses,
including the Comprehensive Plan transportation element update, verify that completion of this
missing link is critical to providing an acceptable arterial network in the City of Bothell and South
Snohomish County.
EIS Revision
None
Letter 16, Comment #12
Why not improve existing arterials before building new ones?
Response
While this is a critical project, other projects, including improvements to existing arterials, will
also need to be completed before the 2030 planning year in order for the arterial system to
perform adequately. Residential streets, arterials, highways, and transit are viewed as parts of
an integrated transportation system. As such, roadways in each classiﬁcation must be capable
of performing adequately in order to insure that other roadways are not overburdened. Some
of the arterials identiﬁed for improvements include SR 527, SR 522, 228th St SE, SR 524,
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and 120th Avenue NE. Furthermore, the City continues to lobby to get improvements to I-405
accomplished as soon as possible. SR-9 is currently under construction to be widened. The
City also continues to support regional transit goals as set forth by the transit agencies. Finally,
it should be noted that 39th Ave SE is an existing arterial. Phase I of this project proposes to
complete the missing portion.
EIS Revision
None
Letter 16, Comment #13
Why is no consideration being given to the impact of drawing additional pass through trafﬁc into
a residential neighborhood?
Response
One of the purposes of the new arterial would be to draw trafﬁc off neighboring local streets
and put them on a roadway designed for the expected speed and volume of trafﬁc. This would
minimize the volume of trafﬁc on adjacent unimproved local streets that would be expected
in the future. Furthermore, the arterial would draw some trafﬁc off of adjacent north-south
facilities such as SR9, SR527, and I-405 that should be using local arterials due to their shorter
trip lengths. This could be interpreted as additional pass-through trafﬁc but is really trafﬁc that
should be using the arterial but hasn’t been due to the missing link.
It is understood that there can be some imbalance in the distribution of trafﬁc when a new road
is completed. For example, if 39th Ave SE is ﬁnished before SR 9 is widened, then potentially
more trafﬁc could be attracted to 39th Ave SE than if SR 9 were already widened. Similarly, if
SR 9 is improved ﬁrst, then perhaps more trafﬁc could be drawn onto the highway rather than
39th Ave SE. These effects are studied and interim measures taken when necessary. However,
some negative effects may be deemed necessary and acceptable during the interim if the
road project is critical enough and funding available. In many cases, agencies must act when
funding is available or lose the opportunity to build.
Analyses that focused on a 2010 opening date were completed to determine the effect of the
new road on existing conditions. It appeared that installation of a signal at the intersection of
39th Ave SE and 212th St SE would be prudent prior to completion of this project. This project
is expected to be completed in 2007. An interim walkway will be installed on the east side of
39th Ave SE north of 228th St SE until the ultimate sidewalk improvements are constructed. It
should be further noted that road improvements for 39th Ave SE between Maltby Road (SR 524)
and 228th St SE are on the same RTID funding package with the portion between 228th St SE
and 240th St SE. Until such time as outside funding is approved, the County is proceeding with
the plan to construct intersection improvements while private developers rebuild the intervening
road sections as frontage improvements.
EIS Revision
None
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Letter 16, Comment #14
Why is there no concern for completing this “improved arterial” before the existing arterials are
improved?
Response
Please see the responses to Letter 2, Comment #1 and Letter 16, Comment #12.
EIS Revision
None
Letter 16, Comment #15
Why does concurrency appear to be ignored?
Response
Concurrency has not been ignored with respect to the Bothell Connector project. Concurrency
evaluations are conducted on new development applications, however, these evaluations do not
take the Bothell Connector project into account because it is not yet a fully funded project.
The Snohomish County Code 30.66B requires consideration of future transportation
improvements only if they are fully funded in the next 6 years. This is not the case for the Bothell
Connector project. See Table 3.10-11 for estimated future levels-of-service.
Please also see Letter 3, Comment No. 13.
EIS Revision
None
Letter 16, Comment #16
Why does the County distance itself from the project?
Response
The County, as a co-lead with the City of Bothell, has always been a fully co-operating partner
to the project.
EIS Revision
None
Letter 16, Comment #17
I’d also like to point out that as I recall the alternatives were originally in a different order, but
alas I can’t ﬁnd that early paperwork to verify my brain is remembering correctly. I know that in
this case, the order is not necessarily intended to imply a preference and you have to present
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the alternatives in some sort of list form, but if the order did change as I recall then you’ve
unintentionally communicated a preference.
Response
Comment noted.
EIS Revision
None.
Letter 16, Comment #18
If you can’t just do nothing, then the commenter’s preference is Alternative 2 since its impact
is to existing roadways and does not open up and degrade a level 1 wetland. It also does
not encourage additional pass through trafﬁc while addressing the capacity need to feed the
existing arterials as discussed at the meeting.(Comment summarized. Refer to original letter for
complete text.)
Response
Comment noted. See response to Letter 1, Comment #1.
EIS Revision
None
Letter 17, Comment #1
There are already established bus stops in the project area meant to serve the business park
and surrounding neighborhoods and Community Transit will continue to offer transit service to
this area for the foreseeable future. Bus stops are indicated on the map (attached to comment
letter) as small, white dots adjacent to the gray line representing the bus route corridor. Transit
service for the area is focused on developments in and around the Monte Villa Business Park
as you can see by the concentration of bus stops on the map. CT does not have a preferred
alternative for the project but would like to continue receiving materials and notices as they
become available. (Comment summarized. Refer to original letter for complete text.)
Response
Comment noted.
EIS Revision
None
Letter 18, Comment #1
Commenter states that his primary recommendation is that no action be taken. The Fitzgerald
subarea is a residential area and does not need a 5-lane 100-ft [wide] roadway through it. This
subarea contains enough critical areas, consisting of wetlands and watershed, that expanding a
22-ft roadway into a 100-ft roadway, or building a new 100-ft roadway, will greatly diminish this
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relatively natural area, the North Creek riparian ecosystem, and its chinook spawning habitat.
(Comment summarized. Refer to original letter for complete text.)
Response
See response to Letter 1, Comment #1. Alignment of the roadway will be established to
minimize impacts to natural resources and property displacements.
EIS Revision
None beyond analysis of impacts from the preferred alternative.
Letter 18, Comment #2
The commenter requests that an additional alternative be added to the EIS that consist of
widening Fitzgerald, 35th Ave, and 45th Ave. He contends that the amount of new impervious
surface would be comparable to that projected for Alternatives 1, 2, or 3. Biking and walking
would be promoted on all three roadways (new “9-lane” alternative) rather than only on the
new 5-lane roadway. This would better encourage alternative forms of transportation other
than the automobile. This alternative would also better meet the goal of “design a roadway that
minimizes impacts to adjacent neighborhoods, including total miles traveled and potential air
and noise impacts.” (Comment summarized. Refer to original letter for complete text.)
Response
A modiﬁed Alternative 1 with 3 rather than 5 lanes on 39th between 240th Street SE and 228th
Street SE has been selected as the preferred alternative for the Bothell Connector project. Bike
lanes and sidewalks would be included
The trafﬁc network developed by widening Fitzgerald, 35th Ave, and 45th Ave would operate
similarly to the network that would be developed if Alternative 2 were constructed. As such,
it would not adequately address the transportation network needs. In addition, the 9-lane
alternative would be extremely expensive. This alternative was studied in a 1994 Feasibility
Study and did not make it as one of the DEIS’s reasonable alternatives.
EIS Revision
None.
Letter 18, Comment #3
On page 1-14 and 1-15 section 1.14 certain questions are asked. One of them is, are any
indirect effects expected? In this section it is stated that alternative #2 would reduce the
likelihood of new access to undeveloped land compared to alternative #1 and #3. I think this
section needs to be re-thought and re-written. According to statements made by members of
the Planning Commission at the Planning Commission meeting on June 23rd, the alternative
selected will cause that neighborhood/street to be zoned R8 and commercial. So the statements
in this section appear to be at odds with the intent of the Planning Commission. It appears to
me that there would be great indirect impacts on the undeveloped land adjacent to whatever
alternative is selected if the alternative selected is #1, #2, or #3. I would like to see these indirect
impacts re-analyzed, including the impacts of the 9-lane alternative (see Letter 18, comment
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#2). I suspect that the 9-lane alternative would not have any indirect impacts such as R8 and
commercial zoning.
Response
The FEIS will examine impacts from the preferred alternative. Although impact discussions
from the DEIS will be presented in the FEIS, no further analysis of impacts from the alternatives
analyzed in the DEIS will be conducted. It should be noted that while a new road can affect the
rate at which development occurs, it will not drive the ultimate density of development. Planning
and designation of land use by the planning commission and/or the City Council will determine
the density of a speciﬁc area within the city.
EIS Revision
An evaluation of impacts from preferred alternative is included in the FEIS.
Letter 18, Comment #4
Commenter states that his proposed 9-lane alternative would result in dispersing N-S trafﬁc to
other arterials along 240th rather than 228th under the alternatives proposed in the DEIS. He
suggests that the analysis of the 9-lane alternative should include expanding 240th to a 5-lane
100 ft. wide road from Fitzgerald to 45th be part of the 9-lane alternative analysis. (Comment
summarized. Refer to original letter for complete text.)
Response
As is stated to Letter 16, Comment #13, one of the purposes of the new arterial would be to
draw trafﬁc off neighboring local streets and put them on a roadway designed for the expected
speed and volume of trafﬁc. The “9-lane alternative” would operate similarly to Alternative 2
which, it is felt, does not adequately address the transportation network needs. See response
to Letter 18, Comment #2.
EIS Revision
None.
Letter 18, Comment #5
Commenter suggests that on a 3-lane roadway, the middle turn lane could be used as a bus
turn-out lane, which would not impede other trafﬁc. (Comment summarized. Refer to original
letter for complete text.)
Response
See response to Letter 2, Comment 4g. In addition, transit agencies do not typically use the
middle turn lane as a bus turn-out because of the safety issues of having passengers disembark
into vehicular trafﬁc. Bus pull outs are typically installed at intersections adjacent to the curb.
This allows passengers to disembark on the sidewalk and use signals to cross the streets.
EIS Revision
None.
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Letter 19, Comment #1
Alternative 1, but with a 3 lane conﬁguration matching the existing north and south roads is the
logical choice overall.
Response
Comment noted. Alternative 1 with a 3-lane conﬁguration has been chosen as the preferred
alternative for the south segment.
EIS Revision
None.
Letter 19, Comment #2
Alternative 1 does have impact on wetlands but the impact on existing neighborhoods is the
least of the three alternatives. Impact on natural vegetation and forestland is about equal with
alternative 3.
Response
Comment noted. Alternative 1 with a 3-lane conﬁguration has been chosen as the preferred
alternative for the south segment.
EIS Revision
None.
Letter 19, Comment #3
Alternative 2 impacts vegetation and forestland the least, but is high in all other impacts.
Response
Comment noted. Alternative 1 with a 3-lane conﬁguration has been chosen as the preferred
alternative for the south segment.
EIS Revision
None.
Letter 19, Comment #4
None of these alternatives need to be a ﬁve lane road.
Response
Comment noted. Alternative 1 with a 3-lane conﬁguration has been chosen as the preferred
alternative for the south segment.
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EIS Revision
None.
Letter 20, Comment #1
Based on the information in the Draft EIS, the proposed Alternative #3 would no longer allow
access to either 228th, the proposed 35th Ave. sweep or their intersections. We would very much
like to know how you propose providing access to the roadway for homes located on 35th Ave.
SE. north of 228th St. should alternative #3 be selected.
Response
A new access would need to be provided for those homes currently accessing 228th St SE at the
35th Ave SE intersection for the proposed Alternative 3 if this alternative was selected. However,
Alternative 1 with a 3-lane conﬁguration has been chosen as the preferred alternative for the
