
Examples	of	Effective	Techniques	for	
Improving	the	Quality	of	Environmental	Documents	

Chapter	17.		Changes	During	the	NEPA	Process	

The	environmental	analysis	presented	in	a	final	EIS	frequently	includes	
updates	to	the	analysis	presented	in	the	draft	EIS.		Some	common	examples	
include	updates	that	result	from	the	availability	of	new	data,	changes	in	
background	conditions,	revisions	to	traffic	or	air	quality	models,	or	changes	in	
the	design	or	location	of	alternatives	themselves.	
When	the	updates	are	minimal,	an	agency	can	publish	a	final	EIS	that	consists	
of	“errata	pages”	and	responses	to	comments	on	the	draft	EIS.		40	CFR	
1503.4(c).		For	the	reader,	this	format	has	the	advantage	of	making	it	easy	to	
locate	the	new	information;	the	new	information	is	contained	in	the	errata	
pages.		But	one	drawback	of	this	format	is	that	the	reader	has	to	refer	to	both	
the	draft	EIS	and	the	final	EIS,	which	can	be	cumbersome.	
When	the	errata‐page	format	is	not	used,	the	final	EIS	consists	of	an	updated	
version	of	the	entire	draft	EIS.		This	format	avoids	the	need	for	the	reader	to	
refer	back	to	the	draft	EIS.		For	readers,	the	main	drawback	of	this	format	is	
that	it	can	be	difficult	to	discern	the	new	information	within	the	final	EIS.			
The	following	techniques	can	enhance	the	readability	and	completeness	of	the	
final	EIS	by	making	it	easier	for	the	reader	to	identify	content	that	has	
changed	and	new	events	that	have	occurred	since	the	draft	EIS:	

 Provide	a	roadmap	to	key	changes	at	the	beginning	of	each	chapter.		One	
useful	technique	is	to	include	a	brief	paragraph	at	the	beginning	of	each	
chapter	or	major	section	of	the	final	EIS,	summarizing	the	key	changes	
made	to	that	chapter	or	section	since	the	draft	EIS.		This	approach	is	
especially	effective	if	the	key	changes	are	listed	in	bullets,	with	cross‐
references	to	the	locations	where	the	new	information	can	be	found.	

 Summarize	agency	coordination	activities	since	the	draft	EIS.		Much	of	
the	work	that	occurs	between	the	draft	EIS	and	final	EIS	involves	agency	
coordination,	and	often	includes	important	agency	actions	–	for	
example,	a	concurrence,	finding,	or	other	approval.		Documenting	these	
steps	in	the	final	EIS	helps	to	demonstrate	compliance	with	regulatory	
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requirements.		It	also	can	be	a	good	way	to	explain	additional	analysis	
that	was	performed	at	the	request	of	another	agency.	

 Acknowledge	and	explain	any	important	changes	to	the	analysis	(e.g.,	new	
data,	new	models,	new	guidance).		When	the	final	EIS	contains	updated	
analysis,		it	is	important	to	give	the	reader	some	understanding	of	what	
actually	changed.		For	example,	rather	than	simply	saying	that	traffic	
forecasts	have	been	updated,	the	final	EIS	can	explain	that	a	new	traffic	
model	became	available	and	was	used.			

 Describe	refinements	to	alternatives	since	the	draft	EIS.		It	is	common	to	
make	refinements	to	one	or	more	alternatives	–	and,	most	often,	to	the	
preferred	alternative	–	between	the	draft	EIS	and	final	EIS.		The	
readability	of	the	final	EIS	will	be	enhanced	if	the	document	clearly	and	
succinctly	summarizes	refinements	that	affected	the	impacts	analysis.		
One	effective	approach	is	to	include	this	summary	as	part	of	an	
introduction	to	the	environmental	impacts	chapter.	

 Summarizes	the	results	of	a	reevaluation,	if	one	was	prepared.		When	
analyses	are	updated	between	the	draft	EIS	and	final	EIS,	the	lead	
agency	may	need	to	prepare	a	reevaluation	as	the	basis	for	determining	
whether	a	supplemental	EIS	is	required.		When	a	reevaluation	is	
prepared,	it	is	a	good	practice	(although	not	required)	for	the	final	EIS	
to	acknowledge	the	reevaluation	and	summarize	its	findings.			
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Chapter 5 - Environmental Consequences

Section 5.2 - Land Use Impacts
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5.2  Land Use Impacts

5.2.1  Introduction

Transportation projects can infl uence land use changes as a result of direct impacts or indirect impacts (See Section 

5.26, Cumulative Impacts).  Direct impacts are defi ned by the Council on Environmental Quality (CEQ) regulations 

as “effects which are caused by the action and occur at the same time and place” (40 CFR 1508).  For this project, 

the direct impacts are due to the right-of-way needs of the various I-69 alternatives.

Indirect impacts are defi ned by the CEQ regulations as “effects which are caused by the action and are later in time 

or farther removed in distance, but are still reasonably foreseeable.  Indirect effects may include growth inducing 

effects and other effects related to induced changes in the pattern of land use, population density or growth rate...”

(40 CFR 1508).  For this project, the indirect impacts caused by the project have been forecasted using a combination 

of an economic forecasting model and a transportation planning model.

Since the publication of the DEIS, the following changes have been made to this section:  

• Impact calculations have been updated to refl ect the selection of variations, route shifts and other changes, as 

described in Section 5.1.3.

• Additional research concerning the status of local land use plans in the 26 counties in the Study Area.

• Updated the information to incorporate the 160 acres needed for rest areas.

5.2.2  Methodology 

The review of land use impacts included (1) a review of all land use plans adopted by counties in the Study Area, 

and (2) an evaluation of the alternatives to determine consistency with land use plans and to quantify the direct and 

indirect impacts of each alternative on different land use types, specifi cally, forest, farmland, wetlands, developed 

areas, and others.

The direct and indirect impacts of the various alternatives were calculated using the Geographic Information System 

(GIS) and the economic and transportation planning modeling combination.  Section 5.1, Methodology, discusses the 

GIS and explains how this tool is used in identifying impacts for the alternatives.  For more information about the 

GIS approach, see Section 4.1, The GIS Approach.

The direct land use impacts of the alternatives corridors consists of the right-of-way needs for the working alignment.  

