
 

   

   

 

 

Chapter 1: Introduction to the Project 

Chapter 1: Introduction to the Project 

This chapter describes the purpose and history of the SR 520, I-5 to Medina: 
Bridge Replacement and HOV Project, including the progress made since the 
Draft EIS was published in 2006. It also summarizes the input of the public and 
many stakeholders over the last three years and the path forward to selecting a 
final configuration for the SR 520, I-5 to Medina project. 

1.1 Introduction 

The SR 520, Interstate 5 (I-5) to Medina: Bridge Replacement and High-
Occupancy Vehicle (HOV) Project (also referred to as the SR 520, I-5 to 
Medina project) is located at the western end of the SR 520 corridor 
(Exhibit 1-1). It begins at State Route (SR) 520’s interchange with I-5, the 
main north-south artery through Seattle, and ends at Evergreen Point Road 
in Medina, east of Lake Washington. The 5.2-mile-long project corridor 
currently includes an interchange at Montlake Boulevard and ramps 
connecting to Lake Washington Boulevard, both in Seattle. Prior to 2008, 
the project also included the portion of SR 520 from Evergreen Point Road 
to just east of I-405, which is now part of the independent SR 520, Medina 
to SR 202: Eastside Transit and HOV Project (also referred to as the SR 
520, Medina to SR 202 project). (See Section 1.13 for a discussion of the 
projects within the SR 520 Program.) 

SR 520 is a critical link connecting the major population and employment 
centers of the Puget Sound region on either side of Lake Washington. The 
floating span of the Evergreen Point Bridge, opened in 1963, now carries 
approximately 115,000 vehicles per day across the lake, providing east-west 
access for commuters, freight, transit, and general-purpose traffic. The 
aging bridge is vulnerable to failure in a severe windstorm; fixed bridges 
along the corridor do not meet current seismic standards and could collapse 
in an earthquake. In addition, the corridor currently carries nearly twice as 
many vehicles as it was originally designed for, resulting in extended 
congestion and impaired mobility. The uninterrupted movement of people 
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Chapter 1: Introduction to the Project 

and goods across SR 520 and the floating bridge is essential to the region’s 
economic vitality and quality of life. 

The proposed project would improve safety and mobility in the SR 520 
corridor by replacing the vulnerable bridges and adding HOV lanes to 
move people more efficiently in transit and carpools. It would ensure the 
continued availability of SR 520 as a key corridor for transportation and 
commerce. It is designated as a strategic project by the Puget Sound 
Regional Council and is included in WSDOT’s 2009-2012 Statewide 
Transportation Improvement Program. 

Why is this Supplemental Draft EIS being prepared? 

In August 2006, FHWA and WSDOT, the co-lead agencies for this project, 
published the Draft Environmental Impact Statement (EIS) for the SR 520 
Bridge Replacement and HOV Project. Since that time, a mediation group 
created by the Washington State Legislature has developed new design 
options for the 6-Lane Alternative in Seattle. FHWA and WSDOT agreed 
to evaluate the environmental effects of these new options. FHWA and 
WSDOT also decided to eliminate from further consideration the 4-Lane 
Alternative and the 6-Lane Alternative design options that were studied in 
the Draft EIS. This chapter provides more information on what has 
changed since the Draft EIS, how the new designs were developed, and 
why the 4-Lane Alternative and the Draft EIS 6-Lane Alternative design 
options were eliminated. 

According to the National Environmental Policy Act (NEPA), and similar 
requirements in the State Environmental Policy Act (SEPA), an agency 
must prepare a Supplemental Draft Environmental Impact Statement 
(SDEIS) when: 

�’� The agency makes substantial changes in the proposed action that are 
relevant to environmental concerns; or 

�’� There are significant new circumstances or information relevant to 
environmental concerns and bearing on the proposed action or its 
impacts. (40 Code of Federal Regulations [CFR], Section 1502.9(c)(1)) 

Preparing an SDEIS allows the new mediation design options, which are 
substantially different from those studied in the Draft EIS, to be evaluated 
fully before a decision is made. In addition, the SDEIS contains additional 
design detail and analysis—including additional information on 
construction effects, mitigation measures, and transit operations—that was 
requested in public and agency comments on the Draft EIS. Including this 
information in the SDEIS allows agencies, tribes, and the public to review 
and comment on it prior to a final decision.  
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Chapter 1: Introduction to the Project 

Why is this project unique? 