south segment.
EIS Revision
None.
Letter 21, Comment #1
There are many issues as to why a Connector should not be built at this time. The No Action
Alternative is the correct choice for the City of Bothell and it’s residents. If the decision is made
to build the Connector, in spite of these issues, the preferred route should be Alternative #2
which is the improvement of 35th Ave. NE.
Response
Comment noted. Alternative 1 with a 3-lane conﬁguration has been chosen as the preferred
alternative for the south segment. It is felt that the No Action and Alternative #2 do not provide a
long-term transportation solution for the arterial network in this area.
EIS Revision
None.
Letter 21, Comment #2
1:12 What adverse effects from the project could not be mitigated? The report says there
are “no signiﬁcant, unavoidable adverse effects expected as a result of this project.” This is
absolutely incorrect. There are at least four unmitigated impacts.
Letter 21, Comment #2(1)
1. The deterioration of the neighborhood with predominately young families as a result of a 5
lane Highway being built in the middle of the neighborhood with speeds of 35 mph. A safety
issue for young children, even with sidewalks and bicycle trails there will be increased danger.
Residential neighborhoods and 5-lane highways do not mix.
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Response
Alternative 1 with a 3 rather than 5 lane conﬁguration has been chosen as the preferred
alternative for the south segment. One of the purposes of the new arterial would be to draw
trafﬁc off neighboring local streets and put them on a roadway designed for the expected speed
and volume of trafﬁc. This would minimize the volume of trafﬁc on the adjacent unimproved
local streets in the future. These roads, 35th Ave SE and 45th Ave SE are not designed for the
anticipated future volume and speed of trafﬁc that they would experience without the proposed
3-lane Alternative 1. Furthermore, these roads do not have sidewalks or bicycle lanes. The
proposed 3-lane 39th Ave SE arterial would have bicycle lanes (for commuter bikes, not young
children) and sidewalks.
EIS Revision
None
Letter 21, Comment #2(2)
2. Encouragement of cut through trafﬁc. Highways 9 and I-405 have signiﬁcant congestion
and people will cut through on this new connector to avoid trafﬁc. This is completely contrary
to the purpose of the highway systems and problems in residential areas will occur as a result.
The correct approach would be to improve other north/south routes. Bothell Everett Highway,
SR527, I-405, Highway 9 should ﬁrst be improved to facilitate trafﬁc ﬂows without sending
commuter trafﬁc through residential neighborhoods.
Response
See responses to Letter 2, Comment #1 and Letter 16, Comment #12 and #13
EIS Revision
None
Letter 21, Comment #2(3)
3. If trafﬁc is funneled to the destination of the proposed alternative, the bottleneck at the point
of Beardsly Blvd and the connection at Woodinville will not be able to handle the increased
trafﬁc. These locations already have serious congestion problems. There is no adequate
absorption system to handle the increased trafﬁc.
Response
The 2004 Comprehensive Plan Update analyzed the City’s arterial system as a whole. The
updated plan includes road improvements to address deﬁcient areas in the arterial system. It
appears that the NE 195th St/120th Ave NE intersection could operate at LOS E in 2010 or 2030
with or without Alternative 1 with 3-lanes. The key to resolving this intersection appears to be
providing the business park with a second access to I-405.
EIS Revision
None
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Letter 21, Comment #2(4)
4. These connectors divert trafﬁc away from existing business and services available in Bothell.
This is a perimeter approach rather than a destination approach.
Response
The Bothell Connector project will carry trafﬁc that primarily uses 35th Ave SE and 45th Ave
SE. In addition, some of the trafﬁc on the Connector would have used I-405, SR 9, and SR
527 to travel north-south. This trafﬁc should be using an arterial as their trips are short in
nature and not meant for highway use (See Letter 16, Comment #13).The only potential trafﬁc
diverted away from a business area is that which is diverted from SR 527. However, this is not
a substantial amount. Furthermore, this diversion must be tempered with the fact that one of
the destinations of those using the Bothell Connector is the business park. Finally, while the
proposed project is near the Bothell City Limits, this is a joint project with Snohomish County
whose boundaries stretch far north and east of the project limits. See also the response to
Letter 2, Comment #1.
EIS Revision
None
Letter 21, Comment #3
1.13 States the development in Snohomish County to the north of Bothell is consistent with
land use plans within Bothell and Snohomish County. This may be true, however, this growth is
not consistent with the purpose of the Growth Management Act, which is to consolidate growth
to urban areas where services and infrastructure are consolidated and to limit sprawl. This
highway is one more way to defeat the purpose of the GMA by encouraging growth outside
urban areas rather than encourage inﬁll and consolidating growth. In addition, the proposed
interchange I-405 at 240th has been studied for several years. This does not solve the stopped
rush hour trafﬁc on I-405. The recommended ramp construction is scheduled for completion
by 2030. The ramp should be built before we second guess the State of Washington and build
connector routes assuming the interchange will be built as planned. Also, at the overpass in
Woodinville the same problem exists and the decision to build this connector is not appropriate
because the effects of the proposed highway projects are as yet unknown.
Response
The Bothell Connector falls entirely within the urban growth area as deﬁned by the Growth
Management Act. Most of the trips on the Bothell Connector appear to be from within the urban
growth area and within the local area.
Analyses were performed assuming an I-405 ramp near 240th St SE would be completed by
2030. In addition, a check was performed to see what the impact would be without the ramp.
In both cases, the need for the missing link was clear. Furthermore, an additional southbound
lane on I-405 through Bothell is being pursued in addition to the new ramp at 240th St. SE. It
should also be noted that the Washington State Department of Transportation’s (WSDOT) I405 study includes the assumption that the 39th Ave SE missing link is constructed. Finally,
analysis indicates that the overpass of SR 522 in Woodinville has less of an effect on the Bothell
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Connector than the proposed I-405 interchange at 240th St SE. As such, it is felt that the effects
of WSDOT projects have been taken into account.
EIS Revision
None
Letter 21, Comment #4
1.14. The statement that indirect effects on land accessibility around the project area may
increase development in the City of Bothell is incorrect. All lands in the area of Bothell affected
by the connector already have existing roads that allow development. These roads only require
normal improvements by developers to facilitate development. These connector routes are
at the very perimeter and boundaries of the City of Bothell. The connectors do not allow for
signiﬁcant growth within the City of Bothell.
Response
The text of the Draft EIS indicates that an effect could be an increase in the RATE of
development, not the amount of development itself. The preferred alternative could provide
greater access and potentially increase the rate at which growth occurs locally. If the City
were to construct this road, it could stimulate developers to act earlier than if the road were not
installed. If this were to stimulate development interest, it could be possible to get participation
in the road from the developers. Typically, however, roadways do not inﬂuence the ﬁnal amount
of development. Other factors such as zoning affect the amount of development.
EIS Revision
None
Letter 21, Comment #5
In reviewing the Summary of Impacts and Mitigation Measures by analyzing the project it is
obvious Alternative #4 which is to do nothing, has the least impact. This option is not only the
best but most appropriate since the transportation issues on I-405, SR 527, and Highway 9
need to have improvements prior to the connector being built.
Response
Alternative 4, while resulting in the least impact on many of the elements of the environment
analyzed in the DEIS, does not address the transportation infrastructure needs of the area.
Completion of the Bothell Connector project will address the missing link in the City of Bothell
and south Snohomish County’s arterial network. Also, see comment responses to Letter
16, Comments #12 and #13 and Letter 36, Comment #2 that addresses timing issues with
improvements to I-405, SR 527, and Highway 9.
EIS Revision
None
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Letter 21 Comment #6
Commenter states that, if the connector is built, Alternative 2 would have the least adverse
impact on the following elements of the environment: Geology and Soils, Water Resources,
Wetlands, Plants and Animals, Property disruptions (Alternative 1 disruptions understated
because Sundquist Homes is proposing another 56 homes bringing the total disruption to 65
to 126). Right-of-Way Displacements, Socioeconomic, Housing, Tax Revenue, Historic and
Cultural, and Transportation (forecast for volumes and times don’t account for cut thru trafﬁc and
the major impact it will have). (Comment summarized. Refer to original letter for complete text.)
Response
Alternative 2 is expected to have a slightly greater impact on geology and soils and trafﬁc than
would the preferred alternative. Impacts to water resources, property displacements, and tax
revenue impacts are comparable between Alternative 2 and the preferred alternative. The
commenter is correct in stating that Alternative 2 is anticipated to have the least adverse impact
on wetlands, plants and animals, and historic and cultural resources.
Please note that the trafﬁc study has accounted for improvements to I-405, SR-9 and SR-527.
See response to Letter 2, Comment #1.
EIS Revision
None
Letter 21, Comment #7
In summary, the connector is the wrong focus at this time. The purpose of the connector
according to the EIS is to provide a north/south connection between Everett and Woodinville.
That is exactly what Highway 9 and the Bothell Everett Highway provide. These elements need
to be improved prior to the connector being built. Highway 9 is only 2 lanes. The connector
proposes to be a 5-lane highway. I would like to point out that Bothell-Everett Highway isn’t even
5 lanes. In fact, just north of the old high school it is only 2 lanes and stay that way through the
Country Village area. The main street in Woodinville isn’t even 5-lanes.
Response
See responses to Letter 2, Comment #1; Letter 36, Comment #1; and Letter 16, Comments #12
and #13.
EIS Revision
None.
Letter 21, Comment #8
See section 1.4.3. The category for the connector in Snohomish County is category 4, the
lowest category for improvement. Bothell has a category 3 placed on their portion. This is not
consistent with Snohomish County. Why does Bothell place a category 3 on a road at the very
perimeter of the city limits with no destination and outﬂow that cannot handle current trafﬁc
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let alone a trafﬁc increase? The connector does not facilitate transportation to services or
businesses and also creates a bottleneck.
Response
The category 3 assigned the portion of the project between 228th St SE and 240th St SE lies
within the City and reﬂects the fact that it is a project that is more local in nature in terms of
the entire 260 square mile Eastside transportation subregion. It also reﬂects that it is a project
needed to enhance access and balance travel demand over the system. The project is a highlyranked project in terms of the City’s 6-Year Transportation Improvement Program.
The portion of the roadway between 228th St SE and 180th St SE lies entirely within Snohomish
County. The category 4 assigned reﬂects the County’s priority for this section of the arterial in
1989. A different ranking for each portion of the project is not inconsistent as different agencies
may assign different priorities within their arterial network. However, it must be noted that the
Eastside Transportation Program Recommendations Report being referred to is 15 years old.
Snohomish County has begun working on the portion within their jurisdiction.
As to the importance of the arterial, it should be noted that an arterial already exists along 39th
Ave SE except for the missing the piece between 228th St SE and 240th St SE. This arterial
is experiencing higher volumes of trafﬁc. This trend is expected to continue. The immediate
vicinity within the urban growth area is experiencing a building boom with hundreds of homes
currently under construction. Furthermore, a business park is immediately to the south of the
proposed facility and is a destination. Analyses have shown that this road with the preferred
alternative will serve as an important arterial facilitating transportation to the local residents and
businesses.
EIS Revision
None
Letter 21, Comment #9
Finally, the cost versus beneﬁt analysis would state to prudent individuals that this project
should not be completed at this time. Instead Bothell should focus on improvements to Bothell
Everett Highway as the money best spent to beneﬁt the City.
Response
The City feels that both the Bothell Connector project and improvements to the Bothell-Everett
highway (SR 527) are necessary. The roads through and near Bothell are part of an overall
system that includes residential streets, arterials, and highways. The entire system must be
adequate for the transportation needs of the local region. Both these projects are important
within the system.
EIS Revision
None
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Letter 22, Comment #1
This is a cover letter to the “No 5-Lane Boulevard on 35th Ave SE” petition. The petition reads:

“This petition will be delivered to the City of Bothell and the Bothell City Council. This petition
is to protest the 5-land boulevard option that has been proposed for 35th Ave. A 5-lane roadway
would disrupt the natural ﬁsh habitat and block natural waterway runoffs. A 5-lane roadway
would also destroy too many trees that line both sides of the street. A 5-lane roadway would
also increase the noise and air pollution along 35th Ave. WE DO NOT WANT A 5-LANE
BOULEVARD!”
The petition included 36 signatures.
Response
Comment noted. Alternative 1 with a 3-lane conﬁguration has been chosen as the preferred
alternative for the south segment.
EIS Revision
None.
Letter 23, Comment #1
We recognize the need for improved and expanded roads in the Bothell Region. It is vital for
those businesses here in Canyon Park Business Center as well as those in the North Creek
Business Parks. Therefore we strongly indorse the proposed Bothell Connector, 39th Avenue
S.E. extension. We particularly endorse Alternative #1.
Response
Comment noted. Alternative 1 with a 3-lane conﬁguration has been chosen as the preferred
alternative for the south segment.
EIS Revision
None.
Letter 24, Comment #1
South Segment. Puget Sound Energy operates a 6” intermediate pressure gas main along 35th
Ave SE from 240th St SE to 228th St SE. There is also an 8” intermediate pressure gas main
along 228th ST SE from 35th Ave SE to 39th Ave SE. There are smaller mains along the various
side streets. Impacts to these facilities may cause signiﬁcant disruption to natural gas service in
the surrounding area.
Response
Comment noted. The natural gas infrastructure in the area is generally described in Section
3.13 of the EIS.
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EIS Revision
None
Letter 24, Comment #2
North Segment. Puget Sound Energy operates an 8” intermediate pressure gas main along 39th
Ave SE from 228th St SE to 202th St SE. At 207th St SE there is a district regulator and 6” and 8”
high pressure mains going north to Maltby Rd. The high-pressure mains are a major natural gas
supply for this area. Impacts to these facilities may cause signiﬁcant disruption to natural gas
service in the surrounding area. Should relocation of these facilities become necessary, there
may be signiﬁcant lead time for that work to be done.
Response
Comment noted. The natural gas infrastructure in the area is generally described in Section
3.13 of the EIS.
EIS Revision
None
Letter 24, Comment #3
Partial relocation [of gas mains] may trigger permits, which could have long lead times. Inclusion
of utility relocations in your environmental permits could help eliminate costly duplication of
efforts and potential delays.
Response
Comment noted. The natural gas infrastructure in the area is generally described in Section
3.13 of the EIS. Coordination with Puget Sound Energy would occur during the design phase of
the project.
EIS Revision
None.
Letter 25, Comment #1
The DEIS does state on page 1-24 that “All of the action alternatives are consistent with the
relevant City of Bothell and Snohomish County land use and transportation plans.” Is the current
information in the DEIS consistent with the DEIS for Snohomish County GMA Comprehensive
Plan 10-Year Update and the alternative growth scenarios in that document?
Response
Yes, the land use and transportation plans for the DEIS and the County’s Comprehensive Plan
10-Year Update are consistent. The County Council approved the Comprehensive Plan Update
late in 2005. Although some individual land use changes were made within the southwest
county area, they are not signiﬁcant in terms of impact to this project area. The population, land
use and transportation assumptions being used by the City and County remain consistent.