This was calculated by placing the estimated roadway cross-sections on top of the United States Geological Survey 

Land Cover data layer in the GIS.  Using tools in the GIS, the land uses impacted due to the cross-sections were 

grouped into fi ve categories: forest, farmland, wetlands, developed areas, and other.  The other category includes 

such land uses as open water areas, quarries, bare rock areas, shrubland, and urban grasses.  The total acreages 

include the right-of-way needs for the highway as well as the interchanges and rest areas.  

The indirect land use impacts were calculated using a combination of the economic forecasting model and transpor-

tation planning models.  County-level population and employment forecasts to the year 2025 were obtained from 

Woods and Poole (a nationally recognized company specializing in demographic and economic forecasts).  These 

forecasts were divided into sub-county areas based on existing development patterns and input into the Indiana 

Techniques to note:
- changes since DEIS are summarized at
the beginning of each chapter or major
section in the FEIS
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The need for an east-west transit route through the Baltimore Region was identified in the 2002 
Baltimore Regional Rail System Plan where the Red Line was designated as a priority project. 
The purpose and need for the Red Line project was first defined and presented to the public 
during the scoping process in 2003.  
 
The Maryland Transit Administration (MTA), in coordination with the Federal Transit 
Administration (FTA), is considering the implementation of the Red Line light rail transit line 
from western Baltimore County, through the central business district (CBD), to eastern 
Baltimore City. The Red Line project is intended to improve system connectivity, transportation 
choices, and mobility in the project study corridor, as well as support economic development 
efforts and help improve regional air quality.  
 

Similar to the Alternatives Analysis/Draft Environmental Impact Statement (AA/DEIS), this 
chapter presents the purpose and need for the project and summarizes the context of the 
project study corridor. The Final Environmental Impact Statement (FEIS) is a condensed 
document. Therefore the supporting documentation that was included in Chapter 1 of the 
AA/DEIS, such as corridor land use, corridor transportation, and agency goals, can now be found 
in the Purpose and Need Technical Report located in Appendix I. 
 
The purposes of the project remain the same. However, the wording of the purpose statement 
has been slightly revised for clarification. The wording of the needs has also been revised to 
better express needs rather than purposes/goals. Additionally, this chapter includes updated 
data in support of the purpose and need. Traffic data and forecast data have been updated 
from 2030 to 2035, which is the FEIS Design Year. The FEIS also assumes the Opening Year for 
service would be 2021. 

The project study corridor extends approximately 14 miles from the Centers for Medicare & 
Medicaid Services (CMS) on the west in Woodlawn (Baltimore County) to the Johns Hopkins 
Bayview Medical Center campus on the east (Baltimore City). The majority of the project study 
corridor falls within Baltimore City. The downtown CBD is comprised of commercial and 
institutional land uses, with densely developed residential areas radiating out toward the 
city/county boundary.  
 
The 3-mile section of the project study corridor in Baltimore County contains major 
employment centers, shopping centers, interstate highways, and housing. One of the region’s 
largest employment centers, Social Security Administration, is located in the Woodlawn area. 
The residential development in Baltimore County is somewhat less dense compared to that of 
the city.  
 
Traveling east toward the city line, residential densities increase where the pattern of 
development resembles a grid. Leakin Park and Gwynns Falls Park, large city-owned resources, 

Techniques to note:
- changes since DEIS are
summarized at the beginning of each
chapter or major section in the FEIS
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This chapter presents the environmental resources, anticipated effects to those resources, and 
measures that have been taken to avoid, minimize, and mitigate unavoidable effects. Additional 
opportunities to avoid and minimize impacts will be considered as the project continues 
through Final Design. Both adverse and beneficial effects are described for the No-Build 
Alternative and for the Preferred Alternative, including short-term construction related effects 
and long-term operational effects. Because much of the documentation of existing resources 
and assessment methodologies are included in project technical reports and/or memoranda, 
this chapter focuses on the effects and mitigation of resources that would occur if the Preferred 
Alternative is selected for implementation. A brief summary of existing resources and methods 
is included and the full details can be found in the project technical reports and/or memoranda. 
Several of the technical reports have been included in Appendix I, and other references have 
been identified in Appendix D. These project technical reports and/or memoranda include 
additional information related to the inventory and assessment of resources and 
methodologies.  
 
Chapter 3 of this Final Environmental Impact Statement (FEIS), Construction Methods, and 
Activities provides further detail on how the Preferred Alternative could be built based on the 
level of engineering prepared to date.  
 

 
A number of changes have occurred since the Alternatives Analysis/Draft Environmental Impact 
Statement (AA/DEIS) was issued including level of engineering detail, legislation and guidance, 
available data, and additional efforts concerning the inventory of resources and potential 
effects to those resources, as well as mitigation measures. The following is a listing of key 
changes that have resulted in revisions to the assessment of resource effects and are described 
in detail by resource in the reminder of this chapter: 

 Environmental Justice Circular, effective August 15, 2012, on incorporating 
environmental justice principles into plans, projects, and activities that receive funding 
from Federal Transit Administration 

 Publication of guidance by Maryland Department of Environment (MDE) in 2010 and 
2011 on the technical procedures and calculations for the environmental site design 
(ESD) requirements under the Stormwater Management Act of 2007.  

 Field surveys and delineations of wetlands, trees and forested areas specific to the 
Preferred Alternative 

 Short-term construction effects assessed for a peak construction activity year of 2016 

 Long-term effects assessed for the No-Build and Preferred Alternative for 2035 

 Use of available 2010 Census data 

 Detailed noise and vibration monitoring and assessments for locations along the 
Preferred Alternative 

Techniques to note:
- changes since DEIS are summarized at the beginning
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 Identification of property needs for construction and implementation of the Preferred 
Alternative 

 Identification of locations for traction power substations (TPSSs) and central instrument 
houses (CIHs) locations as part of additional design for systems elements 

 Identification of locatons for above ground elements related to underground station 
location, such as ventilation buildings and station entrances 

 Identification of the operations and maintenance facility location 

 Corridor-wide visual assessments, now that more engineering detail is known for 
stations and other above-ground elements 

 Complete Draft Section 4(f) Evaluation (Chapter 6) 

 Additional historic resource investigations including a refined Area of Potential Effect 
(APE), coordination with Consulting Parties and meetings, and archeological field 
investigations 

 Further geological field investigations 

 Additional investigation of potential contaminated soils 

 More detail on utilities along the project study corridor 

The following sections present the environmental resources, anticipated effects to those 
resources, and measures that have been taken to avoid, minimize, and mitigate unavoidable 
effects. Existing resources were identified, and environmental effects were assessed for the 
entire project study corridor, which is generally defined as the study area for the Preferred 
Alternative, including the project’s proposed limit of disturbance. The No-Build Alternative was 
also assessed as a baseline condition. 
 

