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1. Executive Summary

This report provides the results of a study of alternatives for a pedestrian trail link between
Buckley, Washington, and Enumclaw, Washington along the Foothills Trail. The goal of the study
was to determine a safe, economical, and environmentally friendly trail alignment that connects
the Foothills Trail in Pierce County with the Foothills Trail in King County.

Hydraulic, geotechnical, and environmental studies were performed to support the
development of both trail alignment and bridge structure alternatives. A hydraulic and scour
study was conducted to define possible river migration, develop scour protection options and to
confirm “zero-rise” due to any improvements. A geotechnical study was performed to evaluate
the general geologic conditions along the proposed alignments and provide recommendations
for earth embankments, retaining walls and bridge foundations. A preliminary environmental
evaluation was conducted to identify critical areas and define possible permits.

Historically, two White River crossings existed within the project boundaries. The first was an old
highway bridge (hereafter referred to as Old SR 410) while the second crossing was for the
Northern Pacific Railway (NPRY). Initially five alignments were evaluated. The concepts utilized
four different methods of crossing the White River. Alignments 1 and 2 used three existing bridge
piers from Old SR410, Alignments 3 and 4 used two existing bridge piers from the NPRY, Alignment
5 used the existing SR 410 Bridge, and one alignment alternative used an unconstrained crossing
which required construction of new piers on the site. These initial alignments were subsequently
narrowed down to two final alternatives, Alignments 1 and 3.

The bridge alternatives evaluated for the main spans over the White River were a dual steel
plate girder bridge, a prefabricated parallel through truss, a built-on-site rounded through truss,
and post-tensioned precast concrete girder bridge. These options were selected due to the
long spans (250 feet or 171 feet) required to span the White River. The structure alternatives were
developed to a level that enabled the preliminary sizing of structural member that could then
be used to develop cost estimates. The stress levels in the members were checked, the
frequency criteria specified by the American Association of State Highway and Transportation
Officials (AASHTO) was checked, and the live load deflection requirements were checked to
ensure compliance.

Two trestle options were considered and evaluated for the elevated approaches to the main
river spans. The first option makes use of prefabricated steel trestle bents. The second option
makes use of cast-in-place, single column bents.

Cost estimates were developed for the two final alignment alternatives. The cost estimates
included the combinations of the four bridge structure alternatives (steel plate girders,
prefabricated parallel truss, rounded truss, and precast concrete girders) with the two approach
structure types (prefabricated steel bents and cast-in-place concrete bents).

Based on the studies results, the preferred alternative is Alignment 3, spanning the White River
with a rounded steel truss and utilizing concrete trestle approaches. The preferred alternative
selection was based on the least impact to the environment, the utilization of existing King
County right-of-way, the optimized length of the trail connection, the constructability of the truss
and trestle, the aesthetically pleasing nature of the truss, and the estimated cost for
construction.
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2. Introduction

This report provides the results of the evaluation of alternatives for a pedestrian trail and bridge
crossing the White River near SR 410 between Buckley, Washington, and Enumclaw, Washington.
The study’s goal was to determine a safe, economical, and efficient trail alignment that results in
minimal impact to the environment. A vicinity map of the project is shown in Figure 2.1.

The project spans between Pierce County to the south and King County to the north. The
objective of this study is to determine the feasibility of constructing a pedestrian trail and bridge
between Point A on the Pierce County side and Point B on the King County side, as shown in
Figure 2.2.

This study was conducted in two separate phases. Phase | focused on completing a
geotechnical study, conducting a hydraulic study, and developing trail alignment alternatives.
Phase Il focused on developing and evaluating structural concepts for the main bridge span
and for the approach trestle.

For the first phase, KPFF Consulting Engineers was authorized by King County’s Consultant Notice
to Proceed, dated October 9, 2006, to review available site information and to prepare a
feasibility study for a new pedestrian trail and bridge crossing over the White River. Services were
performed in accordance with the terms and conditions of Work Order Request No. 3 as part of
King County Consultant Agreement E53030E.

The following tasks were included as part of Phase I:

e Obtain and review existing project related information and historic documents
e Perform site visits to evaluate existing site conditions
e Prepare project base map incorporating available LIDAR, GIS, Survey, and Boise Creek
Relocation information
e Develop trail alignment alternatives
o Complete the following hydraulic related tasks:
o Perform a hydrology study to obtain necessary data for hydraulic models
o0 Develop a hydraulic model to estimate 100-year flood plain limits
0 Adjust hydraulic model to determine flood plain impacts due to proposed trail
alignments
0 Conduct a geomorphology study to evaluate potential for White River to migrate
o0 Perform scour study to determine required bank protection measures
e Complete the following geotechnical related tasks:
0 Research available geologic and geotechnical information
o Identify and evaluate the general geologic conditions along proposed alignments and
identify challenges associated with each alternative
o Provide preliminary recommendations regarding potential bridge foundations and
embankment construction

For the second phase, KPFF Consulting Engineers was authorized by King County’s Consultant
Agreement Amendment, dated June 25, 2007, to develop structural concepts, calculate
construction cost estimates, and perform a constructability review. Services were performed in
accordance with the terms and conditions of Amendment 6, Work Order F, as part of King
County Consultant Agreement EOO0O06EQ6.
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The following tasks were completed as part of Phase Il

e Update initial draft report which was completed as part of Phase | to include tasks
completed during Phase Il.

e Provide a cursory review of an alignment crossing at the Existing Highway SR 410 Bridge.

o Refine Alignments 1 and 3 by developing bridge and trestle structural concepts, evaluate
constructability, and prepare cost estimates.

e Finalize and republish feasibility study draft report.

The following project related tasks are being completed by King County:

e Furnish necessary documents to facilitate this study.

e Conduct asite environmental study to determine impact from each trail alignment
alternative.

e Develop environmental mitigation measures for each alternative and provide cost estimates
for mitigations.

Numerous trail alignment concepts were developed and discussed with King County, Pierce
County, the City of Buckley, and the City of Enumclaw. The superstructure for the Old SR 410
bridge and the NPRY bridge have been removed. Therefore, use of existing structures is limited
to the substructures only. The 5 historic piers of these two historic bridges remain in good
condition. The alignment concepts made use of four different methods of crossing the White
River: 1) using three existing piers from the Old SR 410 bridge 2) using two existing piers from the
Northern Pacific Railway (NPRY) bridge, 3) using the existing SR 410 Bridge, or 4) using an
unconstrained crossing which required construction of new piers on the site.

During meetings conducted in late 2006 and early 2007 with King County and the other key
municipalities, the alignment concepts were refined to five trail alignment alternatives.
Subsequently, King County in 2007 narrowed the five trail alignments to two final alignments for
continued study. One makes use of the historic highway bridge’s piers to cross the White River
while the other makes use of the existing NPRY piers.

Sketches of the different alignment concepts and alternatives can be found in Appendix C.
Appendix K contains notes from the project coordination meetings during which alignment
alternatives were removed from further consideration.

The following sections of this report summarize the alignment study and include the project
location, data research, hydraulic report, geotechnical report, environmental report, alignment
study, bridge study, trestle study, constructability issues, cost analysis, comparison of alternatives,
and recommendations. Eleven appendices are also included which contain additional
information relating to the feasibility of the trail and bridge over the White River.
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Figure 2.1: Vicinity Map
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Figure 2.2: Desired Pedestrian Trail Begmnmg (Pomt A) and Ending (Point B)
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3. Project Location

The project is located east of SR 410 as it crosses the White River between Buckley, Washington,
and Enumclaw, Washington. The White River forms the boundary between Pierce County to the
south and King County to the north of the river. A sketch of the project’s existing conditions and
general layout is shown in Figure 3.1.

Historically, two river crossings existed within the project boundary. The first was a past SR 410
alignment and the second was a past NPRY alignment. Figure 3.2 is a photograph from 1933
which shows the OId SR 410 Bridge with the old NPRY trestle and bridge in the background.
Additional historic photographs can be found in Appendix A.