The 46-year-old Evergreen Point Bridge is fast becoming a victim of age 
and obsolescence. Despite the expansion of the Lake Washington 
Interstate 90 (I-90) bridge crossing to the south in 1989, the Evergreen 
Point Bridge and the adjoining stretches of SR 520 are choked with traffic 
for hours every weekday. Simply stated, more people want to use the 
highway than it can accommodate. Narrow shoulders and the lack of an 
HOV lane mean that a single breakdown can snarl traffic for hours, while 
buses and carpools creep along with general-purpose traffic in the resulting 
congestion. Meanwhile, strong winds and high waves threaten the integrity 
of the floating portion of the bridge and sometimes force its closure. In 
addition, the Portage Bay Bridge and both the west and east approaches to 
the Evergreen Point Bridge are supported by hollow columns that are 
especially vulnerable to damage in an earthquake. 

For these reasons, the SR 520, I-5 to Medina: Bridge Replacement and 
HOV Project is one of the region’s highest transportation priorities. Traffic 
safety and reliability need to be improved, and the vulnerable structures 
built in the 1960s must be replaced. Travel in the region must be made 
more efficient by providing better transit options in the SR 520 corridor. 
The neighborhoods and the region as a whole must be better served by the 
transportation infrastructure; at the same time, the built and natural 
environment must be protected as much as possible from the potential 
effects of a major transportation corridor. 

1.2 What is the project purpose? 

In 2000, the Trans-Lake Washington Study Committee developed the 
statement of purpose, which has guided the environmental review process 
since that time: 

The purpose of the project is to improve mobility for people and 
goods across Lake Washington within the SR 520 corridor from 
Seattle to Redmond in a manner that is safe, reliable, and cost-
effective, while avoiding, minimizing, and/or mitigating impacts on 
affected neighborhoods and the environment. 

The statement of purpose—part of a longer purpose and need statement 
also adopted in 2000—has helped the project team develop and evaluate 
alternatives for the EIS analysis by defining the objectives that the 
alternatives must meet. Although the project limits have changed since the 
original statement was adopted, the project’s purpose remains the same. 
The improvements within the project limits of the SR 520, I-5 to Medina 
project will improve the overall mobility for people and goods within the 
SR 520 corridor. Therefore, the traffic analysis evaluates operations and 

Project Purpose 

The purpose of the SR 520, I-5 to Medina: 
Bridge Replacement and HOV Project is to 
improve mobility for people and goods 
across Lake Washington within the SR 520 
corridor from Seattle to Redmond in a 
manner that is safe, reliable, and 
cost-effective, while avoiding, minimizing, 
and/or mitigating impacts on affected 
neighborhoods and the environment. 
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Chapter 1: Introduction to the Project 

travel times on SR 520 from I-5 in Seattle to SR 202 in Redmond to assess 
the project’s effects on mobility throughout the SR 520 corridor. 

1.3 Why is the project needed now? 

The Evergreen Point Bridge is a critical component of the Puget Sound 
region’s transportation infrastructure. It is one of only two connections 
across Lake Washington that link urban centers in Seattle and the Eastside. 
The SR 520, I-5 to Medina: Bridge Replacement and HOV Project 
addresses two key issues facing the SR 520 corridor: 1) bridge structures 
that are vulnerable to catastrophic failure; and 2) worsening traffic levels 
and congestion due to growth in jobs and housing over the last two 
decades. 

SR 520’s bridges are vulnerable to catastrophic 
failure. 

The Evergreen Point Bridge and its approaches are in danger of structural 
failure. Recent WSDOT studies have demonstrated that the floating span of 
the Evergreen Point Bridge is highly vulnerable to windstorms, while the 
Portage Bay Bridge and the east and west approaches to the Evergreen 
Point Bridge are vulnerable to earthquakes. In 1999, WSDOT estimated the 
remaining service life of the floating portion of the Evergreen Point Bridge 
to be 20 to 25 years, based on its structural condition and the likelihood of 
severe windstorms. Its life expectancy now is only 10 to 15 years. 

The span was originally designed for a sustained wind speed of 57.5 miles 
per hour (mph). In 1999, WSDOT rehabilitated the bridge to allow it to 
withstand sustained winds up to 77 mph. This still falls well short of the 
current design standard of 92 mph. Moreover, some bridge mechanisms 
have been damaged in recent storms. The floating pontoons currently float 
about 1 foot lower than originally designed, increasing the likelihood of 
waves breaking onto the bridge deck. Cracks in the structure leak water that 
WSDOT must pump out on a regular basis. The probability that the bridge 
will sustain serious structural damage over the next 15 years is extremely 
high. To bring the Evergreen Point Bridge up to current design standards 
and eliminate the risk of its catastrophic failure, the existing span must be 
completely replaced. Exhibit 1-2 shows the vulnerable sections of SR 520. 

