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destined for nearby residential neighborhoods south 
of the station.  

The 124th Station and 130th Station are within 
moderately close walking distance of each other,  as 
illustrated in Exhibit 3-26. Pedestrians would access 
the station that is closer to their walk route. The 
western edge of the 124th Station service area is also 
constrained by terrain and presents a barrier to 
effectively connect with this station.  

The future PM peak volumes of pedestrians at the 
Overlake Village Station would primarily consist of 
riders transferring between light rail and other modes. 
Many of the pedestrian trips would be coming from 
nearby office park campus, commercial, and mixed 
land uses. 

At the Overlake Transit Center Station, about half the 
transit riders would transfer among modes and the 
other half would be destined to land uses surrounding 
the station. Much of the pedestrian activity at this 
station is expected to be composed of commuters 
coming from large employment centers near the 
station. Some pedestrian trips may be destined to 
nearby commercial areas, although nearby arterials 
with higher traffic volumes and speeds may present 
barriers to pedestrians destined to those retail areas.  

Currently, there are limited sidewalks and crosswalks 
along NE 16th Street and 136th Place NE near the 
130th Station. Sidewalks would be provided on both 
streets, and crosswalks would be located at the NE 
16th Street and 132nd Avenue NE and at the NE 16th 
Street and 136th Place NE intersections as part of the 
D2A and D3 alternatives. In terms of pedestrian 
crosswalk conditions, increases in walking times 
across arterials are expected where roadway widening 
occurs to accommodate the light rail tracks. Increases 
in the pedestrian crossing times at the signalized 
intersections along NE 16th Street and 136th Avenue 
NE (associated with Alternatives D2A and D3) and 
along NE 20th Street between 136th Avenue NE and 
152nd Avenue NE and at 152nd Avenue NE and NE 
24th Street intersection (Alternative D3 only) are 
provided to ensure safe crossing times. Pedestrian 
circulation to and from the private properties west of 
152nd Avenue NE, near the Overlake Village Station, 
would be modified with Alternatives D2A, D2E, and 
D5 to prohibit pedestrians from crossing the tracks. 
This could create some out-of-direction travel for 
pedestrians. Alternative D3 would provide an 
additional crosswalk north of the Overlake Village 
Station at NE 26th Street to accommodate pedestrian 
movements to and from the station platform. Elevator 
and escalator facilities would be provided for the 

124th and 130th stations (for Alternative D2E) to 
provide access to the elevated station platforms.  

There would be no impacts on any school walk routes 
in this segment. 

Bicycle Circulation 
The stations in Segment D would have few or no 
impacts on existing bicycle circulation. All arterial 
streets are part of a designated bicycle route system; 
however, bicycle circulation is limited because 
designated bicycle lanes are not present on arterial 
streets. Bicycle circulation in Segment D is also limited 
by the presence of higher traffic volumes arterials such 
as Bel-Red Road and NE 20th Street. The 124th and 
130th stations are located close to the SR 520 Multi-Use 
Regional Trail; however, trail access is limited, and 
direct access from arterial streets would be constrained 
by the terrain and property access. Bicycle circulation 
conditions near the Overlake Village Station and 
Overlake Transit Center Station would be similar to 
existing conditions. These two stations are also located 
close to the SR 520 Regional Multi-Use Trail. 

3.7.3.5 Segment E 
Pedestrian Circulation 
Redmond Town Center is a major commercial 
destination within the East Link Project corridor and 
generates the highest pedestrian activity among the 
proposed Segment E stations. The majority of light rail 
riders at the Redmond Town Center Station are 
expected to make bus transfers or walk to and from 
the surrounding commercial and retail areas. 
Pedestrians that end their commute at the station 
would likely be destined for surrounding mixed uses 
and Redmond Town Center.  

The pedestrian activity at the Redmond Transit Center 
Station would occur between the station and the park-
and-ride lot, as many riders would be transferring 
between modes. This indicates a lower degree of 
circulation extending beyond the station area to the 
residential and commercial areas. High park-and-ride 
usage indicates that many riders’ commutes would 
continue beyond the station. If Alternative E2 is 
truncated at the Redmond Town Center, the Redmond 
Transit Center Station would be eliminated. 