The old SR 410 alignment includes a tangent section as it extends north from North River Avenue.
The alignment crosses an existing short single span bridge over a diversion canal. It continues
along the old SR 410 berm and over the White River. North of the river, the alignment curves
twice to follow Mud Mountain Road. The old SR 410 alignment then crossed an existing
concrete arch bridge over Boise Creek and continued on to 244th Avenue Southeast. The old
SR 410 river crossing was a two span (171 feet- 171 feet) steel through truss bridge.

The old NPRY alignment includes a tangent section south of and over the White River. North of
the river, the alignment includes a horizontally curved section and a tangent section that
parallels the existing SR 410 alignment. The old NPRY river crossing was a single span, 250 feet
long steel truss bridge.

As a result of the two historic alignments, the site contains a total of five existing concrete bridge
piers. The locations of the existing piers are shown in Figure 3.1. The first two are from the
abandoned NPRY Bridge over the White River and are located approximately 800 feet east of
SR 410. The remaining three piers are from the old SR 410 Bridge over the White River and are
located approximately 200 feet east of the old NPRY piers.

The proposed trail begins on the old SR 410 alignment, just north of where North River Avenue
terminates, shown as Point A in Figure 3.1. The approximate elevation of Point A is 673 feet. The
proposed trail ends on the old NPRY alignment, at the top of a knoll, shown as Point B in

Figure 3.1. The approximate elevation at Point B is 700 feet.

Along with crossing the White River, the proposed trail will also need to cross the White River’s
100-year flood plain, Boise Creek, Mud Mountain Road, and the location of the proposed Boise
Creek relocation. These crossings can be observed in Figure 3.1.
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Figure 3.2: Old SR 410 Bridge and Old NPRY trestle behind during flood
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4. Data Research

Prior to developing the trail alignment alternatives, information regarding the project location,
existing concrete piers, and previous studies conducted in the area was gathered and
reviewed. The following section describes the references and resources used during this
feasibility study.

References
Design Guides

e AASHTO, Guide Specifications for the Design of Pedestrian Bridges, 1997.

e AASHTO, Guide for the Development of Bicycle Facilities, 1999.

e King County, Road Standards, 1993.

e Washington State Department of Transportation, Bridge Design Manual (M23-50), 2006.
e Washington State Department of Transportation, Design Manual (M22-01), 2001.

Original Design Drawings

¢ Northern Pacific Railways Pacific Div. Buckley Line, Bridge 225 (11.3) White River, 1907.
Obtained through Burlington Northern Santa Fe Railway and the Minnesota Historical Society.

e Pierce County, Washington: Buckley Bridge, No 34206 A over White River, 1914. Obtained
through King County’s Map and Record Center and Pierce County.

e Primary State Highway No. 5 Buckley to Enumclaw White River Bridge, 1948. Obtained
through the Washington State Department of Transportation.

Other References

e Associated Earth Sciences, Wetland Delineation Report, Tacoma Public Utilities, White River
Crossing, Pipeline No. 1, September 1998.

e Collins, Brian and Amir Sheikh, Historical Channel Locations of the White River: RM 5- RM 28,
King County, Washington, October 2004.

e HDR Engineering, Tacoma Water Pipeline No. 1: White River Bridge Crossing: Draft Technical
Memorandum, June 2001.

e HDR Engineering, Tacoma Water Pipeline No. 1: White River Scour Analysis, March 1999.

e King County Parks, Conceptual Alignment and Structure Evaluation: For a Potential Trail Link
Over White River at South of Enumclaw, King County, July 2002.

e King County Road Services Division, Mount Si Bridge Replacement Project: Historical
Background Report, September 2006.

e Krier, Robert, King County Historic Bridge Inventory Phase lll: Final Evaluation and
Documentation, August 1995.

e RCI Construction Group, Tacoma Water: White River Crossing: Constructability Report, June
2000.

e R2 Resource Consultants, Biological Assessment of Tacoma Pipeline No. 1, October 2000.

Site Visits

The project location was visited three times to evaluate the existing site conditions. A portion of
the photographs taken during these visits are included in Appendix B. The site visits provided an
opportunity to document existing conditions and site constraints at the project location. The
following observations were made and considered during development of the trail alignment
alternatives:
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e Condition of Existing Piers — Based on visual inspection, the existing concrete piers were
generally in good condition. Although some surface cracking was observed, these cracks
can be repaired, and typically do not impact the structural capacity of the piers.

e Scour of old SR 410’s Pier 2 — During the first two site visits, visual inspection indicated a
potential for scour issues at Pier 2. Comparing field measurements with as-built drawings
suggests a limited cover between the mud line and the top of the foundation. During the
third site visit, the river had receded from Pier 2 so it was possible to see the mud line at Pier 2.
Excessive scour was not observed. See Figure 4.6 which shows the mud line at Pier 2.

e River Flow - The location and flow of the river varied significantly between the three site visits.

e Open Area - A large, flat open field is located on the south side of the river southwest of the
old NPRY pier.

e Existing Berm - the existing berm appeared to be in good condition with a solid, level travel
surface.

e Steep Slopes - Steep slopes were observed at numerous locations on the project site. This is
especially true north of the river near Mud Mountain Road.

e Elevation Differences - It was noted that the elevation near the end of the trail (Point B in
Figure 3.1) was significantly higher than elevations at other key locations in the project area,
such as the top of existing piers.

e Property Owners — Some of the property along Mud Mountain Road is under private
ownership. Some of the trail alignment alternatives pose potential impacts to the private
property.

e Existing Concrete Arch Bridge — Although the existing concrete arch bridge over Boise Creek
was generally in good condition, it was noted that the foundations were in extremely bad
condition. The foundations have been undermined by Boise Creek, requiring extensive
rehabilitation should the trail make use of this existing structure. This undermining of the
foundations can be seen in photographs found in Appendix B.

LiIiDAR, GIS, and Survey Information

To develop the project base map (shown in Figure 3.1), it was necessary to gather relevant
contour and site information. At this preliminary stage of the project, a detailed survey was not
conducted. For this study the project contours were created from LIDAR data provided by the
King County GIS Center and the Puget Sound LiDAR Consortium.

LIDAR employs an airborne scanning laser to gather topographical information. The accuracy
of the LIDAR data is acceptable for this preliminary study; however, as the project moves into the
final design phase, it will be necessary to perform a formal survey.

Additional components included in the project base map, such as center line of roadway, were
obtained from GIS (Geographic Information System) data provided by the King County GIS
Center. Survey information of the existing bridge piers was provided by the King County Survey
Department. As the project continues into the next phase, this information should also be
updated with a formal survey.

Structure As-Built Information

Existing SR 410 Bridge Over White River

As-built drawings of the existing SR 410 Bridge over the White River were obtained from the
Washington Department of Transportation (WSDOT). As shown in Figure 4.1, the main spanis a

200-foot long steel truss bridge supported on wall piers which are founded on spread footings.
The drawings are dated 1948.
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Old SR 410 Bridge Over White River

As-built drawings of the old SR 410 Bridge over the White River were obtained from the King
County Map and Record Center as well as the Pierce County Public Works and Utilities. A plan
and elevation of the old SR 410 Bridge is shown in Figure 4.2. An as-built drawing of the three
concrete piers is shown in Figure 4.3. The drawings are dated 1914.

The old SR 410 Bridge was built in 1915 and was located approximately 1,000 feet east of the
existing SR 410 Bridge. The existing three piers originally supported two simple span, steel trusses
with span lengths, from center to center of pier, of 173 feet. In 1955 the structure was
abandoned and disassembled as a new highway bridge (the existing SR 410 Bridge) was built by
WSDOT downstream. One of the spans was relocated to a location near North Bend,
Washington. It currently carries Mt. Si Road over the Middle Fork of the Snoqualmie River.

Figures 4.4, 4.5, 4.6, and 4.7 show photographs of the three existing piers. The piers are tapered
with minimum dimensions of 30 feet long, 4 feet wide (6.5 feet for Pier 2), and 25 feet tall (20 feet
for Pier 3) with an exposed height varying from 9 to 20 feet. The piers are founded on 3.5 feet
thick spread footings. See Appendix B for additional photographs.

Old NPRY Bridge Over White River

As-built drawings of the old NPRY Bridge over the White River were obtained from the Minnesota
Historical Society as well as the Burlington Northern Santa Fe Railway Engineering Department.
A plan view of the bridge can be found in Figure 4.2, while an elevation view of the bridge can
be found in Figure 4.8. The drawings are dated 1907.