 

 
The section characterizes and documents the land use, zoning, and development trends in the 
project study corridor. For assessment purposes, an area extending approximately 200 feet on 
both sides of the centerline of the Preferred Alternative alignment and within a one-half mile 
radius surrounding proposed stations, park-and-ride lots and other ancillary facilities, including 
tunnel portals and ventilation buildings, have been considered.  
 
Information about land use was gathered by reviewing the comprehensive plans and zoning 
maps for Baltimore County and City, as well as through verification from field visits to the 
project study corridor. Additional details related to this Final Environmental Impact Statement 
(FEIS) subject area can be found in the 2012 Land Use, Zoning, and Public Policy Technical 
Memorandum (Appendix D). 
 
For the purposes of this chapter, it should be understood that a change in use of a single parcel 
is not the same as a change in the land use of the surrounding neighborhood. A commercial 
district that loses one commercial building is still a commercial district. Similarly, a residential 
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Mid-Currituck Bridge Study A‐8  Final Environmental Impact Statement 

comments are reflected in revisions to the DEIS assessment of impacts that are included 
in this FEIS. 

Post-DEIS Submittal Agency Involvement 
Several meetings were held with local government officials and state and federal 
environmental resource and regulatory agencies after the release of the DEIS, most of 
which focused on the selection of the Preferred Alternative and refinements being made 
to further avoid, minimize, and mitigate its impacts.  Table A‐6 provides a summary of 
the agency coordination meetings that have occurred since the release of the DEIS.  
Meeting summaries and complete meeting minutes are included in the Stakeholder 
Involvement for Final Environmental Impact Statement Technical Memorandum (Parsons 
Brinckerhoff, 2011).  Both the responses to DEIS comments and the outcomes of the 
meetings listed in Table A‐6 are reflected in revisions to the DEIS assessment of impacts 
that are included in this FEIS. 

Table A‐6.  Post‐DEIS Submittal Agency Coordination Meetings 

Date Topics of Discussion 

Local Officials Meetings 

May 18 and 19, 2010  Local officials were briefed on the DEIS and its findings prior to public 
hearings on the same days.   

July 16, 2010  Coordination with county representatives on issues raised in agency and 
public comment on the DEIS. 

Turnpike Environmental Agency Coordination (TEAC) Meetings 

March 9, 2010 

Presentation of an overview of the DEIS format and findings; discussion 
of construction options in Currituck Sound, including construction 
moratorium applicability in Currituck Sound; discussion of recent and 
future public involvement activities and schedule. 

August 10, 2010 

Discussion of DEIS comments, the Preferred Alternative Identification 
Information Package (Handout 23 in Appendix B of the Stakeholder 
Involvement for Final Environmental Impact Statement Technical Report 
[Parsons Brinckerhoff, 2001]), and “practicable” as it relates to project 
funding. 

September 8, 2010  Discussion of bridge stormwater management, bridge construction 
methodologies, and the practicability of ER2. 

November 2, 2010  Discussion of new groundwater and surface water hydrology studies in 
Maple Swamp and FHWA/NCTA’s Preferred Alternative. 

January 20, 2011 

Further discussion of FHWA/NCTA’s Preferred Alternative and 
refinements made since the November meeting.  NCTA indicated that 
they planned to announce the selection of MCB4/A/C1 with refinements 
as the Preferred Alternative. 

 

Techniques to note:
- FEIS includes a summary of agency
coordination that has occurred since the DEIS
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Table A‐6 (concluded).  Post‐DEIS Submittal Agency Coordination Meetings 

Date Topics of Discussion 

Other Agency Meetings 

August 19, 2010 

Discussion with Currituck and Dare county emergency management 
officials to solicit input on the hurricane evacuation improvement options 
presented in the DEIS, as well as on which option to select as the 
hurricane evacuation clearance time improvement component of the 
Preferred Alternative.   

October 1, 2010 and 
March 21, 2011 

Discussions with the North Carolina Department of Environment and 
Natural Resources, Division of Water Quality (NCDENR‐DWQ) to gain 
collectively an understanding of what could be reasonable and 
permitable approaches to stormwater management for a Mid‐Currituck 
Bridge project that employs the best management practices (BMPs) to 
meet the provisions of NC Session Law 2008‐211 to the maximum extent 
practicable.   

April 6, 2011 

Continued coordination with the US Army Corps of Engineers (USACE), 
National Marine Fisheries Service (NMFS), North Carolina Wildlife 
Resources Commission (NCWRC), NCDENR‐DWQ, NCDENR‐Division 
of Coastal Management (DCM), and NCDENR‐Division of Marine 
Fisheries (DMF) on what could be reasonable and permitable approaches 
to construction of the Mid‐Currituck Bridge with the Preferred 
Alternative that would minimize or mitigate impacts on fisheries and 
SAV. 
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EXECUTIVE SUMMARYES - 6

Preferred Alternative (Split Diamond Alternative 
with Design Option C)
ODOT and FHWA have identified the SD Alternative with Design Option C as 
the Preferred Alternative. Several design refinements have occurred since the 
publication of the DEIS. This section describes the SD Alternative as it was studied in 
the DEIS and describes the design changes that were made for the FEIS. 

Sheets 1A, 1B, 2A, and 3 to 13 of Figure ES-2 show the Split Diamond (SD) 
Alternative. Under it, the existing interchange between OR 62 and I 5 would be 
converted to a split diamond interchange design. Sheets 1A and 1B of Figure ES-2 
shows the split diamond interchange design. East of the interchange, the bypass 
would be elevated on fill slope, cross over Biddle Road, Hilton Road, and Bullock 
Road on overpasses, then descend to ground level. See Sheets 1A, 1B, and 2A. At 
approximately Whittle Avenue, the bypass would turn north. The bypass would 
remain at-grade until just south of Vilas Road, where it would ascend on fill and cross 
over Vilas Road. See Sheet 6. A single-point urban interchange (SPUI) would provide 
connections between the bypass and Vilas Road. Sheet 6 of Figure ES-2 contains a 
diagram of the Vilas Road SPUI. The dotted lines show left turn movements between 
the proposed bypass and Vilas Road. A single traffic signal would control these 
movements. The intersection and signal would be at grade level, beneath the bypass 
overpass. 