Bothell Connector Final EIS
November 2, 2006

5-91M-15306-0
Page B-40

EIS Revision
None
Letter 25, Comment #2
As stated on page 3-6-4, the Northshore School District (District) owns approximately 20 acres
north of the intersection of 228th and 39th. The District has approached property owners, an
area developer, Snohomish County, and City of Bothell about locating a bus transportation
facility at this location (parcels 3-016 and 3-069). Snohomish County has determined that a bus
transportation facility would be a permitted use through the conditional use process on these
properties. (Comment summarized. Refer to original letter for complete text.)
Response
Schools are discussed in Section 3.13 of the DEIS. The Northshore School District sold the
subject property.
EIS Revision
None.
Letter 25, Comment #3
Alternatives 1 and 2 would allow a bus facility to operate at these sites (parcels 3-016 and
3-069). Alternative 1 could pose some restrictions in terms of access if the bus facility was
located on the corner parcel (3-016). Also, Alternative 1 shows a proposed stormwater detention
pond on the corner parcel. Alternative 2 provides improvements to 228th and 39th without road
realignment. This alternative would not impact the District’s ability to locate a bus facility in the
area. (Comment summarized. Refer to original letter for complete text.)
Response
See response to Letter 25, Comment #2.
EIS Revision
None.
Letter 25, Comment #4
Alternative 3 poses signiﬁcant impacts to the property owned by the District and the ability to
locate a school or bus facility on the site. (Comment summarized. Refer to original letter for
complete text.)
Response
See response to Letter 25, Comment #2.
EIS Revision
None.
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Letter 25, Comment #5
There is the potential to jointly develop (with City, County and area residents) a community
park as well as a compatible, buffered bus facility at the northwest section of the 228th and 39th
intersection. Due to the growth in the area and the existing infrastructure, a future school at this
site would be considered if the bus facility were not located in this area. (Comment summarized.
Refer to original letter for complete text.)
Response
See response to Letter 25, Comment #2.
EIS Revision
None.
Letter 26, Comment #1
Phone Log: Commenter feels no improvements to the south segment are needed. Most of the
problems are to the north. (Comment summarized. Refer to original letter for complete text.)
Response
Completion of the Bothell Connector project will address the missing link in the City of Bothell
and south Snohomish County’s arterial network and address transportation infrastructure needs
of the area.
EIS Revision
None
Letter 27, Comment #1
Commenter is a teacher at Canyon Park Montessori preschool and states it would be a great
disservice to our children and community to destroy the school. (Comment summarized. Refer
to original letter for complete text.)
Response
The City of Bothell is exploring ways to minimize impact to the Canyon Park Montessori School,
including avoiding displacement if possible. At present, it appears with the 3-lane preferred
alternative for the south segment, as described in the FEIS, the main school building would not
be displaced. However, the play area, which is a key element of the school, and a structure
(located east of the main school building) which would provide opportunity for growth of the
school would be displaced. The remaining parcel size would also potentially limit the school’s
opportunity for growth. In addition, the natural setting of the school would be altered, especially
with the elimination of large trees on the east edge of the property.
EIS Revision
None
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Letter 28, Comment #1
Alternative 1 is a logical planning vision for development of the extension of the Knoll Business
Park of high density development along this proposed alternative.
Response
Comment noted. Alternative 1 with a 3-lane conﬁguration has been chosen as the preferred
alternative for the south segment.
EIS Revision
None.
Letter 28, Comment #2
In the County, we are faced with extension of the UGA towards Maltby to meet population
goals…I have commented that the City and County must work together to have a common
goal of growth (formal comments to PDS on the Draft 10-Year Update of the Comp Plan)…the
Bothell Connector must plan the role to “take the heat” off more remote areas…the County is
bound and determined to extend the UGA well towards the Maltby community…and outside/in
approach…the pressure to expand the UGA must be huge from the development community…
to extend an uncoordinated UGA east of Bothell and Mill Creek by 4 to 6 square miles will
probably be approved by the County Council…however, cities must develop the densities to
meet the Cityscape approach…we cannot have high density in the County adjacent to lowdensity in the County as we have had…some consistency must be done to be in the ballpark…I
understand that there will be some variations, but there is a limit…in land use, this is a separate
issue, with higher density along the Bothell Connector is reasonable and would facilitate the
frontage improvements as in areas to the north.
Response
Under the Snohomish County Planning Commission’s Recommended Comprehensive Plan
for the 10 Year Update, there is a greater emphasis on redesignating unincorporated land
within the existing SW Urban Growth Area, which includes areas surrounding Bothell, to create
additional population and employment capacity. This inﬁll focus will lead to more concentration
of population and employment in already urban areas, less land consumption of nearby rural
lands, and the ability to more efﬁciently provide necessary urban public infrastructure such
as roads and utilities. The Planning Commission’s Recommended Plan does not include any
expansion of the SW UGA for additional population and employment capacity into adjacent rural
lands to the east of Bothell. An important factor in this recommendation regarding not expanding
the SW UGA is that there would be signiﬁcant environmental impacts to ground water, surface
water and ﬁsheries in the Little Bear Creek drainage basin if urban development were allowed to
occur. See response to Letter 3, Comment #4.
EIS Revision
None
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Letter 28, Comment #3
Alternative 3 is a “freeway” approach and is not City engineering. it is single purpose of
expediting trafﬁc and would destroy a vision of a community park and school facilities on the
corner of 39th and 228th, and too design some kind of logical home development off this sweep
design will be difﬁcult..(we do not need to expand the UGA as long as we develop our existing
UGA with efﬁcient designs).
Response
Comment noted. Alternative 1 with a 3-lane conﬁguration has been chosen as the preferred
alternative for the south segment.
EIS Revision
None.
Letter 28, Comment #4
Wetlands along the alignment of alternative 3 could form an asset of trails and links to the
proposed Park along 39th.. the arterial ..or “street” must serve as a connection by pedestrian
access also with biking..
Response
Comment noted. All action alternatives include pedestrian access (sidewalks) and bike lanes.
EIS Revision
None.
Letter 28, Comment #5
The 39th/35th Corridor must also serve as a bikeway and should be placed on the county list for
bikeways.
Response
See response to Letter 28, Comment #4.
EIS Revision
None.
Letter 28, Comment #6
The idea of 5 lanes will meet long range trafﬁc projections but it to me it should be phased
to spread out the funding over the corridor, I understand that Sno county is not reviewing a
total arterial development of the corridor… I would have liked to see some vision for the entire
corridor…the County and City of course of different priorities.and this must change.. interlocal
agreement for concurrency… and more integrated vision for the entire 39th/35th Corridor would
be in order..I woujld hope that some follow-up be done to accomplish this goal.
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Response
The 5-lane option for the County’s portion of the 35th/39th Ave SE corridor was ruled out in 2002.
Subsequent planning and development has been based on an ultimate 3-lane section. Because
full funding is not available, the County’s improvement plans are focused on key intersections
with the intervening corridor sections to be constructed by private development frontage
improvements. Regional City/County planning for the area outside of the existing coordination
processes has not been determined to be necessary.
EIS Revision
None
Letter 28, Comment #7
39th Ave. is projected to be developed with gaps along the street…it would be well over 50%
developed with Developer frontage improvements which is passed on to the buyers…we must
have a plan to link a full street section for the segment between 228th and Maltby…and key
safety improvements to the north to Mill Crek. We do have some funds to develop walkways..
however which is some progress...
Response
See Responses to Letter 2 Comment #4e and Letter 3 Comment #11
EIS Revision
None
Letter 29, Comment #1
Commenter states that their property is located on the north side of 228th at 35th Avenue and
selection of Alternative 3 would severely devalue their property. (Comment summarized. Refer
to original letter for complete text.)
Response
The preferred alternative for the south segment is a modiﬁed Alternative 1 with 3 rather than 5
lanes. The subject property would not be affected by implementation of the preferred alternative.
EIS Revision
None.
Letter 29, Comment #2
Commenter states preference of a scaled-down Alternative 1, similar in sized to 228th St. SE so
it would minimize impact to neighboring wetlands and provide a straighter north-south route.
(Comment summarized. Refer to original letter for complete text.)
Response
The preferred alternative for the south segment is a modiﬁed Alternative 1 with 3 rather than 5 lanes.
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EIS Revision
None.
Letter 30, Comment #1
The driving force behind this project is to address these deﬁciencies in the project area and
provide adequate transportation infrastructure to support the needs of the area. To accomplish
this, it is felt that completion of the missing link in the 39th Avenue SE arterial between 228th
St SE and 240th St SE is vital. Substantial analyses, including the Comprehensive Plan
transportation element update, verify that completion of this missing link is critical to providing
an acceptable arterial network in the City of Bothell and South Snohomish County.
A preferred alternative for the southern segment has been selected to be advanced in the Final
EIS. This alternative is a modiﬁcation of Alternative 1 that has 3 rather than 5 lanes. The 3
lane conﬁguration would result in less impact to the environment than the 5-lane Alternative 1
analyzed in the DEIS.
Response
Comment noted. The preferred alternative for the south segment is a modiﬁed Alternative 1 with
3 rather than 5 lanes. [Need to write on why road project is needed – see County comment]
EIS Revision
None.
Letter 31, Comment #1
Commenter states construction (on) 39th is the best alternative over no action at all. (Comment
summarized. Refer to original letter for complete text.)
Response
The preferred alternative for the south segment is a modiﬁed Alternative 1 with 3 rather than 5 lanes.
EIS Revision
None.
Letter 32, Comment #1
Commenter supports the no action alternative. (Comment summarized. Refer to original letter
for complete text.)
Response
Comment noted. The preferred alternative for the south segment is a modiﬁed Alternative 1 with
3 rather than 5 lanes.
EIS Revision
None.
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Letter 33 Comment #1
Commenter feels that Alternative 1 is the most logical choice but has several concerns relating
to a ﬁve lane conﬁguration. (Comment summarized. Refer to original letter for complete text.)
Response
The preferred alternative for the south segment is a modiﬁed Alternative 1 with 3 rather than 5 lanes.
See response to Letter 30, Comment #1.
EIS Revision
None.
Letter 33, Comment #2
Alternative 2 is the commenter’s second choice but again questions the need for 5 lanes.
(Comment summarized. Refer to original letter for complete text.)
Response
See response to Letter 30, Comment #1.
EIS Revision
None.
Letter 33, Comment #3
Commenter states Alternative #3 makes no sense. (Comment summarized. Refer to original
letter for complete text.)
Response
Comment noted. See response to Letter 30, Comment #1.
EIS Revision
None.
Letter 34, Comment #1
Commenter (Ted Haugen) stated he noticed a pair of owls in the woods behind his residence
and wondered if that would effect the impact evaluation. (Comment summarized. Refer to
original letter for complete text.)
Response
The presence of owls in the project area would not effect the impact evaluation. It is noted in
Section 3.8 of the DEIS that the area is “home to owls”
EIS Revision
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None.
Letter 35, Comments #1 and #2
Commenter states his ofﬁce represents the owners of the Canyon Park Mobile Home Park.
Commenter states that he and his client believe Alternative 1 provides the best option for
several reasons which are listed. (Comment summarized. Refer to original letter for complete
text.)
Response
Comments noted. Alternative 1 with a 3 rather than 5 lane conﬁguration has been chosen as the
preferred alternative for the south segment.
EIS Revision
None
Letter 36, Comment #1
See section 1.3. Why are the City of Bothell and Snohomish County involved in providing a link
to connect the cities of Everett and Woodinville? How are the cities of Everett and Woodinville
involved?
Response
The intent is not to connect Everett to Woodinville with a principal arterial to be used in the
manner of SR 527, I-405 or SR 9. The intent is to provide a continuous minor arterial that can
be used to move local trafﬁc on shorter trips. The reason it is important that it be continuous is
that it becomes a recognized unbroken corridor that drivers know they can use to travel north
and south whether they are in south Everett or Bothell. The intended use is for travelers to get
on at some point, drive a few miles and then get off—i.e. local trafﬁc use. Where travelers get
on and off will vary and there could be sections that see a higher volume of trafﬁc than others.
The arterial has numerous controlled intersections throughout its length which inhibit free
ﬂowing trafﬁc and volumes such as that on highways. It should be noted that SR 527, I-405,
and SR 9 are slated to be improved to accommodate long-distance trafﬁc use.
EIS Revision
A footnote was added to page 1-1 with the deﬁnition of minor arterial from the City of Bothell
Comprehensive Plan 2004 Update.
Letter 36, Comment #2
See section 1.3. Why aren’t the two jurisdictions working on a project to improve already
existing North-South corridors, Highways 527 and 9? What are the cost comparisons of
upgrading these two corridors compared to constructing the new two phase Bothell connector
project.
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Response
SR 527 and SR 9 are both state routes that fall primarily within the jurisdiction of the Washington
State Department of Transportation (WSDOT). When SR 527 falls within the City of Bothell, it
is under the City’s jurisdiction. That being said, there are numerous improvements planned and
already underway for both facilities.
SR 9:

The Washington State Department of Transportation (WSDOT) has several projects
underway to improve the SR 9 corridor and the County is participating in project
planning and coordination. The section between SR 522 and 212th Sts SE is under
construction with an estimated cost of $34 million. The section from 212th St SE
to 176th St SE is in design with an estimated cost of $62 million. The 176th St SE
to SR 96 section is estimated at $6 million and Marsh Road improvements are $4
million. A project to construct additional intersection improvements from SR 96 to
Arlington is under development at an estimated cost of $123 million.