The ever-present possibility of an earthquake in the Seattle area poses 
additional risks to other bridges in the SR 520 corridor. The columns of the 
Portage Bay Bridge and both the west and east approaches to the 
Evergreen Point Bridge are hollow and do not meet current seismic design 
standards. Hollow-core columns are difficult and costly to retrofit to today’s 
accepted seismic protection levels; WSDOT studies indicate that such 
retrofitting would cost nearly as much as building new structures, and 
would have similar environmental effects. WSDOT estimates that over the 
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Chapter 1: Introduction to the Project 

next 50 years, there is a 20 percent chance of serious damage to these 
structures in an earthquake. 

SR 520 is congested and unreliable, and does not 
encourage maximum transit and carpool use. 

A second key reason for implementing this project now is the severe traffic 
congestion in the SR 520 corridor, which was the reason for initiating the 
original Trans-Lake Washington Study in 1998. The traffic demand in both 
directions exceeds the highway’s capacity, creating several hours of 
congestion every weekday. The corridor was not built to handle as many 
vehicles as currently want to use it. All of these vehicles result in frequent 
breakdown of the traffic flow and long backups of vehicles traveling at very 
slow speeds. 
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Chapter 1: Introduction to the Project 

A number of factors have contributed to today’s traffic congestion on 
SR 520. One factor is the pattern of population growth and the changing 
location of jobs in the project area since the highway opened in 1963. The 
new crossing of Lake Washington made it much easier for people to live in 
Eastside communities and work in Seattle, increasing the number of 
westbound vehicles across the Evergreen Point Bridge in the morning and 
eastbound in the evening. Meanwhile, some of these Eastside communities 
began to develop their own commercial and employment centers, 
eventually leading to substantial growth of “reverse commute” traffic. 
Today, seven times more vehicles cross SR 520 each day than when the 
bridge first opened in 1963, and there is no longer a reverse commute: 
traffic during peak hours is nearly equal in each direction.  

Beyond the number of people and cars, another important factor causing 
today’s congestion is the design of the Evergreen Point Bridge. By today’s 
engineering standards, the bridge is too narrow. The narrow shoulders 
provide no room for vehicles to pull over after an accident or breakdown. 
Instead, disabled vehicles must stay in the through lane and block other 
traffic, immediately rendering a full lane of traffic unusable. This slows 
down traffic and impedes emergency vehicle response. In addition, the 
westbound HOV lane on the Eastside ends at the bridge. This creates 
congestion as westbound HOV traffic is forced to merge with 
general-purpose traffic. 

Together, growth and physical limitations will make the future traffic 
situation on SR 520 worse if the corridor is not improved. Under average 
evening peak-hour conditions today, a single-occupant vehicle traveling 
westbound takes approximately 32 minutes to travel SR 520 from SR 202 in 
Redmond to I-5 in Seattle—a distance of about 13 miles. By 2030, if the 
project is not built, this same trip will take 49 minutes. This makes it 
imperative that commuters be provided with travel choices that allow them 
to avoid driving alone, and that the proposed project be built to support 
increased use of transit and HOVs. 

Traffic congestion is more than an inconvenience for drivers. It also impairs 
the regional economy and the quality of our lives and communities. Delays 
increase business costs, discourage growth, and create disincentives for 
businesses to locate in the region. Congestion also generates pollutants 
from idling vehicles, which are much less efficient than vehicles operating at 
higher speeds. 

1.4 What would the project accomplish? 

The SR 520, I-5 to Medina: Bridge Replacement and HOV Project would 
improve safety and mobility in the SR 520 corridor by improving SR 520 
from I-5 to Evergreen Point Road.  
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Chapter 1: Introduction to the Project 

Under all design options, the project would include the following: 

�’� A new Evergreen Point Bridge, designed to current standards for wind 
and wave resistance 

�’� New Portage Bay and west and east approach bridges designed to 
current seismic standards 

�’� Four general-purpose lanes and two HOV lanes, providing increased 
mobility and reliability for transit and carpools as well as for general-
purpose vehicles 

�’� Wider shoulders and improved curves for greater safety and improved 
reliability 

�’� Landscaped lids over sections of the highway to reconnect 
neighborhoods 

�’� A regional bicycle/pedestrian path across Lake Washington with 
connections to existing bicycle and pedestrian facilities 

�’� Stormwater treatment to improve the quality of runoff from SR 520, 
which is currently not treated 

�’� Noise reduction features, which could include noise walls and/or 
quieter, rubberized asphalt pavement 

1.5 What would happen if the project were 
not built? 

If the project were not built, the section of SR 520 between I-5 and 
Evergreen Point Road would not be improved, and these critical needs 
would not be met: 

�’� The risk of bridge failure in a storm or earthquake would increase as 
the structures continued to age, with consequences ranging from severe 
traffic congestion to loss of life. As the floating bridge becomes more 
fragile, it would require more frequent closures to protect its 
components from damage. 