Three minor changes to the design of the Preferred Alternative have been made 
in this area. First, an exclusive right-turn lane from existing OR 62 southbound to 
Bullock Road westbound has been added as shown on Sheet 2A FEIS of 13 of Figure 
ES-2. Second, the bypass will cross over Commerce Drive on an elevated structure, 
rather than Commerce Drive ending in a cul-de-sac at the bypass, as shown on Sheet 
3 FEIS of 13 of Figure ES-2. This will enable Commerce Drive to continue to serve as 
the main approach road to the United States Citizenship and Immigration Services 
(USCIS) building and other commercial facilities located on the eastern edge of 
the Medford Airport. Extending Commerce Drive under the bypass also makes it 
possible to remove from the project the extension of roadway access to the USCIS 
building and other buildings from Vilas Road via Airway Drive (as shown on Sheet 
4 of 13 of Figure ES-2). Third, the interchange at Vilas Road will be a tight diamond 
design rather than a SPUI to reduce project cost, as shown on Sheet 6 FEIS of 13 of 
Figure ES-2. The estimated cost savings is $5.25 million (ODOT 2012).

The traffic analysis has been updated to incorporate design refinements 
to the Preferred Alternative, including updating the No Build Alternative 
to include the updates to the projects described above that have been 
included in the RTP following the distribution of the DEIS. 

As Figure ES-2 shows, there are three design options for the bypass 
alignment between the Vilas Road interchange and the interchange 
on the south side of White City. The three design options would 
function the same, but are intended to offer a choice among different 
combinations of impacts on vernal pool wetlands, farmland, and 
businesses. Regardless of design option, the bypass would bisect Justice 
Road. On the east side of the bypass, Justice Road would terminate in a 
cul-de-sac. On the west side of the bypass, Justice Road would intersect 
with the Justice/Gregory connector road. This is shown in Sheets 7A, B, 
and C of Figure ES-2.

ODOT and FHWA have identified Design Option C as part of the 
Preferred Alternative. Two changes have been made to the design of the 
Preferred Alternative in this segment. The Justice/Gregory connector 
road has been eliminated from the project to reduce project cost and 
will not be built. The estimated cost savings is $1.6 million (ODOT 2012). 
Justice Road will end in a cul-de-sac on both the east and west side of 
the bypass. Gates will be included at the end of each cul-de-sac to allow 
emergency vehicles to enter or leave the bypass, providing for better 
emergency response times. These changes are shown on Sheets 7C FEIS 
and 8C FEIS of Figure ES-2.

Figure ES-3 Proposed Directional Interchange 
on South Side of White City
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Alternatives

Geographic Area Preferred Alternative Comparison to SDEIS  
Options A, K, and L

I-5/Roanoke Area

The SR 520 and I-5 interchange ramps would 
be reconstructed with generally the same 
ramp configuration as the ramps for the 
existing interchange. A new reversible transit/
HOV ramp would connect with the I-5 express 
lanes.

Similar to all options presented in the SDEIS. Instead 
of a lid over I-5 at Roanoke Street, the Preferred 
Alternative would include an enhanced bicycle/
pedestrian path adjacent to the existing Roanoke 
Street Bridge.

Portage Bay Area

The Portage Bay Bridge would be replaced 
with a wider and, in some locations, higher 
structure with six travel lanes and a 14-foot-
wide westbound managed shoulder.

Similar in width to Options K and L, similar in operation 
to Option A. Shoulders are narrower than described 
in SDEIS (2-foot-wide inside shoulders, 8-foot-wide 
outside shoulder on eastbound lanes), posted speed 
would be reduced to 45 mph, and median plantings 
would be provided to create a boulevard-like design.

Montlake Area

The Montlake interchange would remain in a 
similar location as today. A new bascule bridge 
would be constructed over the Montlake Cut. 

 
A 1,400-foot-long lid would be constructed 
between Montlake Boulevard and the Lake 
Washington shoreline, and would include 
direct-access ramps to and from the Eastside. 
The Lake Washington Boulevard ramps would 
be removed, and access would be provided 
to Lake Washington Boulevard via a new 
intersection at 24th Avenue East.

Interchange location similar to Option A. Lid would 
be approximately 75 feet longer than previously 
described for Option A, and would be a complete lid 
over top of the SR 520 main line, which would require 
ventilation and other fire, life, and safety systems. 
Transit connections would be provided on the lid to 
facilitate access between neighborhoods and the 
Eastside. Montlake Boulevard would be restriped for 
two general-purpose lanes and one HOV lane in each 
direction between SR 520 and the Montlake Cut.

West Approach 
Area

The west approach bridge would be replaced 
with wider and higher structures, maintaining 
a constant profile rising from the shoreline 
at Montlake out to the west transition span. 
Bridge structures would be compatible with 
potential future light rail through the corridor.

Bridge profile similar to and higher than Option L; 
structure types similar to Options A and L. The gap 
between the eastbound and westbound structures 
would be wider than previously described to 
accommodate light rail in the future.

Floating Bridge 
Area

A new floating span would be located 
approximately 190 feet north of the existing 
bridge at the west end and 160 feet north of 
the existing bridge at the east end. The floating 
bridge would be approximately 20 feet above 
the water surface (about 10 to 12 feet higher 
than the existing bridge deck).

Similar to design described in the SDEIS. The profile 
of the bridge would be approximately 10 feet lower 
than described in the SDEIS, and most of the roadway 
deck support could be constructed of steel trusses 
instead of concrete columns.

Eastside Transition 
Area

A new east approach to the floating bridge, 
and a new SR 520 roadway would be 
constructed between the floating bridge and 
Evergreen Point Road.

Same as described in the SDEIS.

Table ES-6. Preferred Alternative compared to SDEIS 

Techniques to note:
- FEIS summarizes differences between Preferred
Alternative and the alternatives studied in the DEIS
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Within the CBD, the downtown tunnel extends from MLK Jr. Boulevard to Central Avenue. This 
section of the project study corridor extends through the highly congested streets of downtown 
Baltimore. Due to the large number of cross streets, any surface alignment would have been 
required to stop at numerous intersections, resulting in slower transit travel times. Surface 
options analyzed in the AA/DEIS showed transit travel times of approximately 13 minutes, 
where as the transit travel time with the tunnel option was 5 minutes, a transit travel time 
savings of approximately 8 minutes. Surface options in the CBD, with associated crossing of 
major north-south streets and traffic lights would not only increase transit travel times, but 
would also add to the traffic congestion in this area. The tunnel option beneath the CBD 
avoided the impacts to traffic lanes and reduces congestion downtown. The tunnel option was 
selected through the CBD due to travel time savings and that it avoids at-grade crossing of 
transit with all major north-south streets downtown. 
 