At the SE Redmond Station, pedestrian activity would 
primarily occur at the park-and-ride lot as a result of 
many people transferring between light rail and auto. 
A minimal number of pedestrian trips are expected in 
the future due to the surrounding land uses, nearby 
arterials with high traffic volumes, and the proximity 
to SR 520, which is a physical barrier to and from 
Downtown Redmond.  
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In terms of pedestrian crosswalk conditions, increases 
in walking times across arterials are expected only 
with Alternative E2 across the tracks on 161st Avenue 
NE, from Cleveland Street to NE 85th Street. Increases 
in the pedestrian crossing times would be 
incorporated into the signal phasing to provide safe 
crossing times for pedestrians. If Alternative E2 is 
truncated at the Redmond Town Center station, the 
161st Avenue NE roadway widening and associated 
increases in the pedestrian crossing times would not 
occur. With the exception of the Redmond Transit 
Center Station, stations along the proposed 
alternatives in Segment E would use the existing BNSF 
rail tracks. The future BNSF regional multi-use trail 
would provide pedestrian access to and from the 
stations. Crossings at 161st, 164th, 166th, 170th 
avenues NE and NE Leary Way would be maintained 
with all Segment E alternatives. At the Redmond 
Transit Center, the existing crosswalks would be 
maintained and pedestrian access to the station 
platform would occur at the crosswalks at NE 80th 
and 83rd streets.  

The recommended school walk route for Redmond 
Elementary School consists of collector and local 
streets in residential areas of Segment E, and impacts 
on the walk route are not expected. 

Bicycle Circulation 
With the East Link Project, circulation for bicyclists in 
Segment E may not differ greatly from the No Build 
Alternative. Future bicycle improvement projects 
would enhance bicycle circulation by improving 
access to Marymoor Park and the Sammamish 
Regional Multi-Use Trail system. These bicycle 
facilities are close to the proposed stations; however, 
direct access to them would be hindered by SR 520, 
especially from Redmond Town Center. Bicycle lanes 
are present on some arterial streets near the Redmond 
Transit Center, reflecting bicycle usage and allowing 
for nonmotorized connectivity between the Redmond 
Transit Center and the nearby Sammamish Regional 
Multi-Use Trail.  

The potential development of a multi-use trail located 
along the BNSF Railway tracks parallel to alternatives 
E1, E2, and E4 was accounted for in the Segment E 
conceptual design. Development of a multi-use trail in 
this corridor would extend pedestrian and bicycle 
circulation from the southern portion of the SR 520 
trail to Lake Sammamish. The trail would be directly 
accessible from the SE Redmond Station and allow 
nonmotorized commuters to transfer to light rail. 

3.7.3.6 Construction Impacts 
Potential construction impacts for pedestrian and 
bicycle circulation could occur along streets with 

partial or full closures because these types of 
construction areas may restrict or provide detour 
routes for pedestrians and/or bicyclists. Section 3.6.4.2 
and Table 3-29 provide a discussion and a list of the 
streets with expected closures during construction. 
Sound Transit would minimize disruptions to the 
sidewalk or bicycle network and provide detours as 
practical during construction. 

Regional multi-use trails may experience some 
temporary construction impacts due to their proximity 
to the alternatives. The portion of the I-90 Multi-Use 
Regional Trail on the I-90 bridge, in Segment A, would 
not be affected because light rail is proposed in the 
reversible center roadway and therefore would not 
cross the I-90 Regional Trail north of I-90. However, 
near Bellevue Way, the I-90 Regional Trail could be 
temporarily affected by construction associated with 
the Segment B alternatives. Construction impacts on 
the I-90 trail near this area may include temporary 
closures or detouring portions of the trail that are close 
to the I-90 and Bellevue Way ramps, and near the 
western boundary of the Mercer Slough Nature Park.  