�’� Planned growth in the project area over time would cause continued 
growth in traffic volumes on SR 520, increasing congestion and raising 
the potential economic and social cost of traffic closures and/or bridge 
failures. 

�’� Transit vehicles and carpools would remain in congested 
general-purpose lanes, increasing travel time, reducing reliability, and 
discouraging commuters from choosing transit. 

�’� The facility’s narrow shoulders would continue to result in blocked 
lanes and long delays when accidents occur. 

�’� Without lids, SR 520 would continue to serve as a barrier between 
neighborhoods. 
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Chapter 1: Introduction to the Project 

�’� Pedestrians and bicyclists would remain limited to I-90 as a choice for 
crossing Lake Washington.  

�’� Stormwater discharging from SR 520 into Portage Bay and 
Lake Washington would remain untreated.  

1.6 Who has been involved in planning the 
environmental process? 

Who are the lead agencies? 

NEPA and SEPA require that one or more lead agencies take responsibility 
for the environmental review process. For this project, FHWA is the federal 
lead agency under NEPA, and WSDOT is the project proponent and the 
state lead agency under SEPA. FHWA is providing highway design 
guidance and environmental oversight. WSDOT is leading the highway 
design efforts and development of the EIS. The lead agencies also give 
close consideration to public comments on the project. 

Who are FHWA and WSDOT’s cooperating agencies for 
this project? 

Staff from the affected jurisdictions, representatives of state and federal 
natural resource agencies, and tribal nations provide advice and 
recommendations to the lead agencies about the scope and content of 
environmental analysis. These “cooperating agencies” are defined under 
NEPA as those that have a vested interest in a proposed project for which 
environmental documents are being prepared. Most cooperating agencies 
issue or contribute to permit decisions for a project, and will use FHWA’s 
and WSDOT’s EIS under NEPA or SEPA in support of these decisions. A 
list of cooperating agencies for the SR 520, I-5 to Medina: Bridge 
Replacement and HOV Project is shown in the box at right. 

WSDOT works with the cooperating agencies through a forum known as 
the Regulatory Agency Coordination process (RACp). All agencies with 
jurisdiction over the project are invited to attend, as are all tribes with 
fishing rights and/or cultural resource interests in the project area. While 
the RACp itself is primarily focused on sharing of information, smaller 
technical working groups (TWGs) meet more often to focus on topics of 
specialized interest, including in-water construction, mitigation, stormwater, 
parks, Endangered Species Act compliance, and the design of the bridge 
maintenance facility. In the TWGs, agency and tribal staff work closely with 
WSDOT to collaborate on methods for impact assessment and mitigation 
planning. WSDOT also meets quarterly with resource agency directors to 
keep them apprised of project status. 

Cooperating Agencies 

�„ Federal Transit Administration 

�„ National Marine Fisheries Service 

�„ National Park Service 

�„ U.S. Army Corps of Engineers 

�„ U.S. Coast Guard 

�„ U.S. Fish and Wildlife Service 

�„ Muckleshoot Indian Tribe 

�„ Snoqualmie Indian Tribe 

�„ Washington State Department of Ecology 

�„ Washington State Department of Fish and 
Wildlife 

�„ Washington State Department of Natural 
Resources 

�„ Washington State Recreation and 
Conservation Office 

�„ Sound Transit 

�„ Puget Sound Clean Air Agency 

�„ Puget Sound Regional Council 

�„ King County 

�„ City of Medina 

�„ City of Seattle 

SR 520, I-5 TO MEDINA: BRIDGE REPLACEMENT AND HOV PROJECT | SUPPLEMENTAL DRAFT EIS 1-8 



 

   

 

  

 
 

 

  
 

 

  

 

Chapter 1: Introduction to the Project 

How have FHWA and WSDOT consulted with Native 
American tribes? 

FHWA and WSDOT engage with affected tribal nations through 
government-to-government consultation and conduct outreach through 
correspondence, individual meetings, and resource agency meetings. The 
Muckleshoot Indian Tribe is the only tribe with usual and accustomed 
treaty fishing rights in Lake Washington and its tributaries; FHWA and 
WSDOT coordinate with the tribe on effects on fishing access and fish 
habitat. 