SR 527: The City intends to widen this route within the City limits in phases. At present, the
section between 240th St SE and NE 190th St is not funded. However, widening the
section between 228th St and 240th St is partially funded and the design will begin
soon. The estimated cost for this portion is $8 million.
The route between 164th St SE and 112th St SE St falls under WSDOT jurisdiction.
The improvements on the portion between 132nd St SE and 112th St SE is currently
under construction at an estimated cost of $29 million. Improvements to the portion
between 164th St SE and 132nd St SE was recently completed as a cost of $27
million.
The 35th/39th Ave SE corridor has two projects identiﬁed within the RTID. The ﬁrst is completing
the missing link between 228th St SE and 240th St SE which is estimated to cost around $57
million. The second is improvements to the existing 35th/39th Ave SE corridor between 228th St
SE corridor and Seattle Hill Road which is estimated at $69 million.
EIS Revision
None
Letter 36, Comment #3
See section 1.9. The concerns of those attending two years of meetings and workshops are
not reﬂected well. Where are the resident’s oral and written comments urging improvements
to the existing north-south corridors, highways 527 and 9? The DEIS summary implies that all
responses in 2001-2003 were project supportive, which is incorrect.
Response
Substantial work is being completed on both SR 9 and SR 527 with more planned. Both the
City of Bothell and Snohomish County recognize the importance of improvements to these
facilities and either have programmed improvements or have lobbied the Washington State
Department of Transportation for improvements.
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It was not intended to imply that all comments received were project supportive. The intent
is for the FEIS to respond to comments raised as a result of the evaluation of environmental
impacts from the various action alternatives presented in the DEIS. The FEIS is more reﬂective
of the agencies’ response to public input than the DEIS can be. The preferred alternative is
reﬂective of the agencies’ response to public input.
EIS Revision
Change the existing text of 1.9 as follows:
The following comments and areas of concern were identiﬁed through the project’s scoping
process:
v

Project Study Area: The study area should be expanded to include the entire corridor from
240th Street SE to Maltby Road.

v

Consistency of the Project with Adopted Plans and Policies: The project should be
consistent with the local plans and policies and existing and future land uses within the
project area. Why has it been so long in coming? Wasn’t this project promised long ago?

v

Natural Environment: Impacts on the natural environment and North Creek ecosystem
should be studied, including trees, groundwater, streams, wetlands, increases in impervious
surfaces, stormwater runoff and ﬂooding, water quality, ﬁsh and wildlife, threatened and
endangered species, and land stability in the project area.

v

Socioeconomics: Impacts on neighborhoods should be evaluated, including displacement
and relocation of houses, businesses, schools; and utilities; potential aesthetic impacts;
glare impacts; impacts on local schools; economic impacts; impacts on cultural/historical
resources; impacts on the rural environment; increased crime; disruption of an existing
neighborhood; increased development; and impacts on quality of life.

v

Transportation and Facilities: The following issues should be examined:
-

is there a real need?

-

the effects of the project on the existing transportation system

-

construction and long-term air quality and noise impacts

-

inclusion of bicycle lanes and sidewalks

-

trafﬁc patterns and movements—would the project encourage cut-through trafﬁc and/or
would it shift congestion further north on 39th Avenue SE, wasn’t I-405 supposed to be
the primary conduit for business park trafﬁc? So make a freeway access to the business
parks instead? Study a combination of alignments along 35th Ave SE and 39th Ave SE?
Improve east-west arterials to get trafﬁc on the highways?

-

potential energy impacts

-

safety issues associated with a ﬁve-lane, straight arterial roadway in a residential
neighborhood.

-

potentially a smaller facility instead of a 5-lane or make other improvements rather than
widening

-

potential bottleneck where 5-lane facility transitions to a 2-lane facility
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Safety: The safety of the existing road network and the effects of the proposed action
alternatives and landscaping on trafﬁc/pedestrian safety. Conﬁrm that the sightdistances
work.