In Segment B, the 118th Avenue Regional Multi-Use 
Trail could be temporarily affected near I-90 by 
construction associated with Alternative B7. Impacts 
on the trail network within the Mercer Slough Nature 
Park are not expected. No regional multi-use trails are 
located in Segment C. Bicycle facilities in Segment C 
are bicycle lanes and routes along arterial streets, 
which would experience construction impacts similar 
to those discussed in Section 3.6. The SR 520 Multi-Use 
Regional Trail in Segment D is located along the north 
side of SR 520, and construction impacts are not 
foreseen because the alternatives in Segment D are 
located on the south side of SR 520.  

In Segment D, bicycle lanes and routes located on 
arterial streets would experience construction impacts 
similar to those discussed in Section 3.6. Construction 
impacts on the SR 520 trail are not expected because 
the East Link Project does not require widening or 
realignment of SR 520 and does not require relocation 
of the trail.  

In Segment E, the potential multi-use trail along the 
BNSF Railway would be affected if constructed prior 
to East Link. The elevated alternatives in Segment E 
would cross the Sammamish River Trail, resulting in 
minor short-term trail detours. Alternative E1 would 
cross the Bridle Crest Trail and the Bear Creek Trail. 
Alternative E1 would require minor realignment of the 
East Lake Sammamish Trail in the area along the 
BNSF Railway. 
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3.7.4 Potential Mitigation 
No mitigation is necessary beyond the design 
improvements that Sound Transit would provide 
immediately adjacent to East Link stations. Sound 
Transit would work with the local agencies regarding 
alternatives and stations that are located within the 
median of roadways so that the most appropriate 
treatments are provided for safe and effective 
pedestrian crossings and access. This could include 
painted crosswalks or signals, street lighting, warning 
lights, or signage.  

Sound Transit would minimize potential construction 
impacts on pedestrian and bicycle facilities by 
providing detours within construction areas.  

Multi-use trails that may be affected by construction 
would generally be kept open for use, but detours 
would be provided when trails are closed, unless they 
are closed for short durations or in areas where a 
detour option is not feasible. Any closures to regional 
multi-use trails would be temporary. Public 
notification efforts would be conducted for temporary 
trail closures during construction.  

3.8 Freight Mobility and Access 

3.8.1 Methodology 
Truck routes within the study area were identified and 
analyzed to compare potential impacts on freight 
movement from the No Build Alternative and the East 
Link Project. Freight movements were analyzed along 
I-90, on arterial and local routes, and on railways. 
Additional truck data and analysis are provided in the 
Transportation Technical Report. 

3.8.2 Affected Environment 
Truck mobility within the Puget Sound region is 
largely supported by a network of designated truck 
routes consisting of freeways and arterial streets that 
connect major freight destinations. WSDOT has 
adopted the Freight Goods Transportation System 
(FGTS), which classifies roadways according to the 
amount of annual tonnage transported along these 
roads. All interstates and state routes are designated 
as truck routes, and each jurisdiction locally 
determines its designated truck route network on 
arterial streets according to the FGTS classification. 
Within the study area I-90 and I-405 are designated as 
T-1 freight routes which indicate that over 10,000,000 
gross tons of freight goods are moved every year. SR 
520 is classified as a T-2 freight route indicating 
between 4,000,000 to 10,000,000 gross tons of freight 
goods are moved yearly. 

Within the study area, there are key freight corridors 
that serve not only the Puget Sound region but also 
national and international markets, such as I-90 and 
I-405. There also are many local truck routes that 
facilitate the flow of deliveries to local businesses. 
These transportation corridors are vital to the 
movement of freight and goods among major 
transportation hubs such as the Port of Seattle, the 
Seattle-Tacoma International Airport (Sea-Tac 
Airport), and other business and consumer 
destinations. Within the East Link study area, freight 
goods and services are transported on only roadways, 
although a percentage of freight on I-90 and the other 
highways (I-405 and SR 520) in the study area is 
associated with marine facilities such as the ports of 
Tacoma and Seattle.  

3.8.2.1 Regional Highways 
In Segment A (Exhibit 3-1), I-90 is a key east-west 
truck route within the study area, connecting local, 
interstate, and regional freight with the Ports of Seattle 
and Tacoma and surrounding industrial areas. 
Following I-5, I-90 is the second most heavily used for 
truck movements in Washington (WSDOT, 2005). In 
the last 10 years (1994 to 2003), I-90 truck traffic has 
grown by over 97 percent in the eastbound direction 
and 52 percent in the westbound direction.  