The old NPRY Bridge was located approximately 800 feet east of the exiting SR 410 Bridge. The
piers originally supported a 50-foot deep, riveted steel truss with a span length, from center to
center of pier, of 253 feet. In 1972, the superstructure was removed.

Figures 4.9 and 4.10 show photographs of the two piers. Each pier is protected by stone riprap
and is 35.5 feet long, 8 feet wide, and 29.5 feet tall with an exposed height varying from 8 to
10 feet. Each pieris founded on 63 piles. Based on HDR 2001, the piles are most likely 12- to
16-inch diameter timber piles.

Local Projects
Boise Creek Relocation

Currently, Boise Creek is located between the old NPRY alignment and the old SR 410 alignment.
King County is currently working on a project to relocate Boise Creek. At the time of this report,
the final alignment of the relocated Boise Creek was unknown. Therefore, an assumed location
of the relocated creek was used during this study and was based on a project coordination
meeting which occurred in late 2006. The assumed relocated Boise Creek crosses the old NPRY
alignment, resulting in additional constraints for the trail alignments. Based on information
gathered during project coordination meetings in 2007, a clear span of 60 feet was deemed
sufficient to span the assumed relocation of Boise Creek.
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Tacoma Public Utility Relocation Study

To relocate Tacoma Pipeline No. 1, Tacoma Public Utility commissioned a study in 2001 to
evaluate bridge alternatives for crossing the White River. The general location of the Tacoma
Public Utility study corresponds to the current trail feasibility study. Numerous reports were
generated during the Tacoma Public Utility study and are listed in the references. These reports
were obtained from Tacoma Public Utility and reviewed during the current trail feasibility study.
Tacoma Public Utility ultimately decided not to use the existing piers and instead opted to bury
the pipeline below the White River. The final location of the Tacoma Public Utility pipeline is
shown in Figure 3.1.
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Figure 4.5: Pier 2 Looking East, Old SR 410 Bridge over the White River (2006)
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Figure 4.10: Pier 2 Looking North, Old NPRY Bridge over the White River (2006)

Feasibility Study Report White River Pedestrian Trail

23



5. Hydraulic

A hydraulic study was performed to determine the 100-year flood plain, possible river migration
scenarios, and the potential for scour at project improvements.

As part of the study, a site visit was performed and existing documents were obtained and
reviewed. The data gathered during these initial tasks was used throughout the hydraulic study.

Two hydraulic models were created, one accounted for the existing conditions. The second
model incorporated the proposed modifications to the site and was used to determine the
impact of the trail alignment alternatives.

The extent of the 100-year flood plain was determined from the hydraulic models. Based on the
limits for the 100-year flood, it was possible to determine the area where proposed trail and
structure would be impacted. Ideally, the project will limit the encroachment of the trail
alighment and structure within the flood plain.

A geomorphology study was performed to evaluate the potential migration of the White River
within the project site. The geomorphology analysis was based on historical photographs,
existing geomorphic studies, and the site inspection.

The hydraulic study also included a scour and bank protection investigation. Information
obtained from the hydraulic models and the geomorphic analyses were used to calculate the
total scour for each alignment alternative. The scour and bank protection investigation resulted
in the recommendations for scour protection at the existing piers.

The hydraulic study recommends the following protection:

e Old SR 410 Alignments: For Piers 1 (south) and 3 (north), use riprap with a D50 of 1.1 feet
placed below the channel bed to a thickness of 3 times D50 (3.3 feet) to a lateral distance
of 21 feet from the piers in all directions. An appropriate filter blanket should underlay the
riprap and extend laterally 14 feet from the pier in all directions.

For Pier 2 (central), use riprap with a D50 of 1.1 feet placed below the channel bed to a
thickness of 3 times D50 (3.3 feet) to a lateral distance of 23 feet from the pierin all
directions. An appropriate filter blanket should underlay the riprap and extend laterally 15
feet from the pier in all directions.

e Old NPRY Alignments: For Pier 1 (south), use riprap with a D50 of 3.3 feet place below the
channel bed to a thickness of 3 times D50 (9.9 feet) to a lateral distance of 31 feet from the
pier in all directions. An appropriate filter blanket should underlay the riprap and extend
laterally 21 feet from the pier in all directions.

Because Pier 2 (north) is currently protected by large riprap and receives some protection
from Pier 3 on the Old SR 410 bridge, additional riprap is not required at this time. However, it
is recommended that this pier be carefully monitored for any future degradation of the
existing riprap protection and that the protection be reevaluated after any significant
flooding event.

See Appendix H for the complete hydraulic report.
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6. Geotechnical

A geotechnical study was performed to identify and evaluate the general geologic conditions
along the proposed alignments and geotechnical constraints associated with each alternative.

As part of the study, research was performed to collect and review available geologic and
geotechnical information, historical aerial photographs of the site, and records regarding the
Old NPRY structure, Old SR 410 structure, and the existing SR 410 structure.

A field reconnaissance was also conducted to observe the existing surface conditions and any
surficial exposures of the soil along each of the proposed alignments. The geotechnical report
summarizes the site conditions, local geology, and subsurface conditions based on the research
performed and the field reconnaissance.

The geotechnical study provides the following preliminary recommendations regarding bridge
foundation types and embankment construction for the trails:

e The alluvial sand and gravel below the surficial topsoil and recent alluvium will likely provide
adequate support for shallow foundations.

e Given the uncertainties and difficulties in dewatering and drilled shaft construction, it is
anticipated that driven H-piles are the preferred deep foundation type.

The report states that the existing information was not sufficient to determine if one alignment
should be preferred based on the anticipated subsurface conditions. The report recommends
further geotechnical investigation to be completed to determine subsurface conditions and to
provide design level geotechnical recommendations for final design.

See Appendix | for the complete geotechnical report.
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7. Environmental

An environmental study was conducted to determine the impact trail alignment alternatives
have on environmentally sensitive areas.

The environmental report summarizes the environmental setting, threatened and endangered
species, fish and wildlife studies, wetlands assessment, stream survey, hydrology, cultural
resources, impacts, and permits and approvals.

The list of anticipated permits and approvals for this project includes:

National Environmental Policy Act (NEPA)

U.S. Army Corps of Engineers (Corps) Section 404 Permit

Endangered Species Act (ESA) Section 7 Consultation

Essential Fish Habitat (EFH) Consultation

Compliance with Section 106 of the National Historic Preservation Act
State Environmental Policy Act (SEPA)

National Pollutant Discharge Elimination System (NPDES)Permit

Clean Water Act Section 401 Certification

Coastal Zone Management (CZM) Consistency Determination

Joint Aquatic Resource Permit Application (JARPA)/Hydraulic Project Approval (HPA)
Shoreline Substantial Development Permit (SSDP)

Clearing and Grading Permit

Alteration Exception

Flood Hazard Certification

Although a mitigation plan will be developed for the pedestrian and trail bridge project at the
next design phase, the environmental study provides the following potential mitigation measures:

Add LWD and/or debris jams to the White River

Remove existing structures in the floodplain (removal of piers not being used for the
proposed bridge)

Restore off-channel habitat

Restore riparian vegetation: restore degraded areas and plant native coniferous trees in the
riparian zones

Design and implement habitat restoration projects to increase channel complexity and
connectivity.

See Appendix J for complete environmental report.
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8. Trail Alignment Study

Numerous trail alignment concepts were developed during the initial stage of this study to meet
the geometric constraints of the site and provide a safe, economic route between the start of
the trail to the end of the trail. The concepts utilized four different methods of crossing the White
River: 1) using three existing piers from a historic highway bridge, 2) using two existing piers from
a historic NPRY bridge, 3) using the existing SR 410 Bridge, or 4) using an unconstrained crossing
which required construction of new piers on the site.

The initial alignment concepts were discussed during a project coordination meeting in
November 2006. During this project coordination meeting, five trail alignment alternatives were
chosen for further consideration during this feasibility study. These five alternatives are discussed
below.

Figure 8.1 shows the five alignment alternatives initially considered during this study. Alternatives
1 and 2 make use of the old SR 410 piers, Alternatives 3 and 4 make use of the old NPRY piers,
and Alternative 5 makes use of the existing SR 410 Bridge.