The Muckleshoot Indian Tribe and the Snoqualmie Indian Tribe are 
cooperating agencies under NEPA for the SR 520, I-5 to Medina project. In 
addition, in accordance with Section 106 of the National Historic 
Preservation Act, FHWA and WSDOT consult with the Muckleshoot 
Tribe, the Tulalip Tribes, the Suquamish Tribe, and the Confederated 
Tribes and Bands of the Yakama Nation. They also coordinate with the 
Duwamish Tribe, which is not federally recognized. FHWA and WSDOT 
will continue to coordinate with all of these tribal nations throughout 
project planning to identify important information on natural, cultural, and 
archaeological resources that may be encountered in the study area for these 
resources. The results of this coordination will be incorporated into the 
environmental and design process. 

1.7 How were the project alternatives and 
design options identified and evaluated? 

Planning for the SR 520 corridor began in 1998 with the work of the 
Trans-Lake Washington Study, initiated by the legislature to explore ways of 
improving mobility across and around Lake Washington. The discussion 
below summarizes how WSDOT, FHWA, and numerous stakeholders have 
worked through the years to develop and evaluate project alternatives. 
Exhibit 1-3 provides an overview of major events in the project’s 
development. 
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Chapter 1: Introduction to the Project 

What SR 520 corridor alternatives were evaluated in 
the Draft EIS? 

In the Trans-Lake Washington Study, a 47-member stakeholder group 
evaluated a broad range of potential modes and routes for crossing 
Lake Washington. The concepts the group considered included new project 
corridors (for example, a crossing from Sand Point to Kirkland); different 
crossing methods, such as tubes and tunnels; new travel modes, such as 
ferries or rail; and the management of travel demand through tolling or land 
use changes. These concepts were screened, and the most promising were 
combined into “solution sets,” which ultimately formed the basis for the 
alternatives evaluated in the Draft EIS. The study recommended that the 
following configurations of SR 520 be carried forward as build alternatives: 

�’� “Minimum Footprint” alternative (maintain existing four general-
purpose lanes with improved shoulders and bicycle/pedestrian access) 

�’� Add one HOV lane in each direction, for a total of six lanes 

�’� Add one HOV and one general-purpose lane in each direction, for a 
total of eight lanes 

The study also recommended that the 6-Lane and 8-Lane alternatives be 
evaluated with and without high-capacity transit (HCT) in the corridor 
because no regional decision had yet been made on whether SR 520 or I-90 
would be the initial corridor to carry HCT across the lake to the Eastside. 
(Since that time, Sound Transit has identified I-90 in its ST2 Plan as the 
initial corridor for light rail transit across Lake Washington.) 

In 2000, FHWA, WSDOT, Sound Transit, and the Federal Transit 
Administration (FTA) initiated the EIS for what was then called the 
Trans-Lake Washington Project. This included establishing a series of 
committees (Executive, Technical, and Advisory) to help provide project 
oversight and guidance. The committees collaborated with the project leads 
on the development of the project purpose and need statement (discussed 
previously) and two levels of screening criteria to be used in evaluating how 
well alternatives met the purpose and need. The initial alternatives 
recommended by the Trans-Lake Washington Project were then screened 
using these criteria. Through the screening process, the conclusion was 
reached that I-90, rather than SR 520, would be the initial east-west corridor 
for HCT. Based on this decision, FTA ceased participating as a co-lead 
agency in the SR 520 program.  

Between 2003 and 2005, the SR 520 team advanced conceptual design of 
the corridor alternatives and conducted transportation and environmental 
analysis for the Draft EIS. During this time, the 8-Lane Alternative was 
dropped from further evaluation because transportation analysis showed 
that the increased traffic flow on SR 520 would necessitate extensive 
improvements and major impacts to I-5 and the SR 520/I-405 interchange. 
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Chapter 1: Introduction to the Project 

Thus, only the 4-Lane and 6-Lane alternatives were studied in the Draft 
EIS. 

�’� The 4-Lane Alternative evaluated in the Draft EIS would replace the 
existing SR 520 corridor with two general-purpose lanes in each 
direction—the same as today—and would include wider lanes and 
shoulders to meet current highway standards. All of the vulnerable 
structures in the corridor would be replaced with new structures, but 
no HOV and transit capacity would be added. While the 4-Lane 
Alternative improved safety and reliability in the corridor, the Draft 
EIS traffic analysis showed that it did not meet the project purpose of 
improving the movement of people and goods across SR 520.  

�’� The 6-Lane Alternative evaluated in the Draft EIS included two 
general-purpose lanes and one inside HOV lane in each direction, along 
with wider lanes and shoulders to meet current highway standards. It 
would replace all of the corridor’s vulnerable structures and add new 
capacity for transit and carpooling. Unlike the 4-Lane Alternative, the 
6-Lane Alternative included lids across SR 520 designed to help reduce 
the effects of adding two new lanes to the corridor and to connect 
communities on either side of the highway. The Draft EIS analysis 
indicated that the 6-Lane Alternative would fully meet the project 
purpose, because in addition to improving safety and reliability by 
providing new bridges and wider lanes, it would increase mobility for 
people and goods by including continuous HOV lanes throughout the 
corridor. 