Overall, about 6,300 trucks travel on I-90 across Lake 
Washington each day. This is about 4.5 percent of the 
approximately 140,000 vehicles that travel on the I-90 
Floating Bridge every day. About half the trucks are 
considered small-sized, which include vehicles such as 
delivery and recreational vehicles. Approximately 
12 percent of the total trucks crossing I-90 are large-
sized tractor-trailer trucks. Trucks over 10,000 pounds 
(e.g. tractor-trailers) only travel on the outer I-90 
mainline roadways because vehicles over 10,000 
pounds are prohibited from using the reversible center 
lanes. Trucks under 10,000 pounds (e.g. delivery and 
recreation vehicles) are allowed to use the center 
roadway if they are either a high-occupant vehicle or 
heading to/from Mercer Island. Therefore, there are 
only a small percentage of trucks in the reversible 
center roadway compared to the outer roadways in 
the study area. Throughout the day, slightly over 100 
small-sized trucks use the center roadway. This is 
slightly over one percent of all the vehicles in this 
roadway.  

About two-thirds of the trucks on I-90 travel during 
nonpeak hours, indicating that much truck travel 
avoids the more heavily congested times of the day. 
The highest amount of truck activity on I-90 crossing 
Lake Washington occurs during the late morning 
through mid-day. During the early afternoon, truck 
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volumes dramatically decrease indicating that they 
avoid the heaviest congestion during the afternoon 
peak period. Only about 3 percent of total traffic 
during the PM peak period is trucks. Exhibit 3-27 
shows hourly truck volumes throughout the day.  

During the AM peak period about 40 percent of the 
trucks crossing Lake Washington on I-90 are heading 
to or from east of I-405; likely over Snoqualmie Pass. 
Overall, about 800 trucks travel on the I-90 mainline 
during the AM 2-hour peak period. This percentage of 
trucks continuing east on I-90 increases in the PM peak 
period to just over 50 percent, but, as described in the 
previous paragraph, the total number of trucks 
decreases dramatically in this period to about half, 
because approximately 400 trucks travel on I-90 
during the PM 2-hour peak period. 

3.8.2.2 Arterials and Local Streets 
In the City of Seattle, most of the arterial streets within 
the study area (such as Rainier Avenue S, 4th Avenue 
S, and S Dearborn Street) are designated as Major 
Truck Streets where standards for design provide for 
higher volume truck travel. On Mercer Island, no 
roadways are identified as truck routes. 

Many of the arterial roadways in Segments B and C 
that have access to and from either I-90 or I-405 are 

designated trucks routes, including Bellevue Way SE, 
112th Avenue SE, SE 8th Street, NE 4th Street, and NE 
8th Street. In addition, NE 12th Street is a truck route 
connecting Bellevue Way, 112th Avenue NE, and 
116th Avenue NE, which are also designated as truck 
routes in the City of Bellevue. Within Segment C, 
trucks mainly serve the commercial, office, and retail 
areas for delivery trips.  

Within Segment D, Bel-Red Road is identified as a 
truck route. Other truck routes that access the 
commercial and industrial land uses along the Bel-Red 
corridor are 116th Avenue NE, 120th Avenue NE, 
124th Avenue NE, and 148th Avenue NE. 148th 
Avenue NE, with access to SR 520, is also a designated 
truck route within Segment E. Also in Segment E, 
148th Avenue NE and a small section of NE 51st Street 
are designated as truck routes in the City of Redmond. 
Near Downtown Redmond, West Lake Sammamish 
Parkway and SR 202 are designated truck routes that 
serve the commercial, retail, and office land uses. 