As the study progressed into Phase Il, the five alignment alternatives were narrowed down to
two final alignment alternatives. These two final alignments are Alternative 1 and Alternative 3.
See Appendix C for sketches of the different iterations of alignment concepts and alternatives as
the options narrowed to alternatives 1 and 3.

Design Criteria

e Development of trail alignment alternatives was in accordance with the AASHTO Guide
Specifications for the Design of Pedestrian Bridges, 1997 and the AASHTO Guide for the
Development of Bicycle Facilities.

o The trail alignment alternatives do not need to adhere to ADA requirements.

e When the trail is at-grade, it is assumed that the typical section consists of a 12 feet wide
path with 2 feet wide shoulders on both sides.

e When the trail is on structure, it is assumed that the minimum trail clear width is 12 feet.

Alternative 1

Alternative 1 is shown in Figure 8.1. As the trail begins, it follows the old SR 410 berm for
approximately 1,800 feet and then crosses the river on the old SR 410 piers, with two spans of
173 feet center to center of pier. As the trail makes its way off the main spans, it begins to climb
almost 50 feet on an approximately 850 feet trestle structure. The trestle supports are spaced at
approximately 60 feet on center. The trestle crosses over both the proposed relocated Boise
Creek as well as Mud Mountain Road. A plan and profile of Alternative 1 can be found in
Appendix D.

It should be noted that a modification to Alternative 1, referred to as Alternative 1A, was briefly
considered during the study (and can be seen in Appendix C). The goal of this alternative was
to avoid crossing the relocated Boise Creek. This modification was removed from further
consideration after a project coordination meeting on September 14, 2006, with the
representative with the Boise Creek project. Instead of avoiding a crossing with the relocated
Boise Creek, the trestle was designed to accommodate spans of 60 feet. This span length
provides adequate space for the creek.
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Advantages

o Utilizes full length of the existing berm, thereby reducing the total length of approach
structure required.

o Shorter spans over the White River provide the potential for construction benefits and
additional structure options.

o The grade separated crossing of the trail over Mud Mountain Road improves safety for trail
users as well as vehicular traffic.

e Property impacted by alignment is owned by King County, thereby eliminating the need to
purchase right-of-way.

e The elevated approach structure provides a unique perspective of the White River, thereby
enhancing user enjoyment.

e Direct connection between start and end of trail reduces the overall length of the trail,
which in turn helps to reduce the impact of the trail on the surrounding environment.

Disadvantages

¢ Assignificant amount of clearing would be required in span 1 to remove the existing trees
and vegetation.

e Hydraulic mitigation, in the form of riprap, is required at the three existing piers.

e Pier 2is, at times, in the flow of the river. The location of Pier 2 suggests that scour could result
in some challenges.

e Due to vegetation on both the north side and south side of the river, in the vicinity of
alignment 1, clearing would be required for construction staging and crane access.

Alternative 2

As shown in Figure 8.1, Alternative 2 begins on the same alignment as Alternative 1, using both
the old SR 410 berm and the two 173 feet long spans supported on the old SR 410 piers. As the
trail leaves the main spans, it continues at a constant elevation, supported on an approximately
425 feet long trestle. The trestle supports are spaced at approximately 60 feet on center. This
trestle ties into Mud Mountain Road and follows the shoulder to the east and north for
approximately 1,100 feet.

The trail then crosses Mud Mountain Road at-grade. This location for the at-grade crossing of
Mud Mountain Road was selected in an attempt to increase sight distances for trail users and
the venhicular traffic. The trail then crosses Boise Creek on an existing concrete arch bridge. This
arch bridge was originally part of the old SR 410 alignment. From the arch bridge the trail climbs
to the old NPRY alignment. Although this alignment alternative does not tie in at Point B as
shown in Figure 3.1, it does tie into the old NPRY alignment at a point approximately 650 feet
east of Point B.

Advantages

e Utilizes full length of the existing berm, thereby reducing the total length of approach
structure required.

e Shorter spans over the White River provide the potential for construction benefits and
additional structure options.

e Limited need for trestle structure could result in economic savings when compared with the
other alternatives. Could potentially eliminate all trestle structure and use fill on the portion
of the trail between main spans and Mud Mountain Road.

¢ Due to the long trail length, this alternative could potentially meet ADA requirements.
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Disadvantages

e Although the location of the at-grade crossing with Mud Mountain was selected to decrease
sight distance problems, the combination of excessive speed and the limited sight distance
leaves a safety concern for the trail users.

o The significantly longer trail length results in more of the site being disturbed to create the trail.

¢ Assignificant amount of clearing would be required in span 1 to remove the existing trees
and vegetation.

e Hydraulic mitigation, in the form of riprap, is required at the three existing piers.

e Pier 2is, at times, in the flow of the river. The location of Pier 2 suggests that scour could result
in some challenges.

e Due to vegetation on both the north side and south side of the river, in the vicinity of
alignment 1, clearing would be required for construction staging and crane access.

e This alternative has the greatest potential impacts to adjacent property owners as the trail
follows Mud Mountain Road.

o Likely will need to purchase right-of-way in order to provide adequate space for the trail, the
required cut/fill, and the retaining walls required as the trail follows Mud Mountain Road.

¢ The existing arch bridge’s foundations are undermined and will require significant
rehabilitation measures.

e There will be an impact to the traffic on Mud Mountain Road during construction of the trall
and the retaining walls.

Alternative 3

Alternative 3 makes use of the old NPRY piers as shown in Figure 8.1. The alignment begins on a
tangent and continues along the length of the old SR 410 berm. A horizontal curve, supported
by a 425-feet long trestle structure, carries the trail to the old NPRY piers. The main span is a
single span that is 250 feet long and is supported on the old NPRY piers. As the trail makes its way
off the main span it climbs almost 50 feet on trestle structure. The trestle continues for
approximately 850 feet. The trestle alignment crosses over the proposed relocated Boise Creek
and Mud Mountain Road. A plan and profile of Alternative 3 can be found in Appendix D.

Similar to Alternative 1, a modification to Alternative 3, referred to as Alternative 3A, was briefly
considered during the study (see Appendix C for sketch). The goal of this alternative was to
avoid crossing the relocated Boise Creek. This modification was removed from further
consideration after a project coordination meeting on September 14, 2006, with the
representative with the Boise Creek project. Instead of avoiding a crossing with the relocated
Boise Creek, the trestle was desighed to accommodate spans of 60 feet. This span length
provides adequate space for the creek.

Advantages

e The grade separated crossing of the trail over Mud Mountain Road improves safety for trail
users as well as the vehicular traffic.

e Property impacted by alignment is owned by King County, thereby eliminating the need to
purchase right-of-way.

e The elevated approach structure provides a unique perspective of the White River, thereby
enhancing user enjoyment.

e The direct connection between start and end of trail reduces the overall length of the trail
which in turn helps to reduce impact of the trail on the surrounding environment.

o There is the potential that environmental mitigation credit could be received by removing
Pier 2 from the old SR 410 Bridge.

Feasibility Study Report White River Pedestrian Trail

29



e Because there is already trail access to the old NPRY piers, there is less clearing required
when compared with the alternatives that make use of the old SR 410 piers.

o Thereis alarge, flat, open area to the west side of the southern old NPRY pier which would
provide adequate space for staging.

Disadvantages

¢ Significant hydraulic mitigation, in the form of riprap, is required at the southern NPRY pier.
The quantity of riprap for this one pier is larger than the total quantity for the three piers on
the old SR 410 alignments.

e Atemporary crane platform is required on the south side of the river in order to reduce the
crane’s pick distance to the center segment of the bridge during construction.

e The long span over the river may limit the potential options for construction methods.

e To construct the bridge over the river, a very large (650 ton) crane will be required, which will
increase construction costs.

e This alternative has the longest length of approach trestle which can result in increased costs.

Alternative 4

As shown in Figure 8.1, Alternative 4 starts out the same as trail alignment Alternative 3. It begins on the
old SR 410 berm, curves to the west on a trestle structure, and then crosses the main span on a single
250 feet long structure supported on the old NPRY piers. As the trail continues off the main span
structure, it is supported on a trestle for approximately 210 feet. It then continues at-grade for 350 feet,
where it makes an at-grade crossing of Mud Mountain Road. The trail follows Mud Mountain Road
west towards SR 410 and it then cuts back and climbs the knoll until it reaches the end of the trail.