What were the Draft EIS 6-Lane design options? 

In 2005, after the 6-Lane Alternative had been developed and discussed 
with project stakeholders, neighborhoods adjacent to the highway 
expressed concern that the 6-Lane Alternative, as then configured, was too 
wide in the Montlake interchange area. Communities and transit agencies 
also expressed interest in developing better connections between SR 520 
and proposed regional transit facilities. In response, WSDOT worked with 
stakeholders to develop several additional “design options”—different 
configurations of the 6-Lane Alternative within the Montlake interchange 
area that would reduce the 6-Lane Alternative’s effects and/or enhance its 
benefits. The Draft EIS evaluated three 6-Lane Alternative design options 
in Seattle: 

�’� The Pacific Street Interchange option proposed to consolidate the 
existing Montlake and Lake Washington Boulevard interchanges into 
one new interchange, located east of the existing Montlake interchange. 
It also included a 4-lane bridge over Union Bay, terminating at the 
existing intersection of Montlake Boulevard East and Pacific Street. 
This option was designed to provide more reliable transit connections 

Alternatives and Design Options 

NEPA and SEPA require the evaluation of a 
range of reasonable alternatives to meet 
the project purpose and need. As described 
in this section, FHWA and WSDOT 
evaluated 4-Lane and 6-Lane alternatives 
(as well as No Build) for the SR 520 corridor 
in the Draft EIS. These alternatives were the 
culmination of several years of evaluation 
and screening. They represented different 
ways of achieving the project goals of safety 
and mobility in the corridor as a whole. 

The build alternatives evaluated in the Draft 
EIS were similar to today’s configuration, but 
wider. Concerns over the width of the Draft 
EIS 6-Lane Alternative in Montlake led to the 
development of new options for configuring 
the Montlake interchange, including how 
traffic would cross the Montlake Cut. These 
design options can be described as 
subsets or variations of the 6-Lane 
Alternative. 
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Chapter 1: Introduction to the Project 

to the Montlake multimodal center and the future Sound Transit Link 
light rail station near Husky Stadium. 

�’� The Second Montlake Bridge option proposed a second drawbridge 
across the Montlake Cut, parallel to the existing Montlake Bridge. Like 
the Pacific Interchange, it eliminated the Montlake freeway transit 
station, but provided more reliable connections to the Montlake 
multimodal center and the Link light rail station at Husky Stadium. 

�’� The No Montlake Freeway Transit Stop option proposed to 
eliminate this freeway transit station, independent of other design 
changes. This would require relocation of transit riders and services 
currently using the facility. 

The SR 520 Bridge Replacement and HOV Project Draft EIS, which evaluated 
the alternatives and options described above, was published in August 2006. 

What types of comments did FHWA and WSDOT 
receive on the Draft EIS? 

The Draft EIS comment period lasted from August 18 to October 31, 
2006. Interested parties commented on the Draft EIS online, by mail, by 
e-mail, and at two public hearings held in the project area in the fall of 
2006. In all, WSDOT received 1,734 comments from organizations and 
members of the public. The majority of these comments (over 1,000) came 
from zip codes within the city of Seattle. The SR 520 Draft Environmental 
Impact Statement Public Comment Report (WSDOT 2006b) provides additional 
detail on the number and nature of comments received. The following 
section summarizes comments received from members of the public; the 
subsequent section discusses comments by resource agencies and 
tribal nations. 

Public Comments 

The largest proportion of comments from the public expressed a 
preference for or against one or more of the 6-Lane Alternative design 
options. The Pacific Street Interchange option generated over 800 “for” 
and “against” comments, many more than any other design option. Other 
comments from the public focused on traffic, transportation systems, and 
transit; parks and recreation, particularly impacts related to the Arboretum; 
urban design and aesthetics; neighborhood impacts; and other topics such 
as tolling, noise, bicycle/pedestrian access, and wetlands. 

The most frequently mentioned topics were as follows: 

�’� Traffic . Many comments addressed concerns about increased traffic in 
local neighborhoods. Others stated opinions about which alternative or 
design option would do the best job of improving regional and/or local 
mobility.  
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�’� Transportation and transit. The public was concerned about transit 
and HOV reliability. Many commenters requested that the project 
include bus and carpool lanes, and some requested that the 
HOV/transit lane be relocated to the inside lane. Some commenters 
expressed a desire for light rail transit in the SR 520 corridor. 