Letter 36, Comment #4
See section 1.9. At the June 1 open house, an undated, aerial photo was part of the displays.
What year was the photo taken? Please identify it and label it. If it was not taken within the two
year project period, it should be replaced with an updated 2003 or 2004 photo.
Response
The photo was taken in the summer of 2000.
EIS Revision
None.
Letter 36, Comment #5
Chapter 1, Summary, 1.10:
Will comments from the scoping, work shop and open house meetings be included along with
the ﬁnal DEIS comments in the decision-making process?
Response
No. All of the comments collected from the public during the scoping, work shop and open
house are part of the decision-making process. The comments collected during this time have
been considered and responded to in the process of drafting the DEIS. They have helped in
formulating the elements of the alternatives, and concerns voiced are reﬂected in the resource
topics (noise, air quality, etc.) that are included for analysis in the DEIS, and against which the
alternatives are evaluated.
EIS Revision
None
Letter 36, Comment #6
See section 1.10. Who will the decision makers be? Please explain the decision process: Who
will represent the City of Bothell and who for Snohomish County? Will it be a panel, and will it
be open to the public? Will it be a panel, and will it be open to the public? What is meant by
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“the public will have an opportunity to provide input into the decision-making ofﬁcials prior to the
ﬁnal decision.”?
Response
The decision-making process to select the preferred alternative was as follows.
1. City and County staff discussed all information, including public input, and agreed on a
preferred alternative.
2. The staff recommendation was released to the public at a February 10, 2005 public
meeting. A postcard notiﬁcation of the meeting was sent to all interested parties,
including all those located within the affected area. There was a question and answer
period and hand-outs to allow comments to be submitted. In addition, notes of the
meeting were posted on the City of Bothell’s project webpage.
3. For the County, the decision-maker on the preferred alternative was the Public Works
Director.
4. For the City, staff took forward their recommendation to a City Council Study Session on
April 4, 2005. At a regular City Council Meeting on April 18, 2005, the City Council voted
7-0 to approve of the staff recommendation of the preferred alternative.
EIS Revision
None
Letter 36, Comment #7
See summary tables in Chapter 1. Water Resources. Huge impacts will result under the
ﬁrst three alternatives. How will the City of Bothell enforce all construction mitigation plans
(control/prevent storm water, erosion, sediment, “Best management Practices”, spill prevention,
containment and disposal procedures?)? Which city employees will be the on site enforcers? If
the city does not have the personnel to enforce construction within its boundaries, whom will it
contract?
Response
The City of Bothell intends to manage the project during construction. As such, in-house project
managers and project engineers will be assigned to the project and will be charged with the
responsibility to make sure that all mitigation and best management practices are carried out
per the plans. The City will have in-house inspectors or contracted inspectors on-site during
construction. These inspectors will work with the project managers and engineers to ensure
that all requirements are met.
EIS Revision
None
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Letter 36, Comment #8
See Chapter 3. The disappointingly general DEIS mitigation measures refer to adherence with
Snohomish County Codes and Bothell municipal codes. If there is a conﬂict of regulations/
codes, how will the conﬂict be resolved?
Response
Typically, if the affected portion of the road falls within Snohomish County, than the City will
defer to the County’s requirements. Similarly, if the portion of the road lies within Bothell, the
County will defer to the City’s requirements. Note, however, that in a project of this magnitude,
there are more jurisdictions involved. For example, because of the wetland impacts, it is likely
that the U.S. Army Corps of Engineers will be involved through a permit process. As such,
the mitigation requirements will be under scrutiny of federal government agencies such as the
NOAA Fisheries and the US Fish and Wildlife Service, both of which would likely have more
stringent requirements than the City and County, and which the City and County will adhere to.
EIS Revision
None
Letter 36, Comment #9
3.4.2 Affected Habitat – A correction is needed to map 3.4.1. The unidentiﬁed creek north of
Cole Creek west of 35th, does originate in Snohomish County, but south of the placement on
the table and within the City of Bothell boundary. The map confuses the fact that a considerable
portion of the City of Bothell is in Snohomish County.
Response
The location of the unnamed tributary to Cole Creek on Figure 3.4-1 corresponds to project
mapping. A detailed survey of the project corridor and affected critical areas will be conducted
during the permitting phase of the project to be verify the location of the stream and associated
ponds.
The map indicates jurisdictional boundaries. These boundaries are signiﬁcant in that local
ordinance regulates development affecting critical areas such as streams.
EIS Revision
None
Letter 36, Comment #10
Appendix B Wetlands Reconnaissance Summary Report – In order to make sense of Table
1 (page 11), which classiﬁes by number the project wetlands, and Figure 4 (page 12), which
identiﬁes the project wetlands in three general categories, the numbered wetlands (Table
1) need to be identiﬁed speciﬁcally on a map and/or by addresses. It is nearly impossible to
understand the data without correlation to some location information.
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Response
Wetlands are identiﬁed by number on Figure 3.3-1 in the DEIS. This ﬁgure is updated in the
FEIS to reﬂect the most up-to-date information regarding wetland location and boundaries.
Appendix B will not be updated.
EIS Revision
Figure 3.3-1 revised to show the most up-to-date information regarding wetland locations.
Letter 37, Comment #1
The commenter stated that the sweep option (Alternative 3) is the worst of the three
construction alternatives because of impacts associated with deforestation, impervious
surfacing, pollution, cost, noise, air quality, and construction pollution. (Comment summarized.
Refer to original letter for complete text.)
Response
Comment noted. The preferred alternative for the south segment is a modiﬁed Alternative 1 with
3 rather than 5 lanes. The preferred alternative’s alignment would follow 39th, and so would not
impact your property on 35th.
EIS Revision
None.
Letter 37, Comment #2
Unless connectors are built on 39th north of 228th Street, the Connector (regardless of Alternative
selected) will not substantially improve trafﬁc ﬂow because of a bottleneck will exist at both
the north and south ends of the connector. (Comment summarized. Refer to original letter for
complete text.)
Response
The preferred alternative for the south segment is a modiﬁed Alternative 1 with 3 rather than 5
lanes.
See response to Letter 16, Comment #8
EIS Revision
None.
Letter 37, Comment #3
Moreover, building roads to make driving more convenient is retrograde thinking. The
City ought to spend its energy thinking of ways to get people out of their cars rather than
encouraging them to drive more. If this corridor is so critical to Bothell’s future, why not think
of an innovative solution rather than more of the same. Community Transit offers excellent
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service. Is it not a better solution to run shuttle buses between park and ride lots in the two
areas than to make it easier to driver between these two points?
Response
A primary objective of the Bothell Connector project is to improve the roadway system to
enhance movement of all forms of mobility, including vehicles, transit, bicycles and pedestrians
– in other words, provide transportation options. All proposed alternatives would include
sidewalks, bicycle lanes, transit pullouts, and vehicle channelization that are expected to
improve the safety and operation of the corridor. In addition, the City continues to participate in
region-wide planning of transit alternatives.
EIS Revision
None
Letter 37, Comment #4
Without full intergovernmental cooperation, the Bothell Connector is ﬁscally irresponsible
because it will not cure the perceived problem. All it will do is create bottlenecks at both ends.
That is hardly a worthwhile solution, especially when the cost of this project will be borne locally.
Response
The County, as a co-lead with the City of Bothell, has always been a fully co-operating partner
to the project. Bottlenecks are not anticipated with the preferred alternative. See response to
Letter 16, Comment #8. Finally, it is not anticipated that this project will be completed using only
local funds. The majority of the funding is dependent on the proposed Regional Transportation
Investment District (RTID), the three-county transportation package. It is also anticipated that
the City will seek state funding to supplement the project cost.
EIS Revision
None
Letter 37, Comment #5
If the City ignores common sense and proceeds any way, it should select the Alternative that
will do the least harm. That alternative is Alternative 2. It is the only construction alternative that
will have negligible environmental impact. (Comment summarized. Refer to original letter for
complete text.)
Response
In considering comments from the public on the DEIS, the preferred alternative that has been
selected is a modiﬁed Alternative 1 with 3 rather than 5 lanes. This alternative will have lesser
impacts on many of the elements than would the 5-lane Alternative 2. While Alternative 2
would have less environmental impacts in some elements, it does not adequately address the
transportation network needs.
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EIS Revision
None.
Letter 38, Comment #1
Commenters stated their preference for Alternative 4 because constructing a four-lane arterial
would create more trafﬁc, increase noise, reduce property values and be incredibly expensive
for the City of Bothell and Snohomish County. (Comment summarized. Refer to original letter for
complete text.)
Response
The preferred alternative for the south segment is a modiﬁed Alternative 1 with 3 rather than 5
lanes. This narrower footprint will have less impact regarding costs, level of trafﬁc, and noise.
EIS Revision
None.
Letter 38, Comment #2
Commenters assert that creating a four or ﬁve-lane road through a residential area would
promote more trafﬁc and increase danger to residents. Commenters suggest that the North
Creek Business Park can be accessed using the Bothell-Everett Highway, Highway 9, or I-405.
(Comment summarized. Refer to original letter for complete text.)
Response
The preferred alternative for the south segment is a modiﬁed Alternative 1 with 3 rather than 5
lanes. This narrower footprint will have less adverse impacts regarding level of costs, level of
trafﬁc, and noise.
Please also note that SR 527 has been identiﬁed for improvements and SR 9 is currently under
construction to be widened. Both are north-south arterials. Even with improvements to SR 527
and SR 9, it is felt that the arterial between 228th St SE and 240th St SE needs to be completed
in order for the arterial system to function effectively. See responses to Letter 2, Comment #1;
Letter 16, Comments # 12 and #13; and Letter 36, Comment #2
EIS Revision
None
Letter 38, Comment #3
Commenters stated that putting a 4 four or ﬁve-lane highway along 39th Avenue will bring cars
closer to residential homes and increase the likelihood of speeding drivers crashing into front
yards on those homes. (Comment summarized. Refer to original letter for complete text.)
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Response
The 5-lane option for the County’s portion of the 35th/39th Ave SE corridor north of 228th St SE
was ruled out in 2002. Subsequent planning and development has been based on an ultimate
3-lane section. This cross section includes bike lanes, curbs and gutters, planter strips, and
pedestrian sidewalks.
The preferred alternative for the south segment is a modiﬁed Alternative 1 with 3 rather than
5 lanes. While it is understood that automobiles will be traveling closer to some homes in the
area where no roadway currently exists along the proposed route, the intent is to provide a safe
roadway designed for the volumes and speeds of the traveling vehicles. In addition, the intent is
to pull some trafﬁc off adjacent residential streets that could see higher volumes and speeds of
vehicles in the future than they were designed for if the new arterial is not constructed.
EIS Revision
None
Letter 38, Comment #4
Commenters suggest that taxpayers money could be used wisely by putting in bike lanes,
sidewalks, and shoulders along the entire length of 39th Avenue making it a safer roadway.
(Comment summarized. Refer to original letter for complete text.)
Response
See response to Letter 38, Comment #3.
EIS Revision
None
Letter 38, Comment #5
Commenters stated it makes no sense to widen 39th between 228th and Maltby Road and
therefore doesn’t make sense to have one mile of four to ﬁve-lane road connected to a 5-milelong 2-lane roadway to the north. Trafﬁc would congest along the 2-lane portion. Widening 39th
would discourage the use of existing highways in the area. (Comment summarized. Refer to
original letter for complete text.)
Response
The preferred alternative is a modiﬁed Alternative 1 with 3 rather than 5 lanes between 228th
St SE and 240th St SE. The Snohomish County Transportation Needs Report calls for a 3-lane
facility between 228th St SE and Maltby Road. As such, there would only be a transition from
a 4 or 5-lane road to a 3-lane road as one heads north on 39th Ave SE and enters the 240th St
SE/39th Ave SE intersection. It is not anticipated that there will be a bottleneck here.
The intended use is for travelers to get on at some point, drive a few miles and then get off—i.e.
local trafﬁc use. Where travelers get on and off will vary and there could be sections that see
a higher volume of trafﬁc than others. The arterial has numerous controlled intersections
throughout its length which inhibit free ﬂowing trafﬁc and volumes such as that on highways.
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It should be noted that SR 527, I-405, and SR 9 (construction in progress) are all slated to be
improved to accommodate long-distance trafﬁc use.
EIS Revision
None
Letter 38, Comment #6
Commenters again state their opposition to the project. (Comment summarized. Refer to original
letter for complete text.)
Response
Comment noted.
EIS Revision
None
Letter 38, Comment #7