The downtown tunnel extends from the CBD eastward into the residential neighborhoods of 
Little Italy, Fell’s Point and Canton from Central 
Avenue to Boston Street. A tunnel was selected 
in this area because of the lack of viable surface 
options. A surface alignment was not viable in 
this area for several reasons. As in the CBD, this 
portion of the corridor is highly congested and 
has multiple cross streets, which would result in 
slower transit travel times. In addition, the 
streets in the historic Fell’s Point neighborhood 
have a narrow right-of-way with buildings 
located close to the edge of the street. A 
surface alignment would require over 200 on-
street parking spaces between Central Avenue 
and Chester Street. Therefore, the tunnel continues through Fell’s Point returning to the 
surface on Boston Street, where the roadway is wider and there is sufficient room to 
accommodate transit in the median. 
 
Surface transit options in the Eastern Avenue/Fleet Street corridor were studied in the AA/DEIS. 
The surface options were not selected because the options either significantly reduced roadway 
capacity and affected access to residents and businesses, or resulted in a significant loss of on-
street parking spaces where these residents have no off-street parking option. Therefore, the 
most benefit with the least amount of impact would be gained by tunneling from the CBD and 
Fell’s Point to Canton. 
 
For additional information refer to the Alternatives Technical Report – 2012 Update. 
 

 
Subsequent to the announcement of the LPA in August 2009, MTA has continued to refine the 
LPA. A summary of the refinements is presented in Table 2-1. The refinements were made 
based on: public and stakeholder input, station planning, and additional engineering (including 
ridership, transit operations and constructability), which resulted in reduced environmental 
impacts, reduced project costs, and improved safety. These refinements have been 

Existing Fleet Street 

Techniques to note:
- FEIS includes a summary of design refinements that
have occurred since the DEIS and why they were made
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incorporated in the Preferred Alternative that is presented in this FEIS (refer to Figure 2-7 and 
Figure 2-8). These refinements were presented to the public at the Summer 2012 Public Open 
House Meetings held June 6th, 9th, 12th, and 16th, 2012. Table 2-1 summarizes the 
refinements to the LPA and the reasons for the refinements.  A more detailed explanation of 
the refinements follows Table 2-1.    
 
In accordance with 23 CFR 771.129, the MTA prepared a reevaluation because more than three 
years had passed since publication of the AA/DEIS for this project. MTA submitted the 
reevaluation to FTA on August 16, 2012. The reevaluation compared the current Preferred 
Alternative as examined in the FEIS to the build alternatives considered in the AA/DEIS, and 
concluded that a Supplemental Environmental Impact Statement (EIS) of the AA/DEIS is not 
required because there are no new significant environmental impacts beyond those evaluated 
in the AA/DEIS. In correspondence dated September 17, 2012, FTA concurred with the findings 
in the reevaluation but indicated that the FEIS should include the information on the changes in 
the project so that these changes could be subject to public review.   
 

Table 2-1: Summary of Refinements to the LPA 

Refinement 

Reasons for Refinement 
Key to 
Figure  

2-7 

Ridership/ 
Transit 

Operations 

Environmental 
Factors 

Public/ 
Stakeholder 

Input 

Capital 
Costs Constructability 

Security Boulevard 
Added tail track at west 
terminus      A 

Shifted alignment on 
Security Boulevard at 
west end to stay within 
existing roadway 

     B 

Modified alignment at 
Security Square Mall to 
continue along Security 
Boulevard, as opposed to 
traversing Mall property 

     C 

I-70 
Modified alignment 
between Beltway and 
Woodlawn Drive, adjacent 
to ramp from I-70 to I-695 

     D 

Shifted alignment to use 
portions of existing I-70      E 

New location for  
I-70 Park-and-Ride lot and 
Station 

     F 

Cooks Lane 
Shifted Cooks Lane tunnel 
portal 400 feet east on 
Edmondson Avenue 

     G 
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Table 2-1: Summary of Refinements to the LPA 

Refinement 

Reasons for Refinement 
Key to 
Figure  

2-7 

Ridership/ 
Transit 

Operations 

Environmental 
Factors 

Public/ 
Stakeholder 

Input 

Capital 
Costs Constructability 

US 40  
Shifted Edmondson 
Village Station to mid 
block between Swann and 
Athol Avenues 

     H 

Shifted Rosemont Station 
and alignment from US 40 
to Edmondson Avenue 
and Franklintown Road 

     I 

Downtown Tunnel 
Downtown tunnel 
alignment shifted from 
MLK Jr. Blvd to Fremont 
Avenue; Poppleton 
station placed 
underground and further 
south 

     J 

Shifted Howard Street 
Station to east of Howard 
Street 

     K 

Eliminated Government 
Center/ Inner Harbor 
Station 

     L 

Shifted tunnel alignment 
to under President Street      M 

Lowered tunnel depth for 
downtown tunnel      Not 

shown 
Eliminated underground 
crossover      Not 

shown 
Boston Street 
Shifted Canton Station to 
west of Lakewood Ave      N 

Shifted alignment near 
Boston and Haven Streets      O 

Bayview Campus Area 
New location for bridge 
over CSX and I-895      P 

New alignment and 
station location on 
Bayview Campus 

     Q 

Added tail track at eastern 
terminus      R 

 
 

With the LPA, the alignment was located on south side of Security Boulevard and then turned 
south along the west side of Rolling Road. At the intersection of Rolling Road/Rolling Bend 
Road, the alignment turned east following Rolling Bend Road on the north side until reaching a 
reconstructed portion of the mall loop road. The dedicated alignment and station with parking 
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was inside the reconstructed portion of the mall loop road. The alignment crossed the mall loop 
road at grade before rising over I-695 on structure. 
 
At the western terminus, the Preferred Alternative alignment includes a 380-foot “tail track.” 
Tail track is an additional section of track at the terminus of the project, and is added for 
operational flexibility. This extension would be required for all LRT alternatives previously 
shown in the AA/DEIS.  
 
The Preferred Alternative alignment was shifted to the north to maintain some vegetative 
buffer between the residences, the Red Line and Security Boulevard. The alignment now 
continues west adjacent to the south side of Security Boulevard through the Rolling Road 
intersection and along the north edge of the Security Square Mall property. This alignment shift 
reduces the impacts to businesses along Security Boulevard and the mall property.  
 