�’� Parks and recreation. Many commenters identified protection of the 
Washington Park Arboretum as a key consideration in project decision-
making. Access, noise, ecosystems, and aesthetic effects were among 
the issues raised. WSDOT received over 40 letters from botanical 
gardens around the United States expressing concern about the project, 
particularly the impacts of the Pacific Street Interchange design option.  

�’� Urban design and visual quality. Community members commented 
on the aesthetic quality of SR 520 corridor features, including corridor 
walls and lids. 

�’� Agency coordination and public involvement. The public 
commented on the need for its own involvement in key project 
decisions. Some commented that construction should begin soon; 
others commented that WSDOT should consider other regional 
transportation projects, such as East Link light rail, in its plans for this 
project.  

�’� Funding and tolling. The project team received many comments that 
addressed potential tolling in the SR 520 corridor. Commenters 
requested that WSDOT consider solutions that would be of the 
greatest benefit to the region. They encouraged WSDOT to consider 
traffic effects of tollbooth locations (which are not being proposed for 
this project) and wrote in support of variable-rate tolling. Some who 
were opposed to tolling were concerned about adverse effects on 
middle- and low-income users. Other commenters expressed support 
for expanded use of tolling on facilities throughout the region. 

�’� Neighborhoods and communities. Commenters addressed property 
value and quality of life effects related to traffic, noise, tolling, and 
commuting. It was important to some members of the public that the 
project adhere to jurisdictional comprehensive plans for pedestrian and 
bicycle access. Possible mitigation measures were discussed, including 
reconnecting communities separated by SR 520. The community 
benefits of freeway transit stops were also described. 

�’� Noise. Community members expressed concern about the potential 
for increased noise in and near the SR 520 corridor during and after 
construction. They requested the construction of noise walls and/or 
the use of quieter pavement. Other suggestions included accomplishing 
noise reduction through roadway surface grading and overall traffic 
reduction by designating some lanes as transit-only. 

�’� Bicycle and pedestrian access. Community members were 
overwhelmingly supportive of including a regional bicycle/pedestrian 
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Chapter 1: Introduction to the Project 

path in the project design. Some, however, were concerned that 
increased bicycle traffic could detract from neighborhoods. 
Commenters addressed user safety and concerns about potential bicycle 
and pedestrian conflicts. 

�’� Wetlands. Commenters noted the importance of project area wetlands, 
particularly those in the Arboretum area and around Portage Bay, and 
affirmed that their preservation is a high priority. 

�’� Land use and economics. Some commenters noted potential effects 
of tolling on local economies. Some community members wanted to 
ensure that the project would be aligned with growth management 
objectives for the region. 

Comments from Agencies, Institutions, and Tribes 

Government agencies and institutions, jurisdictions, and tribes submitted 
36 comment letters during the Draft EIS comment period. More than half 
of the agency comments acknowledged the need to replace the SR 520 
facility because of deterioration and/or potential failure of the facility. 
Submissions by agencies and tribes primarily discussed the Draft EIS itself 
as well as the effects and mitigation measures necessary for all proposed 
alternatives.  

The following sections summarize some key issues identified in agency and 
tribal comments on the Draft EIS: 

�’� Environmental effects. Agencies and tribes discussed a variety of 
environmental effects, commonly addressing the need to avoid and/or 
minimize the adverse effects of all proposed alternatives and design 
options on parks, wetlands, fish and wildlife, ecosystems, air quality, 
and water resources. For example, the Washington State Department of 
Ecology (Ecology) expressed concern about potential impacts on 
Lake Washington wetlands, which are viewed as aquatic resources of 
great importance, and recommended additional effort to avoid or 
minimize effects on these areas. To address water quality, the National 
Marine Fisheries Service expressed support for the proposed use of 
high-efficiency sweeping as a stormwater management tool. Several 
comments stated that the Draft EIS and associated appendices did not 
adequately identify potential adverse impacts on streams and wetlands, 
buffers, and aquatic resources. Some agencies also expressed concern 
about noise related to the impacts on aquatic resources from pile-
driving and the potential changes to highway traffic noise levels that 
could affect the community. 

A number of agencies and the University of Washington expressed 
specific concerns about the Pacific Street Interchange design option, 
including statements that it had a higher potential for substantial effects 
than other choices and that it was the most environmentally damaging. 
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Chapter 1: Introduction to the Project 

These concerns were based primarily on the larger in-water footprint of 
this option compared to the other 6-Lane Alternative options and its 
effects on wetlands in the Arboretum, including on Marsh Island. 
Because the interchange would have required a substantial amount of 
land from the University of Washington’s south campus, the University 
stated in its comment letter that “the Pacific Street Interchange option 
appears to be the one that would have the greatest negative impacts on 
our mission.”  