Commenters reiterate their support of Alternative 4, No Action. (Comment summarized. Refer to
original letter for complete text.)
Response
Comment noted.
EIS Revision
None
Letter 39, Comment #1
Commenters strongly prefers a combination of Action Alternative 2 and No Action. Look for the
least impact, lowest cost, and a good faith effort to make existing intersections work; even with
No Action, make the intersections work for trafﬁc ﬂow. The existing 35th Ave. SE needs work
even if nothing is done. (Comment summarized. Refer to original letter for complete text.)
Response
Considering all impacts as well as the transportation need, the preferred alternative for the south
segment was identiﬁed as a modiﬁed Alternative 1 with 3 rather than 5 lanes. See response to
Letter 37, Comment #5.
EIS Revision
None
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Letter 39, Comment #2
Comparison of travel time between ﬁve lane road options and No Action are stacked. The Best
case scenario for ﬁve-lane road and the worst case scenario for “No Action,” Vo. 2 App. F, pg.
39, Table 19 & Table 3.10-12 on pg. 3.10-19. Even then there is not much time difference.
How about “No Action,” but with signals at 39th Ave. SE and 35th Ave. SE on 240th Street SE,
as well as on 228th Street SE with turn lanes, of course. Then add center lane on 35th Ave
SE. You would be looking at about a 2-3 minute difference. This is much cheaper and better
for the environment. How about considering Monte Villa Parkway as an East-West route
between 39th Ave. SE and 35th Ave. SE, which already has center lanes, sidewalks and planter
strips? Community Transit #105 uses the Monte Villa route (Vol 2, App. F, Fig. 3). Further 3lane analysis pg. 3.4-13 lines 3-6: A three lane roadway would have “fewer impacts in terms of
clearing grading and increased impervious surface area. Mortality from vehicle collisions would
likely be smaller than the ﬁve-lane alternative.”
Response
The No Action alternative reﬂects the planned transportation improvements without the project.
A discussion of a No Action alternative is a requirement of the SEPA process to provide a
baseline for comparison. In order to meet the City of Bothell’s Level of Service requirement
of LOS D at corridor intersections, a ﬁve-lane section was required for the three alternatives.
Alternative 2 was included in the DEIS analysis to provide an “upgraded” No Action that would
meet the LOS D standard. Please note that improvement of travel time is just one performance
measure by which to consider the effectiveness of a transportation alternative. A roadway must
provide adequate capacity, provide opportunities for multi-modal travel, improve safety, and be
compatible with local and regional plans.
In response to community comments, a Preferred Alternative has been included in the FEIS that
provides a 3-lane option through the corridor. A 3-lane alternative became a feasible option
following analysis of the Comprehensive Plan that included additional capacity improvements in
the area such as a ﬁve lane section on 228th Street SE.
EIS Revision
None
Letter 39, Comment #3
According to Table 2-1 on page 2-14, Hwy. 527 and Hwy 9 are north-south arterials with no
plans to widen until 2030. Because existing highways are not being expanded, you want to
create a new one to draw trafﬁc. Scaled down work on 35th Ave. SE, 40-50 feet wide would
affect no new wetlands and would have least impact on environment and community.
Response
See response to Letter 16, Comments #12 and #13; Letter 37, Comment #5; and Letter 38,
Comment #5.
EIS Revision
None
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Letter 39, Comment #4
The North Segment will probably stay two lanes for a long time and then go to three lanes. This
does not make sense to go ﬁve lanes to 2 or three lanes unless moving trafﬁc isn’t the main
reason for the new road.
Response
The preferred alternative is a modiﬁed Alternative 1 with 3 rather than 5 lanes. This footprint will
integrate well with the north section of roadway between 228th St SE and Maltby Road, where
the County’s TIP calls for a 3-lane roadway section, and will facilitate a smooth ﬂow of trafﬁc.
EIS Revision
None
Letter 39, Comment #5
I think it is wrong to reject the three-lane option because: we are seeing less trafﬁc now
than two years ago…How can you say three-lane is not adequate when Hwy 9 and Hwy 527
(between 183rd and just south of 228th) will stay two-lane for the foreseeable future? (Comment
summarized. Refer to original letter for complete text.)
Response
The preferred alternative for the south segment is a modiﬁed Alternative 1 with 3 rather than
5 lanes. The north segment is currently described in the Snohomish County Transportation
Needs Report as a 3-lane facility. See also responses to Letter 2, Comment #1; Letter 16,
Comment #12, and Letter 36, Comment #2 regarding Highway 9 and SR 527.
EIS Revision
None
Letter 39, Comment #6
North Creek consistently violates Washington State Class AA water quality standards.
(Comment summarized. Refer to original letter for complete text.)
Response
North Creek violates state water quality standards for fecal coliform, temperature, and
dissolved oxygen. These types of violations are typically not directly associated with increases
in impervious surfaces but rather from failing septic systems and livestock in the case of
fecal coliform, lack of vegetative cover over the stream in the case of temperature, and high
temperatures and increasing decomposing organic matter in the case of dissolved oxygen.
All runoff from the new impervious surfaces associated with the Bothell Connector would
be collected, treated to remove pollutants, then discharged at a controlled rate. Therefore,
discharge of stormwater originating from the new roadway would not be expected to further
impact water quality in North Creek.
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The City via its Community Development Department is currently engaged in a Critical Area and
Groundwater Inventory, Assessment, and Mapping analysis for the Fitzgerald/35 Avenue SE
Subarea. The proposed road project is being coordinated with this effort.
EIS Revision
None
Letter 39, Comment #7
According to Snohomish County Surface Water Management Department, one of the biggest
problems (relating to North Creek water quality) is the non-point runoff, increasing as there
is more clearing and impervious surfaces. Is it then all right to just state the problems and
go ahead and do what you want anyway? (Comment summarized. Refer to original letter for
complete text.)
Response
The City and County recognize that they must meet their infrastructure needs for transportation
while protecting their resources. This proposed project will need to meet strict environmental
requirements. Please also note that the City via its Community Development Department is
currently engaged in a Critical Area and Groundwater Inventory, Assessment, and Mapping
analysis for the Fitzgerald / 35 Avenue SE Subarea. The proposed road project is being
coordinated with this effort. See response to Letter 39, Comment #6.
EIS Revision
None
Letter 39, Comment #8
Section 3.2.3 Scaled down alternative 2 would have a lot less impact-less impervious surface
by far, thus less runoff. Even under “No Action” alternative, existing 35th Avenue SE needs to be
improved. It is not necessary to go all or nothing.
Response
The preferred alternative for the south segment is a modiﬁed Alternative 1 with 3 rather than 5
lanes. See response to Letter 37, Comment #5.
EIS Revision
None
Letter 39, Comment #9
Experience tells us that Bothell is not that worried about impervious surfaces. We see Schnitzer
throwing in more parking lots (taking advantage of a window of opportunity to get closer to North
Creek). There is quite a bit of unused parking area in the business park between 195th St NE
and 240th Street SE. And there is new development tight to the creek at 34th and 240th.
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Response
Comment noted
EIS Revision
None
Letter 39, Comment #10
3.2.5 “No signiﬁcant unavoidable adverse impacts” That is right-the signiﬁcant adverse impacts
will have been avoidable.
Response
Comment noted.
EIS Revision
None
Letter 39, Comment #11
3.3.3 Wetlands Table 3.3-1 A three-lane Alternative 2 without all the trimmings would affect
less than 1/4 the wetlands that Alternative 1 would effect and less than half of Alternative 3.
Alternative 2 (or scaled down 2) would affect no new wetlands thereby further minimizing the
impact.
Response
The commenter is correct in noting that Alternative 2 would effect less wetland area than would
Alternative 1a or 1b. See response to Letter 37, Comment #5.
EIS Revision
Section 3.3 was revised to include an evaluation of wetland impacts resulting from Alternative
1a (Preferred Alternative).
Letter 39, Comment #12
3.3.4 The best mitigation is to keep disturbance to a minimum.
Response
Comment noted. See response to Letter 37, Comment #5.
According to WAC 197-11-768, Mitigation means:
(1) Avoiding the impact altogether by not taking a certain action or parts of an action;
(2) Minimizing impacts by limiting the degree or magnitude of the action and its
implementation, by using appropriate technology, or by taking afﬁrmative steps to avoid
or reduce impacts;
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(3) Rectifying the impact by repairing, rehabilitating, or restoring the affected environment;
(4) Reducing or eliminating the impact over time by preservation and maintenance
operations during the life of the action;
(5) Compensating for the impact by replacing, enhancing, or providing substitute resources
or environments; and/or
(6) Monitoring the impact and taking appropriate corrective measures.
EIS Revision
None
Letter 39, Comment #13
3.4.2 There is no mention of mountain beaver. Alternative 1 would encroach on their habitat.
The Decker property (Pinnacle Sonata) had extensive mountain beaver tunnels before
development. They are the oldest known surviving mammal in North America – very speciﬁc to
this area and Southern B.C. below 2,000 ft. elevation. Salmon – as stated earlier North Creek is
deteriorating in both water quality and spawning area.
Response
In the Paciﬁc Northwest, mountain beaver are considered a pest species by many foresters and
gardeners because they are abundant and eat shrubs, seedlings, and young trees. Because,
as you say, they are the oldest surviving mammal in North America, they are exceedingly
adaptable, and any disturbance to one area of their habitat simply leads them to reestablish
their tunnel systems in an adjacent area. While a subspecies of Mountain Beaver found in the
Point Arena, California area is endangered, they are not threatened or protected in western
Washington. You may want to check out this link for more information: http://infowright.com/
mtbeaver/ Mountain Beaver (Aplodontia rufa) Journal (latest update 10/04/04) See response to
Letter 39, Comments 6 and 7 regarding water quality impacts to North Creek and its associated
salmon habitat.
EIS Revision
None.
Letter 39, Comment #14
3.6Land Use and Shoreline Use Canyon Park Montessori School is now between a
development of 268 Townhomes to the east and a few hundred feet to the west is a 153,000
square foot church facility (no doubt including school and childcare). Farther west at 35th Ave.
SE is a 70,000 square foot church under construction. All are conditional use on R8a zoning so
that would indicate that Canyon Park Montessori should have no problem with approval for an
expanded school at its present location (1.23 acres).
Response
Comment noted.
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EIS Revision
None
Letter 39, Comment #15
3.6.2 Here again a scaled down Alternative 2 with proper intersections would have the least
impact by far and still enhance movement of trafﬁc.
Response
Comment noted. While Alternative 2 would enhance movement of trafﬁc over the existing
condition, it will not perform as well as the other build alternatives in terms of serving as an
arterial.
EIS Revision
None
Letter 39, Comment #16
3.7-Right-of-Way displacements Canyon Park Montesorri School has been at one location for
19 years. Any move affects a business. The property allows of 1.23 acres allows the school
to be set-back from the road, with spaciouis playgrounds in a rural setting, and allowing room
for expansion. The many trees on the property make it harder to duplicate the environment
elsewhere. Property in the Canyon Park area with similar features is generally part of bigger
parcels intended for other uses. Moving outside the Canyon Park area involves a name change
as well as a move – a double hit for a business.
Response
The City of Bothell is exploring ways to minimize impact to the Canyon Park Montessori School,
including avoiding displacement if possible. At present, it appears with the 3-lane preferred
alternative for the south segment, as described in the FEIS, the main school building would not
be displaced. However, the play area, which is a key element of the school, and a structure
(located east of the main school building) which would provide opportunity for growth of the
school would be displaced. The remaining parcel size would also potentially limit the school’s
opportunity for growth. In addition, the natural setting of the school would be altered, especially
with the elimination of large trees on the east edge of the property.
EIS Revision
None
Letter 39, Comment #17
3.8 Socio-Economics Canyon Park Montessori School provides my family’s sole income at this
time (due to husband’s health & price of salmon). One employee is a Hispanic single-mother
with two children. Her job provides her sole support. Another employee is a single mother of
one child. Here job provides a major support for her livelihood. One other employee keeps
wondering if her husband will be included in thenext layoffs at Boeing. Jobs are wonderful to
have in this time of uncertainty. Please don’t take our jobs away from us with over expansion.
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Response
See response to Letter 39, Comment #16.
EIS Revision
None
Letter 39, Comment #18
Appendix C and the DEIS generally understates the size of the property and misrepresents how
it is used for the school. The commenter lists out various uses on their property and provides
areas set aside for speciﬁc uses. The commenter further argues that the costs to replace the
Canyon Park Montessori School property with a property much smaller and with structures not
meeting the needs of the school would be extremely expensive. (Comment summarized. Refer
to original letter for complete text.)
Response
See response to Letter 39, Comment #16.
EIS Revision
None
Letter 39, Comment #19
Chapter 7: Figure 3 (Transit Service) Not all northbound trafﬁc goes from 35th Ave. SE to 39th
Ave. SE. A signiﬁcant percentage of trafﬁc turns west (as shown in App. B of App. F). (Comment
summarized. Refer to original letter for complete text.)
Response
Comment noted.
EIS Revision