The Security Mall station was shifted to the west between Lord Baltimore Drive and Belmont 
Avenue at the request of community input to have the station closer to residential areas and 
existing bus stops, but still adjacent to the Mall. 
 

 
From the Security Square Mall area the LPA alignment continued to the east in a strip of land 
between the mall parking lot and the interchange ramp to I-695, crossing over the beltway and 
traversing through the SSA’s West Campus parking lot, continuing east through a strip of 
forested land between Parallel Drive and the I-70 westbound lanes to the I-70 park-and-ride lot 
that was proposed in the northwest quadrant of the I-70/Security Boulevard interchange. 
 
Continued coordination with the State Highway Administration (SHA), Baltimore County, Social 
SSA, and the communities resulted in some refinements to the alignment adjacent to I-70. The 
proposed Red Line bridge crossing I-695 was refined to accommodate future widening of I-695. 
On the SSA West Campus the alignment was refined to follow the I-70/I-695 ramp. This avoided 
the Red Line crossing the entrance road to the SSA West Campus. After coordination with SHA, 
the Red Line alignment transitions to the excess pavement of I-70 sooner than the LPA 
alignment in order to take advantage of the existing underutilized pavement of I-70 for the 
track bed for the Red Line and to reduce impacts to forests and streams. 
 
The Preferred Alternative alignment continues on existing westbound I-70 and uses the existing 
structure over Woodlawn Drive. In the Preferred Alternative alignment, the I-70 Park-and-Ride 
Station was relocated from the northwest quadrant of the I-70/Security Boulevard interchange 
to west of Ingleside Avenue. This change was made because the previous location would 
require significant excavation to create the parking area, while the current proposed location 
has less topography relief to overcome. The LPA alignment would have also required low-speed 
curves and street grade crossings, while the current Preferred Alternative alignment enables a 
faster travel time through the area and more parking spaces at full development of the station. 
The Preferred Alternative recommends that I-70 be reconfigured to transition from an 
interstate at I-695 to a 40 mph boulevard. Intersection and roadway improvements would be 
required on Security Boulevard, Ingleside Avenue, and Parallel Drive. The Preferred Alternative 
alignment utilizes the existing structure over Ingleside Drive and continues south of I-70.  
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For each alternative (No Build and both build alternatives, including the JTA 
phase), the amount of MSATs emitted would be proportional to the VMT, assuming 
that other variables, such as fleet mix, are the same for each alternative. The daily 
and annual VMT for each alternative and year are shown in Table 3.16-4.

The annual VMT estimated for each of the build alternatives is slightly higher than 
that for the No Build Alternative, because the additional capacity (at the bypass) 
increases the efficiency of the roadway and attracts rerouted trips from elsewhere 
in the transportation network. This increase in VMT would lead to higher MSAT 
emissions for the build alternatives along the highway corridor (the bypass), along 
with a corresponding decrease in MSAT emissions along the parallel routes (in 
most cases, including the existing Highway 62). The emissions increase is offset 
somewhat by lower MSAT emission rates due to increased speeds. According to 
EPA’s MOBILE 6.2 emissions model, emissions of all of the priority MSATs, except for 
diesel particulate matter, decrease as speed increases. The extent to which these 
speed-related emissions decreases will offset VMT-related emissions increases 
cannot be reliably projected due to the inherent deficiencies of technical models.

The estimated VMT under each of the build alternatives is between 24 and 28 
percent greater than VMT under the No Build Alternative (for year 2035, including 
the Bypass VMT). Therefore, it is expected that the overall MSAT emissions would 
be no more than this percentage greater. VMT for the JTA phase is lower than the 
No Build Alternative. Regardless of the alternative chosen, emissions will likely be 
lower than present levels in the design year as a result of EPA’s national control 
programs that are projected to reduce MSAT emissions by 83 percent between 
2010 and 2050. Local conditions may differ from these national projections in 
terms of fleet mix and turnover, VMT growth rates, and local control measures. 
However, the magnitude of the EPA-projected reductions is so great (even after 
accounting for VMT growth) that MSAT emissions in the study area are likely to be 
lower in the future in nearly all cases.

A 2012 update of the FHWA interim guidance regarding MSATs states that the 
EPA model forecasts “significantly higher diesel PM emissions, especially for 
lower speeds,” compared to the previous model (FHWA 2012). MSAT emissions 
nationwide are projected to decline more rapidly under EPA’s new model, since it 
incorporates regulations that were not in place at the time that the previous model 
was developed.

The additional travel lanes contemplated as part of the project alternatives will 
have the effect of moving some traffic closer to nearby homes, schools, and 
businesses; therefore, under each alternative there may be localized areas where 
ambient conditions of MSATs could be higher under certain build alternatives than 
the No Build Alternative. The localized increases in MSAT concentrations would 
likely be most pronounced along the additional turn lanes at some intersections 
and along the Bypass routes under the build alternatives. However, as discussed 
above, the magnitude and duration of these potential increases compared to 
the No Build Alternative cannot be accurately quantified due to the inherent 
deficiencies of current models. In sum, when a highway is widened and, as a 
result, moves closer to receptors, the localized level of MSAT emissions for the 
build alternative could be higher relative to the No Build Alternative; however, 
this could be offset due to increases in speeds and reductions in congestion 
(which are associated with lower MSAT emissions). Also, MSATs will be lower in 
locations where traffic shifts away from them (such as on the existing Highway 
62 route under the build alternatives). However, on a regional basis, EPA’s vehicle 
and fuel regulations, coupled with fleet turnover, will, over time, cause substantial 
reductions that, in almost all cases, will cause region-wide MSAT levels to be 
significantly lower than today.