3.8.2.3 Rail Freight 
Within the study area, the only rail-line is the BNSF 
Railway that travels through Segments B, C, and D. 
There are no rail freight operations within Segments A 
and E. The Port of Seattle is in the process of acquiring 

Source: Sound Transit, 2007 EXHIBIT 3-27 
Note: I-90 total daily volume is approximately 140,000  I-90 Existing 24-Hour Truck Volumes 
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the BNSF right-of-way from Snohomish to north 
Renton, including a spur from Woodinville to 
Redmond. The acquisition process is anticipated to be 
complete by late 2008. The Port of Seattle intends to 
secure the corridor for potential future freight rail use, 
and is also interested in optimizing the use of this 
corridor for other transportation modes compatible 
with freight rail (Port of Seattle, 2008). In the near term 
the BNSF Railway will no longer be used for freight 
movements as the Wilburton Tunnel that crosses over 
southbound I-405 was removed in August 2008, and 
the rail corridor is no longer continuous. 

3.8.3 Environmental Impacts 
3.8.3.1 Impacts During Operation 
Regional Highways 
As described below, the East Link Project would have 
an overall beneficial impact on trucks traveling on I-
90. As more people choose to use light rail, truck 
travel times during peak hours would improve overall 
and the ability for trucks to cross Lake Washington on 
I-90 would be maintained. 

Future traffic forecasts indicate that the average 
annual truck growth on I-90 in the study area will 
slow by 2030 during the AM and PM peak periods. 
This is because, by 2030, traffic congestion on I-90 will 
be much worse than it is today, and, therefore, a 
higher percentage of trucks are expected to cross Lake 
Washington during off-peak times. Subsequently with 
more congestion in the future, there will be fewer 
uncongested off-peak hours available for truck travel 
in the no-build condition. Overall, less than a 2 percent 
annual growth rate is expected in the AM peak period 
and slightly over a 2 percent annual growth rate is 
expected in the PM peak 
period for trucks. The 
truck forecasts between 
the No Build Alternative 
and the East Link Project 
are similar. 

Future truck travel was 
evaluated as part of the I-
90 traffic analysis to 
understand future 
conditions with and 
without the project on I-
90. This analysis provided 
2-hour peak truck travel 
time data that’s presented 
in Table 3-31. With either 
No Build Alternative, 
afternoon and morning 
truck travel times in 2030 

are expected to take 35 to 115 percent longer than at 
present due to increasing congestion in the future. An 
average (combined westbound and eastbound) truck 
travel time between I-405 and I-5 with Stages 1 and 2 
of the I-90 Two Way Transit and HOV Operations 
Project and Stages 1 through 3 of the I-90 Two Way 
Transit and HOV Operations Project would take 
30 and 25 minutes in the morning peak, and 27 and 29 
minutes in the afternoon peak, respectively.  

With the East Link Project, trucks would continue to 
use the eastbound and westbound outer roadways 
similar to the No Build Alternative. Truck access to 
and from these roadways would be unchanged 
because none of the general-purpose ramps to and 
from I-90 would be modified with the project. Truck 
travel times with East Link are expected to either 
remain similar or improve compared to the No Build 
Alternative. Travel times would be reduced in all but 
the AM westbound direction, where there would be a 
one minute increase. With the project, the average 
truck travel time in the morning and afternoon peak 
periods would be between 23 and 24 minutes between 
I-405 and I-5, compared to 25 to 30 minutes in the 
morning peak and 27 to 29 minutes in the afternoon 
peak with either of the No Build Alternative (see 
Table 3-31). This is a 2- to 7-minute travel time savings 
in the morning peak and a 3- to 5-minute travel time 
savings in the afternoon peak. The majority of this 
travel time improvement is in the reverse-peak 
direction (eastbound in the morning and westbound in 
the afternoon). The improved travel times are due to 
people shifting to light rail as their transportation 
mode, combined with the fact that truck access and 
circulation on the outer roadways would not be 

TABLE 3-31 
2030 2-Hour Peak Period Truck Volumes and Travel Times on I-90 Between Seattle and I-405 

No Build 
Alternativea 

No Build 
Alternativeb East Link 

Period Direction 

Number 
of 

Trucksc 

Travel 
Time 
(min) 

Number 
of 

Trucksc 

Travel 
Time 
(min) 

Number 
of 

Trucksc 

Travel 
Time 
(min) 

AM Peak  Westbound 480 35 520 24 500 25 

 Eastbound 540 25 540 26 650 21 

AM Peak Total 1,020 30 1,060 25 1,150 23 

PM Peak  Westbound 360 31 440 33 490 29 

 Eastbound 420 24 440 24 310 16 

PM Peak Total 780 27 880 29 800 24 
a With Stages 1 and 2  I-90 Two Way Transit and HOV Operations Project.  
b With Stages 1 through 3 of the I-90 Two Way Transit and HOV Operations Project. 
c Based on I-90 throughput data from the VISSIM analysis at the Lake Washington bridge. 
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affected by East Link. 