Advantages

e Limited need for trestle structure which could result in economic savings. Could potentially
eliminate all trestle structure and use fill on the portion of the trail between berm and main
span and between main span and Mud Mountain Road.

e Property impacted by alignment is owned by King County, thereby eliminating the need to
purchase right-of-way.

e There is the potential that environmental mitigation credit could be received by removing
Pier 2 from the old SR 410 Bridge.

e Because there is already trail access to the old NPRY piers, there is less clearing required
when compared with the alternatives that make use of the old SR 410 piers.

o Thereis alarge, flat, open area to the west side of the southern old NPRY pier which would
provide adequate space for staging.

Disadvantages

o The combination of excessive speed and the limited sight distance at the at-grade crossing
results in a significant safety concern.

¢ The significantly longer trail length results in more of the site being disturbed to create trail.

e There will be an impact to the traffic on Mud Mountain Road during construction of the trall
and the retaining walls.

¢ Significant quantity of cut/fill and numerous retaining walls are required as the trail climbs the knoll.

e Significant hydraulic mitigation, in the form of riprap, is required at the southern NPRY pier.
The quantity of riprap for this one pier is larger than the total quantity for the three piers on
the old SR 410 alignments.

¢ Atemporary crane platform is required on the south side of the river in order to reduce the
crane’s pick distance to the center segment of the bridge during construction.
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¢ The long span over the river may limit the potential options for construction methods.
e To construct the bridge over the river, a very large (650 ton) crane will be required, which will
increase construction costs.

Alternative 5

Alternative 5 is the only alignment that does not make use of the historic piers. Instead,
Alternative 5 makes use of the existing SR 410 bridge, as shown in Figure 8.1. The trail starts out
the same as alignment alternatives 3 and 4. The trail begins on the old SR 410 berm and then
curves to the west. But instead of using trestle structure and crossing the river, the trail follows the
river west. The trail parallels the river until it reaches the existing SR 410 Bridge. The trail then
crosses the river on structure by widening the existing SR 410 Bridge. The trail then follows SR 410
until it reaches Mud Mountain Road at which point it climbs the knoll until it reaches the end of
the trail.

Advantages

o Limited need for trestle structure which could result in economic savings.

e There is the potential that environmental mitigation credit could be received by removing
Pier 2 from the old SR 410 Bridge.

e Paralleling river could enhance user experience and provide opportunity for trail
enhancements such as benches or picnic tables.

Disadvantages

o The at-grade crossing of Mud Mountain Road results in safety concerns. Because the
crossing is at the intersection with SR 410, sight distances and vehicular speed on both SR 410
and Mud Mountain Road are a concern.

e A barrier must be provided.

o The significantly longer trail length results in more of the site being disturbed to create trail.

e There will be an impact to the traffic on SR 410 and Mud Mountain Road during construction
of the trail and the retaining walls.

¢ Significant quantity of cut/fill and numerous retaining walls are required as the trail climbs the knoll.

¢ New White River crossing would require extensive retrofit of existing White River Bridge.
Retrofit would require modifications to existing bridge trusses, floor beams, and foundations.
Cost for widening existing structure would likely exceed costs for a new independent bridge.

e Widening existing bridge will have a significant impact to traffic on SR 410 during
construction phase.

¢ Significant clearing and grubbing as well as regrading are required on the south side of the
river as the trail nears the existing SR 410 Bridge.

¢ Significant cut/fill and numerous retaining walls are required as the trail climbs the knoll.

e The portion of the trail adjacent to SR 410 is on state right-of-way.

e Trail construction of the portion that is adjacent to SR 410 will impact traffic on SR 410 during
the construction phase.

Alternative Summary

It was necessary to establish criteria to evaluate the five alternatives. The following key
components were selected as a basis for comparison between the alternatives. The following
table summarizes these key components based on the advantages and disadvantages for
each of the alternatives described above.
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1. Length of trail - accounts for the length of trail between start and end. Trails with shorter
length are potentially more economical because they require less structure/trail to be
constructed and have less impact to the site.

2. Length of structure — accounts for the length of structure required for the trail alignment.
Because constructing structure is expensive, shorter structure lengths are more economical.

3.  Maximum grade — accounts for the maximum grade on the trail alignment. Shallower
grades are more desired to provide trail user comfort.

4. Safety — accounts for potential safety issues on the trail alignment. An important safety
concern is the at-grade crossing of Mud Mountain Road.

5. Impact to property owners — accounts for potential right-of-way acquisition necessary for
the trail alignment. Trail alignments that do not impact existing property owners are more
desired.

6. Impact to traffic — accounts for any impacts to traffic flow during construction or during final
use. Less impact to traffic is desired.

7. Scour — accounts for scour potential along each trail alignment. Mitigation of scour
potential is costly and impacts the site’s hydraulics. Less scour is desired.

8. Impact to Boise Creek — accounts for potential impacts to the Boise Creek Relocation
project. Alignments that limit Boise Creek from migrating are not desired.

9. Geotechnical - accounts for any geotechnical constraints associated with the trail
alignment. Challenges can include steep slopes and poor foundation conditions.

10. Environmental — accounts for any environmental mitigation required with the trail alignment.

11. Constructability — accounts for challenges associated with construction of the tralil
alignment.

Table 8.1: Alternative Summary
Alternative Alternative Alternative Alternative Alternative

Component 1 2 4 5

1. Length of frail

. Length of structure

. Maximum grade

. Safety

. Scour

. Impact to Boise Creek

2
3
4
5. Impact to property
6
7
8
Q

. Geotechnical

10. Environmental
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<4 40|00 <€ € <O p|O
< >0 00 €O <0 » 4

A
]
L]
A
A
. Impact to traffic A
[]
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B
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L]

11. Constructibility

A - To be provided by King County.
Conclusion

Alternatives 1 and 3 were selected for further consideration. They were chosen because they
provided the most significant overall project benefits. They also provide for the safest crossing of
the trail and Mud Mountain Road. Alternative 1 is shown in Figure 8.2 while Alternative 3 is shown
in Figure 8.3.
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9. Bridge Study

A dual steel plate girder bridge, a prefabricated parallel through truss, a built-on-site rounded
through truss, and post-tensioned precast concrete girder bridge were considered for the main
spans over the White River. Steel and post-tensioned concrete options were required due to the
long spans (250 feet orl71 feet) over the river. These structure options were developed and
evaluated to determine preliminary member sizes to be used in the cost estimates. The stress
levels in the members were checked, the frequency criteria specified by AASHTO was checked,
and the live load deflection requirements were checked to ensure compliance.

Alignment 1: Steel Plate Girder

This option makes use of two parallel welded steel plate girders with total depth of 7 feet

6 inches. The girders are braced laterally to allow prefabricated sections to be shipped to the
site and to be placed as a unit. Temporary construction bents are in place to support the units
until they are spliced together. To minimize the increase in grade at the existing piers, the steel
girders are clipped, resulting in a girder depth of five feet at the existing piers. After the units are
in place and are spliced together, the precast concrete deck panels and handrails are placed.
Figures 9.1 and 9.1A show the steel girder option for Alignment 1.

Advantages

o The design of the steel plate girders is straight forward.

o Steel plate girders are a common structural form used in the region and relatively easy to
fabricate.

¢ The girders can be shipped to the site as a unit, saving on site construction time.

e Erection can be rapidly accomplished by placing the two girder units and splicing together.

e The crane pick weights and distances will allow for a smaller crane than that required for the
Alignment 3 options.

Disadvantages

o The steel plate girder is less efficient than some of the other Alignment 1 options. The inefficient
use results in heavier weight, and in turn, additional cost.

e This is the least aesthetically pleasing option.

o The steel members will need to be checked for corrosion on a regular basis.

o The steel members will need to be maintained and painted every 15 years.

Cost

e Main span superstructure cost: $999,980.
e See the Cost Estimates section and Appendix G for additional information.