None
Letter 39, Comment #20
Commenter suggests that we should be planning for the future (30 to 50 years), for mass transit
and bicycle use rather than for automobiles, lift roadways above wetlands, fuel economy, and a
cleaner world. (Comment summarized. Refer to original letter for complete text.)
Response
Comment noted. See response to Letter 37, Comment #3. Whether the roadways will be lifted
above the wetlands will be determined in the design phase. At this point, it is assumed that they
will not be elevated above the wetlands.
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EIS Revision
None
Letter 39, Comment #21
Fix the existing connections and roadways ﬁrst and plan for the future realistically. We should
expand existing north-south highways (579 & 9) with good east-west connectors. We should
enhance bus connections and think of new ways to link communities. Therefore, we highly
recommend a combination of Action Alternative 2 and No Action with a look for the least impact,
lowest cost, and a good faith effort to make existing intersections work.
Response
See responses to Letter 2, Comment #1; Letter 16, Comments #11 and #12, and Letter 36,
Comment #2.
EIS Revision
None.
Letter 39 (1-18), Comment #1
Form letter from the parents and teachers of Canyon Park Montessori School indicating
preference for Alternative 2, or a combination of Alternative 2 and No Action. (Comment
summarized. Refer to original letter for complete text.)
Response
The preferred alternative for the south segment is a modiﬁed Alternative 1 with 3 rather than 5
lanes. See response to Letter 39, Comment #16.
EIS Revision
None.
Letter 40, Comment #1
The Phoenix Development, Inc. supports route Alternative 1 for several reasons:
1) Alternative 1 preserves the potential for a future community park near the northeast
quadrant of the 228th St. SE/39th Ave. SE intersection.
2) Alternative 1 would have the least impact on surrounding land uses. Alternatives 2 and
3 negatively affect several existing large ownerships and would increase travel time over
that of Alternative 1.
3) 39th Ave. S.E. (in the north segment) currently functions as a minor arterial in the county
and is more capable of sustaining additional trafﬁc thatn the other alternatives.
4) The Alternative 1 alignment, if slightly modiﬁed would better serve the existing
community and traveling public than other alternatives – Alternative 1 should be routed in
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the most direct manner on a north/south axis as possible to achieve maximum efﬁciency,
and produce the least negative impact on adjacent properties.
(Comment summarized. Refer to original letter for complete text.)
Response
The preferred alternative for the south segment is a modiﬁed Alternative 1 with 3 rather than 5
lanes.
EIS Revision
None
Letter 41, Comment #1
Preferred Alternative – At this time, the (Muckleshoot Indian) Tribe’s Fisheries Division does not
have a position on which alternative has the greatest potential to protect the Tribe’s ﬁsheries
resources. As far as action alternatives are concerned, it appears that Alternative 2 has the
least impacts to ﬁsheries resources. Whichever alternative is chosen, we recommend that the
chosen alternative fully mitigate its environmental impacts in a timely manner. As a part of this
recommendation, the environemental mitigation proposals need additional information for us to
discern their potential to mitigation for impacts. In addition, some impacts were not identiﬁed in
the DEIS as noted below and will need mitigation, too.
Response
Thank you for your comment. The preferred alternative for the south segment is a modiﬁed
Alternative 1 with 3 rather than 5 lanes. The FEIS includes an analysis of impacts anticipated
from the preferred alternative. Mitigation speciﬁc to the preferred alternative is discussed.
EIS Revision
Section 2 of the FEIS includes a description of the preferred alternative. Section 3 includes an
analysis of impacts and proposed mitigation measures for the preferred and other alternatives.
Letter 41, Comment #2
Mitigation Proposal – Since the mitigation for stream and wetland impacts has not been fully
identiﬁed (page 2-5), we reserve the right to comment on the future mitigation plan.
Response
Comment noted. The City of Bothell looks forward to your input on the project and speciﬁcally
on planned mitigation measures.
EIS Revision
None
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Letter 41, Comment #3
Pages 2-2, 207, and 209 – Stream Crossings and Stormwater facilities – Any new road
crossings of streams should be via bridges that span the 100-year ﬂoodplain, where applicable,
to minimize impacts to salmonid habitat. Bridges should be used as the preferred crossing
method for any culverts that need to be modiﬁed for ﬁsh passage because they are better suited
to pass wood, water, and sediment to downstream areas.
Response
The design phase of the project will identify the best approach to minimizing impacts at stream
crossings. Bridges and culverts will be evaluated on an individual basis in consultation with
permitting agencies and services such as NOAA Fisheries, USFWS, and WDFW.
EIS Revision
None.
Letter 41, Comment #4
All treated stormwater should be inﬁltrated as the preferred method of stormwater mitigation.
This approach should be used in all areas where there are appropriate soils.
Response
For the EIS, only preliminary stormwater treatment system design has occurred. This has
included proposed locations for detention ponds and vaults. The stormwater system will be
further reﬁned during the design and permitting phase of the project. Inﬁltration will be one of
the options considered, especially in areas where appropriate soils exist.
EIS Revision
The EIS is revised to include proposed stormwater pond and vault locations for the preferred
alternative.
Letter 41, Comment #5
The affected environment section fails to discuss all of the surface water bodies that may be
affected by the project. Page 2-2 and Figure 2-1 show drainage areas near SE 240th Street that
are not discussed in this section. Furthermore, all “ditches” should be mapped and discussed
because if they have surface water connections to streams, there is a high likelihood that
they are used by salmonids when accessible. Since there were no directed ﬁsheries surveys
conducted for this project DEIS, a conservative approach that assumes salmonid use unless
there are existing natural barriers (not culverts) should be taken. The Water Resources section
needs to be updated.
Response
Water resources and ﬁsh habitat information presented in the DEIS was revisited for analysis of
impacts and proposed mitigation for the preferred alternative. The potential for salmonids being
present in the Cole Creek drainage basin east of 35th Avenue SE is remote due to the presence
of an impassable (by salmonids) 10-foot-high dam that creates a ﬁsh passage barrier. Cole
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Creek, however, is anticipated to be classiﬁed as type F (City of Bothell stream classiﬁcation
system) because passage is impeded by man-made rather than natural barriers and predevelopment salmon usage is assumed. The use of ditches as ﬁsh habitat during high ﬂow
conditions is possible.
EIS Revision
The water resources and plants and animals sections were revised to include analysis of
impacts relative to the preferred alternative. Speciﬁcally, the discussion of ﬁsh passage barriers
in the water resources section and the classiﬁcation of Cole Creek within Bothell was modiﬁed
to indicate ﬁsh passage barriers are man-made rather than natural.
Letter 41, Comment #6
The sections on water quality and quantity are too limited. There should be a detailed discussion
about the existing conditions of the surface water bodies that may be affected. While Palm
Creek and Cole Creek may not be on Ecology’s 303(d) list, it should be not be assumed that
there are no water quality problems. It typically means that no one has sampled these streams.
The DEIS fails to not that the Clean Water Act Section 303(d) list for Washington State is not
comprehensive and they may be streams that are experiencing temperature, dissolved oxygen,
and other water quality problems that are not documented. The 303(d) list is an initial source to
determine impacts.
Response
Water quality information available for North Creek and Cole Creek was reviewed as part of the
assessment of impacts for the preferred alternative. The DEIS presented information available
on the water quality of surface waters potentially affected by the Bothell Connector project at
the time of writing the DEIS. It would not have been appropriate to assert that there were water
quality problems in Palm and Cole Creeks when no data was available to support such claims.
It is appropriate to indicate, as the DEIS did, that these surface waters must meet the highest
water quality standards promulgated by the State of Washington. The Bothell Connector project
must assume that those waters are of the highest quality and employ water quality treatment
strategies to protect and preserve water quality in affected surface waters.
EIS Revision
No information that would have justiﬁed altering the analysis present in the Draft EIS was found
during review of available water quality information for the Final EIS. Therefore, no revisions to
the EIS with respect to existing water quality in North and Cole Creeks was warranted.
Letter 41, Comment #7
Table 3.2-1 is helpful because it shows the two jurisdictions, their classiﬁcation systems
and required buffers. Unfortunately, the DEIS fails to discuss how the application of these
regulations will likely result in adverse impacts to the ﬁsh habitat in the affected water bodies.
Again, the approach should be to assume potential ﬁsh use in the affected streams unless a
natural barrier exists.
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Response
Table 3.2-1 was be updated to reﬂect changes in the local jurisdictions’ critical areas ordinances.
Based on the information provided by Snohomish County, a ﬁsh passage barrier on Cole Creek
is present at 35th Avenue SE and also 200 feet upstream of 35th. It is reasonable to assume no
salmonids would be found within the Cole Creek drainage above 35th Avenue SE. Therefore,
salmonid habitat likely would not be impacted by the preferred alternative as long as all
appropriate stormwater and erosion and sedimentation control measures are employed during
and after construction of the project. However, classiﬁcation of Cole Creek assumes salmonid
use because no “natural” barrier is present. An 100-foot required buffer is indicated in Table 3.21. See response to Letter 41, Comment #5 for further information regarding the ﬁsh passage
barriers on 35th and classiﬁcation of Cole Creek.
EIS Revision
Table 3.2-1 was updated as indicated above.
Letter 41, Comment #8
Vegetation clearing could result in the removal of trees that would otherwise fall into streams
and wetlands in the project area and provide habitiat. The DEIS fails to discuss this potential
impact in the direct, indirect, and cumulative impacts portions for each alternative. A full riparian
survey should be conducted that identiﬁed trees in the corridor, their species, height, and
diameters to assess impacts.
Response
The FEIS includes a discussion of the impact of removal of signiﬁcant trees within riparian areas
impacted by the preferred alternative. A riparian survey that includes identiﬁcation of all trees to
be removed would need to be conducted for the project once the ﬁnal alignment is established
and the project is in the permitting phase.
EIS Revision
Add discussion of removal of signiﬁcant trees.
Letter 41, Comment #9
Also there should be a summary table of the increase in annual pollutant loads by parameter
under each alternative.
Response
Pollutant loading resulting from each of the project alternatives was estimated based on
methods presented by the Washington Department of Transportation in the Environmental
Procedures Manual
EIS Revision
A table with discussion presenting both estimated total annual pollutant loading and increase in
pollutant loads over existing conditions was added to the Water Resources section of the FEIS.
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Letter 41, Comment #10
It is important to note that compliance with the Department of Ecology’s and King County’s
updated stormwater Manuals do not sufﬁciently address impacts to salmonids; therefore, using
the Manuals alone, will not fully mitigate impacts to salmonids and their habitats. Speciﬁcally,
these Manuals only consider impacts to stream channels as a result of an increase in peak
ﬂows and does not consider the increase in water volumes that will increase stream velocities
which could adversely affect salmonids during several life stages. The affected steams in the
project are not in a pre-developed condition. They typically lack pools, off-channel areas, and
wood necessary to create hydraulic complexity to offset stormwater discharges. Unless all of
the stormwater is inﬁltrated, there will be impacts to the streams receiving stormwater that will
require mitigation to avoid adverse impacts to salmonids in these streams.
Response
An assessment as to the appropriateness of stormwater inﬁltration will be made during design of
the stormwater treatment system. Stormwater will be inﬁltrated to the maximum extent possible
EIS Revision
Stormwater inﬁltration as a desired treatment strategy is discussed under mitigation in the water
resources section.
Letter 41, Comment #11
The DEIS lacks sufﬁcient information to analyze the alternatives and their potential to adversely
affect ﬁsh habitat. The FEIS should include a detailed ﬁsh use and ﬁsh habitat survey that
includes an instream assessment, as well as, a riparian corridor assessment to determine
impacts.
Response
The preferred alternative crosses potential salmonid bearing streams above manmade
unpassable barriers. Impacts to salmonid habitat is therefore not anticipated. Resident ﬁsh, if
present, such as listed in Section 3.4 of the FEIS would be removed from aquatic habitat that
would be directly affected by construction. A detailed ﬁsh use and ﬁsh habitat survey is not
warranted for the FEIS because of the low likelihood of directly impacting salmonid habitat
during construction, assuming appropriate BMPs are employed.
EIS Revision
Added ﬁsh removal from affected ponds, streams, and ditches during construction to Plants and
Animals mitigation discussion.
Letter 41, Comment #12
The DEIS does have a brief section on environmental justice issues; however, the information
does not consider the project’s potential to adversely affect ﬁsh habitat and ﬁsheries resources
of interest to the Muckleshoot Indian Tribe. Several of the action alternatives involve road
construction and/or modiﬁcations that could result in additional obstructions placed within
streams and rivers that could adversely affect ﬁsh habitat and water quality of Palm, Cole