In addition to truck travel times, Table 3-31 also 
provides information on how many trucks travel on 
I-90 during the year 2030 peak periods. This table 
indicates that fewer trucks would travel cross Lake 
Washington on I-90 in the peak directions with the 
closure of the reversible center roadway as part of the 
East Link Project compared to the No Build 
Alternative. In the reverse-peak direction (eastbound 
morning and westbound afternoon), a shift by people 
to use light rail would provide the opportunity for 
more trucks to cross Lake Washington than in the No 
Build Alternative. Overall, the number of trucks 
traveling on I-90 in the morning and afternoon periods 
is similar for the No Build Alternative and East Link.  

During nonpeak periods, auto congestion on I-90 is 
substantially reduced, even though truck traffic is at 
much higher levels. As congestion is less during these 
periods, the project, compared to the no-build 
condition, is not expected to have an impact on truck 
travel times during these periods. Thus the bulk of the 
truck traffic would remain unaffected by the project. 

The closure of the eastbound HOV direct access off-
ramp to Bellevue Way and the potential closure of the 
westbound HOV direct access on-ramp from Bellevue 
Way (for Alternative B1) with East Link are not 
expected to cause impacts or circulation changes for 
trucks because these ramps are restricted to HOV 
usage. Similarly, the closure of the Mercer Island 
ramps to and from the reversible center roadway is 
not expected to cause truck circulation impacts 
because similar access would be provided on the outer 
roadways. 

Arterials and Local Streets 
The alternatives in the East Link Project are not 
anticipated to negatively affect truck circulation or 
routes on the local street network. In some locations, 
local designated truck routes would cross or travel 
alongside of light rail at-grade profiles. At these 
locations, intersection conditions with East Link 
would be similar to or better than the No Build 
Alternative. Some intersection operations may 
improve through mitigation for the East Link Project. 
Additionally, many of the at-grade profiles that travel 
through intersections will be accommodated within an 
existing signal phase. Therefore, disturbances caused 
by signal pre-emption would be minimized, although 
slight delays could occur on the side-streets when light 
rail travels through the intersection. 

Rail Freight 
Within Segment A, no rail freight impacts are 
expected. Within segments B, C, and D, rail freight 

along the BNSF Railway is not anticipated to occur in 
the near-term future due to the I-405 expansion in 
August 2008 that removed a segment of rail line. There 
are no rail freight operations within Segment E.  

3.8.3.2 Impacts During Construction 
This section discusses activities that could occur 
during construction and the associated impacts on 
freight. Construction impacts on trucks could include 
changes in travel time, truck routes, or business access. 

Interstate 90 
In Segment A, the I-90 Two Way Transit and HOV 
Project would be completed before the construction of 
East Link on I-90 and Mercer Island drivers would be 
permitted in the HOV lanes to compensate for the 
closure of the reversible center roadway. Because of 
these changes to the I-90 operations, truck travel times 
during the East Link construction period for the AM 
and PM peak periods would be similar or less than the 
truck travel times compared to the No Build 
Alternative when only Stages 1 and 2 of the I-90 Two 
Way Transit and HOV Project are completed.  

Comparing the East Link construction period to the 
No Build Alternative when Stages 1 through 3 are 
completed of the I-90 Two Way Transit and HOV 
Project, truck travel times during East Link 
construction would be similar or improved in the 
reverse-peak directions (eastbound in the AM period 
and westbound in the PM period). In the westbound 
direction during the AM peak period, truck travel 
times slightly increase (by 3 minutes) as the vehicle 
capacity in this direction is reduced with the center 
roadway closure. In the eastbound PM peak direction, 
the truck travel times during East Link construction 
are improved as less lane changing would occur 
between I-5 and the Mount Baker Tunnel with the 
closure of the center roadway ramp. Overall, a similar 
number of trucks cross Lake Washington during East 
Link construction compared to the No Build 
Alternative. 