Alignment 1: Prefabricated Parallel Truss

The prefabricated parallel truss option makes use of 14 feet deep truss segments which are
prefabricated and shipped to the site as a unit. 1The segments are place onto temporary
construction bents and are then spliced together. Once the prefabricated truss segments are
spliced together, the precast concrete deck panels and handrails are placed. See Figures 9.2
and 9.2A for the prefabricated parallel truss option for Alignment 1.
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Advantages

e Truss structures make efficient use of steel, thereby reducing the overall weight, which results
in a more economical structure.

o The truss segments can be prefabricated in the shop and then shipped to the site as a unit,
saving on site construction time.

e FErection can be rapidly accomplished by placing the units and then splicing them together.

¢ The crane pick weights and distances will allow for a smaller crane than that required for the
Alignment 3 options.

e The truss options are the most aesthetically pleasing of the options.

e Trusses can add interest to the trail user experience and fit with the aesthetics of the existing
SR 410 Bridge.

e Greater quality control for the connections can be achieved in the fabrication shop than in
the field.

e This option provides potential economic savings by prefabricating structure and reducing
the labor intensive work on-site.

o This option has the greatest potential to eliminate the temporary construction bents in the
river. This could be accomplished by launching the trusses from the existing berm or by lifting
the entire span into place.

Disadvantages

e The steel members will need to be checked for corrosion on a regular basis.

e The steel members will need to be maintained and painted every 15 years. This becomes
more challenging than the steel girder option because the truss has numerous pieces and
connections which must be addressed.

o Transportation of the prefabricated elements would be more difficult than the other options
and would need to be addressed accordingly.

Cost

e Main span superstructure cost: $862,480.
e See the Cost Estimates section and Appendix G for additional information.

Alignment 1: Rounded Truss

The rounded truss makes use of individual elements bolted together on site to form truss units.
The final truss configuration has depth varying from 10 feet 6 inches to 14 feet. The units are then
lifted onto temporary construction bents and then are spliced together. Once the truss is
completed, precast concrete deck panels and handrails are installed. A sketch of the rounded
truss options can be found in Figures 9.3 and 9.3A.

Advantages

e Truss structures make efficient use of steel, thereby reducing the overall weight, which results
in a more economical structure.

e The crane pick weights and distances will allow for a smaller crane than that required for the
Alignment 3 options.

o The truss options are the most aesthetically pleasing of the options.

o Trusses can add interest to the trail user experience. The bolted connections wiill fit with the
aesthetics of the existing SR 410 Bridge.

e Easy transportation because only small components must be shipped to the site.
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Disadvantages

o The steel members will need to be checked for corrosion on a regular basis.

e The steel members will need to be maintained and painted every 15 years. This becomes
more challenging than the steel girder option because the truss has numerous pieces and
connections which must be addressed.

o Of all the options, this option has the most components which must be connected in the
field. Extensive on-site construction time would be required to connect the individual truss
components.

Cost

e Main span superstructure cost: $899,980.
e See the Cost Estimates section and Appendix G for additional information.

Alignment 1: Precast Concrete Girder

The option makes use of two W83PTG post-tensioned, precast concrete girders. Each girder is
cast in three segments. The segments are shipped to the site and placed on temporary bents.
Because of the weight of the girder segments, the girders must be placed individually and not in
a unit like with the steel options. The segments are then post-tensioned together. After the
segments are in place, the cast-in-place deck slab is poured and handrailss are added. See
Figures 9.4 and 9.4A for a drawing of precast concrete girder option.

Advantages

¢ The design of the precast concrete girders is straightforward.

e Precast concrete girders are a common structural form used in the region and easy
to fabricate.

e Because the structure will not need to be painted in the future, this option has the lowest
maintenance costs.

e Thisis the least costly of the options.

Disadvantages

e This option is a utilitarian design which does not result in such an aesthetically pleasing
structure as the truss options. The aesthetics may not match well in the surrounding
environment.

e A cast-in-place deck slab is required on the precast concrete girders. The cast-in-place
concrete will be more costly than the precast panels because it will be necessary to pump
the concrete from the ends of the bridges. There may also be environmental concerns
about pouring concrete over the river.

e Because the ends of the concrete girders will not be clipped, use of the precast concrete
girders will raise the grade about seven feet at the existing piers. This will require regrading of
the berm near Pier 1.

e Concrete girders weigh more than steel girders, so the two precast concrete girders cannot
be placed as a unit like the steel girders. Instead, each girder must be lifted separately.

This will result in more crane picks.

Cost

e Main span superstructure cost: $459,980.
e See the Cost Estimates section and Appendix G for additional information.
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Alignment 3: Steel Plate Girder

This option makes use of two parallel welded steel plate girders with a total depth of ten feet.
The girders are braced laterally to allow prefabricated sections to be shipped to the site and
placed as a unit. Temporary construction bents are in place to support the units until they are
spliced together. To minimize the increase in grade at the existing piers, the steel girders are
clipped, resulting in a girder depth of five feet at the existing piers. After the units are in place
and spliced together, the precast concrete deck panels and handrails are placed. Figures 9.5
and 9.5A shows the steel girder option for Alignment 3.

Advantages

o The design of the steel plate girders is straightforward.
o Steel plate girders are a common structural form used in the region and relatively easy
to fabricate.
¢ The girders can be shipped to the site as a unit, saving on site construction time.
e Erection can be rapidly accomplished by placing the two girder units and splicing together.

Disadvantages

o The steel plate girder is less efficient than the truss option. The inefficient use results in heavier

weight, and in turn, additional cost.

This is the least aesthetically pleasing option.

The steel members will need to be checked for corrosion on a regular basis.

The steel members will need to be maintained and painted every 15 years.

The weights and distances of the crane picks are significant. They will require a large crane

(650 ton), which will increase construction costs.

e Atemporary crane platform constructed of untreated timber is required on the south side of
the river. The crane platform will reduce the pick distances. The untreated timber piles in the
river will need to be accounted for during environmental permitting.

Cost

¢ Main span superstructure cost: $1,058,900.
e See the Cost Estimates section and Appendix G for additional information.

Alignment 3: Prefabricated Parallel Truss

The prefabricated parallel truss option makes use of 20-foot deep truss segments which are
prefabricated and shipped to the site as a unit. The segments are placed onto temporary
construction bents and are then spliced together. Once the prefabricated truss segments are
spliced together, the precast concrete deck panels and handrails are placed. See Figure 9.6 for
the prefabricated parallel truss option for Alignment 3.

It was determined that this option was not feasible. The height of the prefabricated truss would
exceed the height restrictions during transportation. Therefore this option was eliminated from
further consideration because it could not be transported to the site and is therefore not a
feasible option
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Alignment 3: Rounded Truss

The rounded truss makes use of individual elements bolted together on site to form truss units.
The final truss configuration has depth varying from 15 feet to 20 feet. The units are then lifted
onto temporary construction bents and spliced together. Once the truss is completed, precast
concrete deck panels and handrails are installed. A sketch of the rounded truss options can be
found in Figures 9.7 and 9.7A.

Advantages

e Truss structures make efficient use of steel, thereby reducing the overall weight. This results in
a more economical structure.

e The truss options are the most aesthetically pleasing of the options.

e Trusses can add interest to the trail user experience. The bolted connections wiill fit with the
aesthetics of the existing SR 410 Bridge.

e Easy transportation because only small components must be shipped to the site.

Disadvantages

o The steel members will need to be checked for corrosion on a regular basis.

e The steel members will need to be maintained and painted every 15 years. This becomes
more challenging than the steel girder option because the truss has numerous pieces and
connections which must be addressed.

e Of all the options, this option has the most components which must be connected in the
field. Extensive on-site construction time would be required to connect the individual truss
components.

Cost

e Main span superstructure cost: $1,007,900.
e See the Cost Estimates section and Appendix G for additional information.

Alignment 3: Precast Concrete Girder

Post-tensioned, precast concrete girders are not applicable for span lengths of 250 feet.
Therefore, this option was not considered for Alignment 3.
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10. Trestle Study

Two trestle options were considered and evaluated as part of this study. The first option makes
use of prefabricated steel trestle bents. The second option makes use of cast-in-place, single
column bents. The two options are described below.