Additional analysis conducted since the publication of the DEIS indicates that 
the Preferred Alternative will reduce exposure to MSATs in two ways. First, the 
Preferred Alternative will divert traffic from existing OR 62 and other parallel 
routes, especially Biddle Road, Table Rock Road and Foothills Road. More 
residential uses are located along Biddle Road, Table Rock Road and Foothills 
Road than along the bypass and many more commercial uses are located along 

Techniques to note:
- FEIS acknowledges
changes in guidance and
explains the implications of
those changes
- FEIS describes additional
analysis that has been
done since the DEIS
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How have growth projections used 
in the travel demand model changed 

since the SDEIS? 
The population and employment information 
used for the Final EIS travel demand model 
has been supplemented by the Puget Sound 
Regional Council (PSRC) since publication 
of the SDEIS.  
The SDEIS used the population growth 
estimates that were current at the time, 
which predicted that the region would add 
1.1 million people and 850,000 new jobs 
between 2010 and 2030. For the SDEIS, this 
led to a finding that traffic on area roadways 
would increase by 50 percent. The updated 
growth estimates used for the Final EIS 
showed an increase of 1 million people and 
640,000 jobs, resulting in an estimated 
40 percent increase in traffic by 2030. While 
less than the previous estimate, this is still a 
substantial level of traffic growth to be 
absorbed by an already overburdened 
transportation system.  
The lower increases in employment and 
population used for the Final EIS generally 
resulted in less demand for area roadways. 
Lower levels of demand resulted in lower 
levels of congestion on study area highways 
than described in the SDEIS. Nevertheless, 
as discussed in this chapter, traffic growth 
would continue to increase congestion on 
SR 520 between now and 2030. The 
Preferred Alternative would reduce traffic 
and congestion on SR 520 compared to the 
No Build condition without appreciably 
increasing it on alternate routes. Similar 
relative findings would likely result for 
Options A, K, and L as they were described 
in the SDEIS. 

5.1 Transportation 
The transportation analysis conducted for the Final EIS evaluated an 
updated No Build Alternative and the Preferred Alternative. The Preferred 
Alternative and the SDEIS options are designed to improve the corridor 
safety and mobility by addressing traffic flow and operations of SR 520 and 
access between the freeway and the local road system. As part of the 
mobility improvements on the corridor, the Preferred Alternative and the 
SDEIS options A, K, and L would also improve transit connections and 
reliability, as well as the interactions of nonmotorized transportation 
(bicycles and pedestrians) with cars, trucks, and buses along SR 520. This 
section provides a summary of findings from the SDEIS, which included an 
analysis of the No Build Alternative and Options A, K, and L, and 
compares them with the findings from the updated Final EIS No Build 
Alternative and Preferred Alternative analyses. 

How was traffic evaluated for this project? 

WSDOT used the Puget Sound Regional Council (PSRC) four-county 
travel demand model that was updated in 2006 to identify where and how 
traffic volumes would increase as a result of the growth in population and 
employment. Taking into account the projected population and 
employment growth, the transportation analysis identified the average daily 
traffic by evaluating the number of people and vehicles expected to move 
through the study area over the course of a day, in terms of person demand 
(the number of people forecasted to need to travel through an area) and 
vehicle demand (the number of vehicles forecasted to want to travel 
through an area). WSDOT also evaluated peak period traffic that would 
occur on SR 520 during the busiest times of day—in terms of the morning 
and evening commute times when demand would be highest and traffic 
conditions would likely be the worst—and modeled the anticipated 
throughput (the number of vehicles or persons forecasted to be able to 
travel through an area) for those peak times. Mode choice (the type of 
vehicle—whether single occupant vehicle, carpool, bus or other type of 
multi-person transit) was a factor in identifying how much person 
throughput (number of people modeled who would be likely to make a trip) 
would occur on cross-lake roadways (I-90 and SR 520) by vehicle type. This 
led to findings about congestion and travel times on SR 520 under the No 
Build Alternative and build alternatives during those peak periods, and 
provided more information about how the highway would operate under all 
alternatives. WSDOT forecasted traffic volumes on the local streets and at 
intersections within the study area to determine how local streets would 
function and intersection levels of service (LOS, a measure of intersection 
operations) that would be expected with each alternative.  

Techniques to note:
- FEIS explains how growth projections have
changes since the DEIS; affirms that findings
in DEIS remain valid despite the change.
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How did the updated transit 
assumptions affect the travel 
demand model used in the 

Final EIS?  
The more extensive light rail network that will 
be operational by 2030 will provide new 
travel options to meet demand. Use of light 
rail by commuters is expected to change 
vehicle volumes on roadways throughout the 
region, as well as within the SR 520 corridor.  
For instance, with the connection of the 
North Link and East Link light rail systems, 
transit riders could have a “one seat” transit 
trip between Northgate and Seattle on the 
west side of Lake Washington to Mercer 
Island, Bellevue, and Overlake on the east 
side of the lake. With this type of new 
service, some transit riders that today use 
SR 520 bus service are forecasted to use 
light rail service across I-90. 

How does the traffic analysis for the Final EIS differ 
from the analysis conducted for the SDEIS?  

The first step in analyzing traffic for both the SDEIS and the Final EIS was 
to determine how much the traffic on area roadways is estimated to grow in 
the region by the year 2030. As noted in the text box on the previous page, 
this analysis was updated between the SDEIS and the Final EIS because the 
PSRC released an updated travel demand model and new data to 
supplement their population and employment estimates. The new estimates 
indicate that between today and the year 2030, the region’s population is 
expected to grow by 1 million people and employers in the region are likely 
to add over 640,000 new jobs. This higher population and the expanded 
employment opportunities generate a need to accommodate close to 
40 percent more traffic (PSRC 2010e) on area roadways. This is less than 
the 50 percent traffic growth estimated under the SDEIS; however, it still 
represents a large additional increment of demand on a transportation 
system that is already over capacity for many hours on weekdays. Projected 
population and employment growth for selected Seattle and Eastside areas 
are shown on Exhibit 5.1-1. Both Seattle and Eastside forecasts are shown 
because regional travel patterns, including traffic across SR 520, are 
influenced by population and employment changes on both sides of the 
lake.  

As with the SDEIS, the analysis for the Final EIS was completed in a 
manner consistent with regional plans and policies in place at the time of 
the analysis. The transportation system modeled for the Final EIS uses 
some different assumptions than those used for the SDEIS about the road 
improvements and transit services that would be in place by 2030.  

Techniques to note:
- FEIS describes in detail the changes in
traffic analysis between DEIS and FEIS.
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The Final EIS analysis also includes the latest assumptions for tolling on SR 
520 as outlined through the Washington State Legislature in Engrossed 
Substitute Senate Bill (ESSB) 6392. See Chapter 1 for more information on 
tolling assumptions. Table 5.1-1 summarizes the differences in daily traffic 
assumptions between the SDEIS and Final EIS analyses.  

Table 5.1-1. Comparison of SDEIS and Final EIS Traffic Modeling 

Assumption SDEIS Final EIS 

Transportation 
System 

Included road and transit projects that were 
planned and funded when transportation 
analysis began in spring 2008. East Link light 
rail and other Sound Transit 2 (ST2) 
improvements were not included because 
they had not yet been approved by voters.  