The majority of truck trips cross I-90 during nonpeak 
periods, when congestion is substantially reduced. As 
congestion is less during these periods, project 
construction is not expected to have an impact on 
travel times during these periods for the bulk of the 
truck traffic. 

The D2 Roadway would also be closed for light rail 
construction. This closure would not cause impacts to 
trucks as they are prohibited from using the D2 
Roadway. The I-90 westbound mainline would 
experience short-term partial nighttime closures for 
construction of the elevated structures for alternatives 
B2A, B2E, B3, and B7. The Bellevue Way Alternative 
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(B1) would not require these closures because it is at-
grade underneath the mainline roadway. I-90 ramps to 
and from Bellevue Way would experience short-term 
potential nighttime closures for construction of the 
elevated light rail structures. These closures are not 
expected to cause impacts on trucks because 
alternative routes are available and truck traffic using 
these ramps is low.  

Other Regional Freeways 
Elevated portions of the alternatives in Segment C 
over I-405 would likely result in each direction (not 
concurrently) of I-405 being closed at night, causing 
trucks to detour with potentially added delay. 
Likewise elevated portions of E1 and E4 that would 
cross over SR 520 near the Lake Sammamish Parkway 
interchange and the elevated portion of E1 that would 
cross SR 520 near the SR 202 interchange would result 
in each direction of SR 520 being closed at night, 
causing trucks to detour with potentially added delay. 

Arterials and Local Streets  
Construction of all Segment B alternatives except the 
BNSF Alternative (B7) would temporarily cause 
detours and lane closures on arterials and local streets, 
which would cause delays to truck traffic on Bellevue 
Way and 112th Avenue NE.  

Segment C alternatives that require cut-and-cover 
tunnel construction would result in the most truck 
impacts because this type of construction typically 
requires access restrictions in the vicinity of the 
construction until covers can be installed over the 
construction area. Construction for the Bellevue Way 
Tunnel Alternative (C1T) along Bellevue Way and NE 
6th Street, and the 106th NE Tunnel Alternative (C2T) 
along Main Street, 106th Avenue NE, and NE 6th 
Street would require the largest amount of cut-and-
cover tunnel construction.  

Along elevated routes in Segment C some impacts are 
anticipated as a result of lane closures and access 
restrictions needed for elevated structure construction. 
The at-grade portion of the Couplet Alternative (C4A) 
would have a shorter construction period, and truck 
impacts would likely be less than those for other 
sections and other alternatives. Conversion of 108th 
and 110th avenues NE to one-way couplets would 
require short-term traffic detours/lane closures that 
may affect trucks.  

In Segment D, loss of parking, construction traffic, and 
lane closures could affect trucks along portions of NE 
16th Street, 136th Place NE, NE 20th Street, 
152nd Avenue NE, and NE 24th Street. Each 
alternative within Segment D would cause temporary 
detours and lane closures, but for relatively short 

periods of time, except for the NE 20th Alternative 
(D3). Because D3 includes retained-cut construction in 
the median of NE 20th Street, construction could cause 
longer impacts on trucks than the other alternatives.  

In Segment E, the potential loss of lanes on Leary Way 
with Alternative E4 and 161st Avenue NE between 
Redmond Way and NE 85th Street with Alternative E2 
could have a slight impact on trucks.  

Even with potential roadway closures/detours and/or 
lane closures, the impacts of maintenance facilities on 
trucks are considered minimal because the 
construction activities that could potentially affect 
trucks are expected to be about 1 year or less.  

Rail Freight 
Rail freight would not be affected in any segment 
during construction because the only rail line near 
East Link construction—the BNSF Railway line in 
segments B, C, and D—has been closed for the near-
term future. 

3.8.4 Potential Mitigation 
The East Link Project is not expected to require 
mitigation during operation to improve freight 
mobility and access because truck routes would be 
maintained and mobility would be improved with the 
project.  