Steel Trestle

The steel trestle makes use of prefabricated steel bents. The bents can be fabricated in the shop
and then transported to the site as a unit. After they arrive on site, the bents can be lifted into place
onto the foundation with relatively small equipment. Pin piles are used in combination with a
cast-in-place pile cap. The pile cap provides tolerances for the prefabricated bents. Once the bents
are in place, the two steel plate girder superstructures can be placed along with the precast concrete
deck panels and the handrails. Knee braces are added at each bent once the superstructure is
placed to provide lateral support. Figure 10.1 shows a sketch of the steel trestle option.

Advantages

e The bents can be prefabricated and shipped to the site in one piece. Greater quality
control can be achieved in the fabrication shop than in the field. There are also potential
cost savings by prefabricating the bents.

e Canreduce time to construct the trestle as well as reduce the on-site labor.

e Can be constructed easily and quickly with small crane/equipment.

¢ Aesthetically matches original trestle structures at the site and fits well with truss structures at
main span.

Disadvantages

o The steel members will need to be checked for corrosion on a regular basis.
e The steel members will need to be maintained and painted every 15 years.

Concrete Trestle

The concrete trestle option uses a cast-in-place, single column hammerhead pier founded on
pin piles and a pile cap. Once the bents are completed, three 26-inch voided slabs are placed
along with the handrails. Figure 10.2 shows a sketch of the concrete trestle option.

Advantages

e Cast-in-place concrete components make it easier to adjust to field tolerance/issues should
they develop during construction.

e Because the structure will not need to be painted in the future, this option has the lowest
maintenance costs.

o This option fits well aesthetically with the precast concrete girder option at the main span.

Disadvantages

e It will be challenging to get the concrete to all of the bent locations. Will need to pump the
concrete for long distance.

e There could be potential environmental issues with cast-in-place concrete near sensitive areas.

e Construction will take significantly longer than for the steel trestle option. The reinforcing
cage needs to be set, the formwork placed, the concrete poured and cured, and then the
formwork removed.
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11. Constructability Issues

Constructability issues are a key concern for this project due to the long spans over the river, the
length of approach trestle, and the site characteristics. This section summarizes the probable
construction sequence anticipated for the project. General construction issues that are
applicable to all of the options are also summarized. For specific construction issues for a given
option, see the previous Trail Alignment Study, Bridge Study, and Trestle Study sections.

Probable Construction Sequence

The construction sequence for the project will start with a mobilization effort that includes silt
fencing and temporary erosion and sedimentation control measures. Clearing and grubbing will
take place, opening a swath of cleared area which follows the rail alignment.

Temporary construction bents will be constructed along with the temporary crane platform
(where applicable). Then the main span(s) will be constructed. This will entail placing segments
of the superstructure and then connecting (or post-tensioning) them together. See Appendix F
for a sketch of locations of cranes for erection of main spans.

Once the main span is completed, work will begin on the trestle approaches. Pin pile installation
and foundation excavation will occur. Pile caps will be poured with anchor bolts to accept the
prefabricated trestle bents. The prefabricated steel bents will be delivered to the site and
placed on the foundations using relatively small equipment.

The trestle steel girders, precast concrete panel, and handrails will then be placed.

Any temporary construction material will be removed and site restoration will begin.
General Construction Issues

e Accessto the site is fair. On the south side of the river the site can be accessed from the
existing berm. On the north side of the river the site can be accessed from either Mud
Mountain Road or from a service entrance off of SR 410.

e Atemporary culvert or bridge will be required over Boise Creek for construction access. It will
be a temporary structure, which can be removed after construction. This structure will be
necessary for all alignment alternatives to provide access along the length of the trail. This
temporary structure may require permits.

o The temporary timber crane platform can utilize untreated timber piles so that they may be
left in place after construction. The temporary construction bents in the river will be steel
piles and will be removed when construction is complete. These temporary structures may
require environmental permits.

¢ The location of the river banks fluctuates significantly at different times of the year. It may be
possible to take advantage of the low flow to install temporary bents and crane platforms.
Launching was considered for all the steel girder and truss options. It is not economical for
the 250-foot span because of the hold down structure and hardware required during
launching. Launching is a possibility for the 171-foot spans because the bridge could
potentially be launched from the existing berm. This would eliminate the need for temporary
bents in the river, reducing the required environmental permitting.
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12. Cost Estimates

Cost estimates were developed for the two final alignment alternatives. Costs were developed
for each of the four bridge structure alternatives (steel plate girders, prefabricated parallel truss,

rounded truss, and precast concrete girders) as applicable and the two approach structure

types (prefabricated steel bents and cast-in-place concrete bents).

Table 12-1 provides a summary of cost estimates while Appendix G provides detailed cost
estimates for each option. Costs are in 2008 dollars and include a 20 percent design

contingency. Costs are shown for steel trestle option only. For concrete trestle for Alignment 1,
subtract $81,730, and for Alignment 3, subtract $134,405.

Table 12-1: Cost Estimates for Trail and Structure Alternatives (in Dollars

Alignment 1

Alignment 3

Parallel Rounded Precast Rounded
Truss Truss Concrete Truss

General 714,550 700,500 704,550 660,550 775,250 770,250
Bridge 999,980 862,480 899,980 459,980 1,058,900 1,007,900
Trestle* 1,608,240 1,608,240 1,608,240 1,608,240 2,094,700 2,094,700
Abutments 115,000 115,000 115,000 115,000 115,000 115,000
Exist. Piers 70,400 70,400 70,400 70,400 47,600 47,600
Temp. Supports 36,400 36,400 36,400 36,400 18,200 18,200
Temp. Platform - - - - 75,000 75,000
Hydraulic 240,250 240,250 240,250 240,250 410,250 410,250
Environmental** - - - - - -
Sum 3,784,820 3,633,320 3,674,820 3,191,620 4,594,900 4,538,900
20 iercent Continienci 756,964 726,664 734,964 638,324 918,980 907,780
Total (2007) 4,541,784 4,359,964 4,409,784 3,829,944 5,513,880 5,446,680
5 percent Increase 227,089 217,998 220,489 191,497 275,694 272,334
Total (2008) 4,768,873 4,577,962 4,630,273 4,021,441 5,789,574 5,719,014

Costs that have not been included in the estimates are as follows:

e Salestax

e Design and construction engineering and inspection

e Removal of any unknown contaminated soils or construction contingency
The general estimate includes the following items:

Mobilization (assumed as ten percent of subtotal)

Clearing and grubbing

Crushed surfacing base course for portions of the trail at-grade and for staging along project
Asphalt for portions of the trail at-grade

Construction surveying

Erosion control blanket and labor

Silt fence and temporary sedimentation control

Seeding, fertilizing, and mulching

Site restoration
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The bridge estimate includes the following items:

Steel handrail.

Concrete and reinforcing steel for the concrete deck slab.
Structural steel for plate girders or truss members (where applicable).
Precast concrete girders (where applicable).

Elastomeric bearing pads.

Crane mobilization.

Steel erection.

The trestle estimate includes the following items:

Steel handrail.

Concrete and reinforcing steel for the concrete deck slab.

Concrete and reinforcing steel for the foundations.

Structural steel for the trestle superstructure.

Structural steel for steel bents or concrete and reinforcing steel for concrete bents.
Structure excavation for foundations.

Piles for foundations.

The abutment estimate includes the following items:

Structure excavation for foundations.
Concrete and reinforcing steel for abutment.

The modification to existing piers estimate includes the following items:

Removing portion of existing pier.
Masonry drilling for anchors.
Concrete and reinforcing steel for next bearing area.

The temporary support structure estimate includes the following items:

Furnishing and driving steel piles for the temporary support bents.
Structural steel as part of the temporary support bents.

The temporary crane platform estimate includes the following items:

Furnishing and driving untreated timber piles.
Untreated timber for the temporary deck.

The hydraulic mitigation estimate includes the follow items:

Cofferdam.
Structure excavation inside cofferdam.
Heavy loose riprap.

The environmental estimate will include the following items:

Permitting costs (to be provided by King County).
Mitigation measures (to be provided by King County).
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13. Summary and Recommendations

Summary

This report provided an evaluation of the feasibility for a pedestrian trail and bridge crossing the
White River between Buckley, Washington and Enumclaw, Washington. The study’s goal was to
determine a safe, economical, and efficient trail alignment and bridge structure that results in
minimal impact to the environment.