Includes road and transit projects that were planned 
and funded when transportation analysis began in 
spring 2010. All of the ST2 improvements, including 
East Link light rail, approved by voters are reflected in 
the analysis. 

Regional Land Use 
and Economy  

Included up-to-date factors for population, 
employment, and user costs, which were 
periodically updated based on new regional 
data. 

Uses updated population and employment forecasts 
provided by PSRC. 

2030 Modeling 
Scenarios  

Travel demand and operations analysis for 
direct project effects: 
 No Build Alternative – No toll 

 6-Lane Options A, K, and L – Segmental 
toll 

Travel demand evaluation: 
 Tolled 4-Lane Alternative 

Travel demand and operations analysis for direct 
project effects: 
 No Build Alternative – No toll 

 Preferred Alternative – Single-point toll 
Travel demand evaluation: 

 No Build 

 Tolled, transit-optimized 4-Lane Alternative 
 6-Lane Alternative with initial light rail transit (LRT)

Tolling Locations Included segmental tolling, from an earlier 
(2007) toll finance analysis, which would 
have collected smaller tolls at more locations 
along the SR 520 corridor between I-5 and 
I-405. 

Includes single-point tolling, which was authorized by 
the legislature in 2009 after analysis by the Tolling 
Implementation Committee. Tolls to cross Lake 
Washington on SR 520 would be collected at a single 
location on the Evergreen Point Bridge. 

See Chapter 2 for a more detailed description of the travel demand evaluations. 

For the SDEIS, tolling on the SR 520 corridor was assumed to be 
“segmental.” This meant that tolls would be collected from people who 
traveled between interchanges, but did not necessarily cross the SR 520 
floating bridge. In the Final EIS, this was changed to assume a single-point 
toll (tolls would only be collected for trips that cross the SR 520 floating 
bridge). The modification occurred after an extensive outreach process was 
completed with the Tolling Implementation Committee (discussed in 
Chapter 1) in 2008. They found through their outreach program that there 
was very little support for segmental tolling and that the benefits of 
additional revenue might not offset the management costs. Therefore, 
single-point tolling has been assumed for the Final EIS transportation 
modeling.  
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3.10 Recreation Resources 

This section discusses the expected impacts of the project 
alternatives to recreation resources.  The study area for recreation is 
approximately one mile on either side of the existing highway.  
Other recreation sites that are outside the study area have been 
included in instances where I-90 provides the primary access route to 
these areas.  More information on recreation resources is available in 
the Recreation Baseline Study (WSDOT 2002h), the Recreation and 
Section 4(f) Evaluation Discipline Report (WSDOT 2002i), and the 
Snoqualmie Pass Adaptive Management Area Plan FEIS (USFS and 
USFWS 1997). 

What new information has been 
developed since the Draft EIS? 

Since publishing the Draft EIS, WSDOT developed the Recreation 
Impacts/Preliminary Mitigation Site Analysis (Appendix S), which 
discusses mitigation for permanent impacts to the Price Creek Sno-
Park (Westbound).  This section is also based on statewide recreation 
planning described in the I-90 Corridor Winter Recreation Strategy 
(State Parks 2007). 

Since the build alternatives have the potential to affect publicly 
owned parks and recreation lands, WSDOT has completed a Section
6(f) Recreation Lands Technical Memorandum (49 USC § 303) 
(Appendix T).  The memorandum discusses the use of Land and 
Water Conservation Fund Act grant money to purchase or develop 
recreation property in the project corridor.  It also discusses the 
potential impacts to those properties from the project.  WSDOT also 
completed a Programmatic Section 4(f) Evaluation (see Chapter 5), 
which discusses potential temporary impacts to recreation resources, 
and analyzes the proposed removal of the existing snowshed.   

Comments from the public and reviewing agencies have been 
incorporated into this section.  

Trai ls and roads within the project area 
provide a variety of opportunit ies for 
recreation activ i t ies throughout the year.  

Winter recreation opportunit ies inc lude 
snowmobil ing, ski ing, snowshoeing, and 
dog sledding.  (Shown: Price Creek Sno-
Park) 

Techniques to note:
- FEIS includes a section describing the
additional information that has been developed
for a specific resource since the DEIS.
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incorporated in the Preferred Alternative that is presented in this FEIS (refer to Figure 2-7 and 
Figure 2-8). These refinements were presented to the public at the Summer 2012 Public Open 
House Meetings held June 6th, 9th, 12th, and 16th, 2012. Table 2-1 summarizes the 
refinements to the LPA and the reasons for the refinements.  A more detailed explanation of 
the refinements follows Table 2-1.    
 
In accordance with 23 CFR 771.129, the MTA prepared a reevaluation because more than three 
years had passed since publication of the AA/DEIS for this project. MTA submitted the 
reevaluation to FTA on August 16, 2012. The reevaluation compared the current Preferred 
Alternative as examined in the FEIS to the build alternatives considered in the AA/DEIS, and 
concluded that a Supplemental Environmental Impact Statement (EIS) of the AA/DEIS is not 
required because there are no new significant environmental impacts beyond those evaluated 
in the AA/DEIS. In correspondence dated September 17, 2012, FTA concurred with the findings 
in the reevaluation but indicated that the FEIS should include the information on the changes in 
the project so that these changes could be subject to public review.   
 

Table 2-1: Summary of Refinements to the LPA 

Refinement 

Reasons for Refinement 
Key to 
Figure  

2-7 

Ridership/ 
Transit 

Operations 

Environmental 
Factors 

Public/ 
Stakeholder 

Input 

Capital 
Costs Constructability 

Security Boulevard 
Added tail track at west 
terminus      A 

Shifted alignment on 
Security Boulevard at 
west end to stay within 
existing roadway 

     B 

Modified alignment at 
Security Square Mall to 
continue along Security 
Boulevard, as opposed to 
traversing Mall property 

     C 

I-70 
Modified alignment 
between Beltway and 
Woodlawn Drive, adjacent 
to ramp from I-70 to I-695 

     D 

Shifted alignment to use 
portions of existing I-70      E 

New location for  
I-70 Park-and-Ride lot and 
Station 

     F 

Cooks Lane 
Shifted Cooks Lane tunnel 
portal 400 feet east on 
Edmondson Avenue 

     G 

Techniques to note:
- FEIS notes that a reevaluation was prepared, gives the
date, and summarizes the findings of the reevaluation.