During East Link construction, adverse truck impacts 
would likely be associated with business deliveries on 
arterials and local streets near surface construction 
activities. The cut-and-cover tunnels and stations in 
Segment C would likely have the greatest impact on 
nearby businesses in terms of restricted access. To 
minimize or limit these impacts, Sound Transit would 
work specifically with affected businesses throughout 
construction to maintain access as much as possible to 
each business and coordinate with businesses during 
times of limited access. Sound Transit and WSDOT 
would coordinate with freight stakeholder groups 
during project development. Additional information 
on major truck generators and origin and destination 
patterns would be collected by Sound Transit and 
WSDOT in the general study area. 

During East Link construction associated with I-90, 
SR 520, or I-405, Sound Transit would provide 
construction information to WSDOT for use in the 
state’s freight notification system in a format required 
by WSDOT and compensate WSDOT for any direct 
costs associated with use of the freight notification 
system for East Link construction. 
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3.9 Navigable Waterways 

3.9.1 Affected Environment 
Lake Washington is the largest navigable waterway in 
the study area and Segment A. Navigability on Lake 
Washington is restricted to recreational users, and 
commercial activity is prohibited. However, the 
Muckleshoot Tribe, as part of the tribe’s Usual and 
Accustomed Treaty Rights, conducts a fishing event in 
July after consultation with the Washington 
Department of Fish and Wildlife (WDFW). Boaters can 
cross under I-90 at two locations on Lake Washington: 
the east side of the I-90 Floating Bridge between 
Seattle and Mercer Island, and at the East Channel 
Bridge between Mercer Island and Bellevue. 

Other water bodies located in the study area include 
smaller lakes, streams, and river bodies. These include 
Mercer Slough, Mercer Slough East Creek, East Lake 
Bellevue, Sturtevant Creek, Kelsey Creek, Goff Creek, 
Sears Creek, Bear Creek, and the Sammamish River. 
Mercer Slough and The Sammamish River are 
navigable to nonmotorized boating types; the other 
water bodies are not navigable. 

3.9.2 Environmental Impacts 
3.9.2.1 Operational Impacts 
Both with and without the East Link Project, the 
changes that would occur to the portion of I-90 that 
crosses Lake Washington would not affect navigability 
on Lake Washington.  

Impacts on navigability in Segment B are not 
anticipated with alternatives B1, B2A, B2E, and B3, 
because they are located outside the navigable 
waterways of the Mercer Slough Nature Park. The 
elevated profile of Alternative B7, adjacent to the I-90 
overpass, would cross Mercer Slough East; however, 
recreational navigability on the Mercer Slough under 
I-90 would not be blocked by this alternative.   

The project alternatives in Segments D and E are not 
expected to affect navigability of water bodies crossed 
by these alternatives because most these water bodies 
are not navigable. Alternatives crossing the 
Sammamish River would be elevated crossings, thus 
maintaining recreational navigability.  

3.9.2.2 Construction Impacts 
Some in-water work is anticipated to occur in Lake 
Washington along I-90, and there is a possibility of 
construction work from a barge. Neither of these 
activities would affect navigability of the lake. 

Over-water construction of the BNSF Alternative (B7) 
may result in short durations of restricting recreational 

boating inside Mercer Slough near and under the B7 
crossing. 

Similarly, the construction of the Redmond Way (E1), 
Marymoor (E2), and Leary Way (E4) alternatives may 
restrict nonmotorized boating on Sammamish River 
crossings. 

A tribal fishery event occurs in July, and if any barging 
of equipment or materials is required, Sound Transit 
would consult with the Muckleshoot Tribe to avoid 
conflict with a tribal fishing event. 

3.9.3 Potential Mitigation 
During the operation of East Link, no mitigation of 
navigable waterways would be required. 

Construction at the Mercer Slough (Alternative B7) 
and Sammamish River (all Segment E alternatives) 
crossings would remain consistent with Washington 
State Department of Ecology (Ecology) regulations 
and practices. Appropriate construction methods 
would be employed to maintain minimal impacts on 
navigability during construction.  