Initially many trail alignment alternatives were considered. As the study progressed it led to the
two most promising alternatives (1 and 3). These alternatives were closely evaluated throughout
this study and are described in further detail in the preceding sections of this report.

In conjunction with these two alignment alternatives, bridge alternatives were developed and
discussed. Four bridge structure options (steel plate girders, prefabricated parallel truss, rounded
truss, and precast concrete) were developed and evaluated.

Two trestle types were also developed and discussed in previous sections of this report.

Based on the evaluation and analysis performed during this study, Table 13.1 summarizes the
alternative comparison based on the evaluation and analysis performed during this study.

Table 13.1: Alternative Comparison

Alignment 1 Alignment 3

Component P!ofe Parallel Rounded Precast P!c:te Rounded
Girder Truss Truss Concrete Girder Truss
Cost (in millions of dollars) 4.8 4.6 4.6 4 58 5.7
Safety ‘ A A A A A
Aesthetics v A A (] v A
Trail Experience O A A | | A
Impact fo property A A A A A A
Impact 1o traffic (| ] ] ] 5 =
|Hyaraulic Impact [l ] ] ] \ 4 v
Geotechnical i ] ] ] ) ]
Environmental® v v v v ] ]
Length of trail i | ] ] ] ] [l
Approach Length |:| |:| |:| |:| v v
Main Span Constructability |:| A |:| |:| D V
Transportation to Site D |:| D |:| D D
Maintenance O v v A ] v
A —-To be provided by King County.
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Recommendations

Based on the studies results, the preferred alternative is Alignment 3 spanning the White River
with a rounded steel truss and utilizing concrete trestle approaches. The preferred alternative
selection was based on the least impact to the environment, the utilization of existing King
County right-of-way, the optimized length of the trail connection, the constructability of the truss
and trestle, the aesthetically pleasing nature of the truss, and the estimated cost for construction.

Next Steps

Following the review and discussion of this report, as the project continues into the final design
phase, it is recommended that the next steps include:

Conduct detailed survey of preferred alignment.

Complete detailed geotechnical study to determine final design level information.
Perform final design of plan and profile for selected trail alignment.

Perform final structural design of proposed bridge structure and trestle.

e Complete detailed evaluation of existing piers.

e Update environmental study and include costs for permitting and mitigations.

e Continue to coordinate with Boise Creek relocation project team.

e Include cost for sales tax, design and construction engineering, and construction
contingency.
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Appendix A - Historic Photographs

The following historic photographs were obtained from the King County Archives.
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Photo 1

Photo 2

Photo 1 - Old SR 410 Bridge. Looking North. Photograph dated 1932.

Photo 2 — Old SR 410 Bridge and Old NPRY trestle behind during flood. Looking West.
Photograph dated 1933.
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Photo 3

Photo 4

Photo 3 - Old SR 410 Bridge with Old NPRY trestle during flood. Looking South. Photographed
dated 1933.

Photo 4 - Old SR 410 Bridge. Looking South. Photograph dated 1933.
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Photo 6

Photo 5 - Old SR 410 Bridge with Old NPRY trestle behind. Looking West. Date unknown.
Photo 6 — Old NPRY Bridge North Pier (Pier 2) detail. Looking West. Date unknown.
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Photo 7

Photo 7 - Removal of Old SR 410 Bridge. Looking South. Photograph dated 1955.

Photo 8 — Construction of Mud Mountain Road Bridge with Old NPRY trestle. Looking West. Date
unknown.
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Photo 9

Photo 10

Photo 9 - Mod Mountain Road Bridge with Old NPRY trestle. Looking West. Date unknown.
Photo 10 - Existing Boise Creek Concrete Arch Bridge. Looking South. Photograph dated 1932
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Photo 11

Photo 11 - Existing Boise Creek Concrete Arch Bridge. Looking South. Photograph dated 1932.
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Photo 1

Photo 2

Photo 1 - Looking North, Along Old SR 410 Berm from Start of Trail (Point A) (2006).
Photo 2 - Looking North, Along Old SR 410 Berm with New Pavement from Start Point A (2007)
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Photo 4

Photo 3 - Looking West, from Start of Trail (Point A) (2006).

Photo 4 - Looking East, from Start of Trail (Point A). Diversion Canal shown on Right Side of
Photograph (2006).
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Photo 6

Photo 5 - Diversion Canal, Looking West from Bridge at End of North River Avenue (2006).
Photo 6 — Looking South, Along Old SR 410 Berm from End of Pavement (20070.
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Photo 8

Photo 7 — Looking South, Along OIld SR 410 Berm from North End of Berm (2007).
Photo 8 — Old SR 410 Pier 1, Looking South West (2006).
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Photo 10

Photo 9 - Old SR 410 Pier 2, Looking East (2006).
Photo 10 - Old SR 410 Pier 2, Looking West (2006).

Limited Scope Feasibility Study Draft Report Appendix B

B-5



Photo 12

Photo 11 - OId SR 410 Pier 2, Looking East (2006).
Photo 12 - Old SR 410 Pier 2, Looking South (2006).
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Photo 14

Photo 13 - Old SR 410 Pier 2, Looking South (2007).
Photo 14 - Old SR 410 Pier 2, Looking South (2006).
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Photo 16

Photo 15 - Old SR 410 Pier 3 and Existing Boise Creek, Looking North (2006).
Photo 16 — Old SR 410 Pier 3, Looking North East (2006).
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Photo 18

Photo 17 — Old SR 410 Pier 3, Looking North (2007).
Photo 18 — Open Field Near Old NPRY Pier 1, Looking South (2007)
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Photo 19

Photo 20

Photo 19 — Open Field Near Old NPRY Pier 1 with Existing SR 410 Bridge in Background, Looking
West (2007).

Photo 20 - Rive with Existing SR 410 Bridge in Background, Looking West (2007).
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Photo 22

Photo 21 - Open Field Near Old NPRY Pier 2, Looking South (2007).
Photo 22 — Old NPRY Pier 1, Looking North (2006).
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Photo 24

Photo 23 - Old NPRY Pier 1, Looking South (2006).
Photo 24 — Old NPRY Pier 2, Looking North (2006).
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Photo 25

Photo 26

Photo 25 - Top of Old NPRY Pier 2 Bearing Cap, Looking South East. Old SR 410 Pier 2 Shown in
Background (2006).

Photo 26 - Existing SR 410 Bridge, Looking West (2007).
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Photo 28

Photo 27 - Existing SR 410 Bridge, Looking West (2007).
Photo 28 - Existing SR 410 Bridge, Looking West (2007).
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Photo 29

Photo 30

Photo 29 - Existing Concrete Arch Bridge over Boise Creek, Looking West (2006).

Photo 30 - Undermined Foundation, Existing Concrete Arch Bridge over Boise Creek, Looking
West (2006).
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Photo 32

Photo 31 - Looking South Towards Mud Mountain Road from End of Trail (Point B) (2006).
Photo 32 - Small Stream Located between Old SR 410 Pier 1 and Pier 2, Looking East (2006).
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Photo 34

Photo 33 - Existing Mud Mountain Road Bridge Over Boise Creek, Looking West (2006).
Photo 34 - Mud Mountain Road, Looking South from Near Old Concrete Arch Bridge (2006).
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Photo 36

Photo 35 - Mud Mountain Road, Looking East from near Old Concrete Arch Bridge (2006).

Photo 36 - Mud Mountain Road, Looking South Towards Existing Mud Mountain Road Bridge
(2006).
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Photo 37

Photo 38

Photo 37 - Mud Mountain Road, Looking East Towards SR 410 (2006).
Photo 38 - Existing Mud Mountain Road Bridge Over Boise Creek, Looking East (2006).
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Photo 39

Photo 40

Photo 39 - Mud Mountain Road, Looking North Away from Existing Mud Mountain Road Bridge
(2006).

Photo 40 - North East Corner of Mud Mountain Road/SR 410 Intersection, Looking North East
(2006).
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Photo 41 — North East Corner of Mud Mountain Road/SR 410 Intersection, Looking North East
(2006).
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Appendix C — Alignment Alternatives
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