�’� Mitigation . Several agencies requested more specific information 
about how temporary and permanent effects on transit users, cultural 
and historical resources, and the environment would be mitigated. 
Some agencies provided suggestions about how to address these topics 
and encouraged WSDOT to coordinate with other agencies to develop 
mitigation strategies. For example, King County Metro suggested a full 
range of transit, demand management, and passenger ferry options to 
mitigate for transit impacts during construction. Regulatory agencies 
suggested that WSDOT continue to collaborate with agencies to 
identify all potential aquatic impacts and develop a comprehensive 
mitigation plan.  

�’� Transportation systems and improved multimodal connectivity. 
Some agencies addressed transportation concerns that affected citizens 
and noted the need for HOV lanes, effective transfer systems, and 
coordination between various transportation modes, including bicycle 
and pedestrian access. One agency commented that the EIS should 
show how project elements connect to other existing or planned transit 
and transportation improvements in the corridor. Another agency 
suggested that WSDOT prioritize modes of transportation other than 
single-occupancy vehicles, including options for pedestrian and 
bicycle transportation. 

�’� Construction effects. Agencies and tribes discussed and requested 
more information about the effects that construction and the work 
bridges would have on traffic, air quality, noise, wetlands, and 
ecosystems. Transit agencies also expressed concern that closing the 
westbound HOV lane on the Eastside during construction would 
present a problem for transit reliability. Other agencies recommended 
that WSDOT work to reduce the length of construction to minimize 
adverse construction-related impacts. In general, agencies suggested 
that WSDOT provide additional information regarding the duration of 
specific construction elements; potential adverse impacts; and 
associated avoidance, minimization, and mitigation measures. 

Through engagement efforts since publication of the Draft EIS, agencies 
and tribes have also offered the following key input: 
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Chapter 1: Introduction to the Project 

�’� Consider environmental and permitting concerns when selecting 
a preferred design option. WSDOT created a link between permitting 
agencies and the Westside mediation process by providing updates and 
comment opportunities at RACp meetings. Permitting agencies 
emphasized that environmental concerns and regulations must be 
balanced against community preferences when analyzing new design 
options. This SDEIS evaluates natural-environment disciplines, such as 
ecosystems, side by side with built-environment disciplines, such as 
visual quality and aesthetics, to allow decision-makers to consider both 
environmental and community concerns. The SDEIS also incorporates 
new analysis of construction effects and mitigation measures that was 
requested by resource agencies in their Draft EIS comments and during 
subsequent coordination. 

�’� Continue to substantively collaborate with agencies and tribes. 
Agencies and tribes have helped FHWA and WSDOT frame analytical 
approaches and mitigation planning through the RACp and TWG 
forums, and have helped FHWA and WSDOT identify mutually 
agreeable approaches to analyzing several project elements. For 
example, TWGs have assisted in developing methodologies to assess 
in-water construction effects, mitigation planning, parks mitigation, and 
other elements of project design. 

Consistent with NEPA and SEPA, in the Final EIS, FHWA and WSDOT 
will respond to all comments received on both the Draft EIS and the 
SDEIS. 

What has happened since publication of the Draft EIS? 

In December 2006, in a report entitled A Path Forward to Action, �
Governor Christine Gregoire identified the 6-Lane Alternative as the state’s �
preference for the SR 520 corridor. Governor Gregoire stated:� 

I believe the needs of the regional transportation system will best be 
served by an alternative that replaces the four existing general-purpose 
lanes and adds two HOV lanes to strengthen regional transit services. 
The ongoing environmental review process provides support for this 
approach. 

However, the Governor noted the diversity of public opinions expressed in 
the Draft EIS and through public outreach efforts regarding the 
configuration and effects of the 6-Lane Alternative and its design options. 
She concluded:  

The impacted communities on the west end of the project need to 
determine what design from Union Bay and westward to I-5 will best 
serve the neighborhoods, the University of Washington, and parks and 
natural resources. City and community leaders and residents need to 
come together and develop a common vision on the best solution that 
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Chapter 1: Introduction to the Project 

fits the character and needs of the local communities. I have asked 
WSDOT to provide support when requested for such a process. 

In spring 2007, responding to the Governor’s request, the Washington State 
Legislature passed Engrossed Substitute Senate Bill (ESSB) 6099. The bill 
directed the Office of Financial Management to hire a mediator and 
appropriate planning staff to develop a 6-lane corridor design for the Seattle 
portion of the project area. Specifically, the bill directed the mediation 
group to prepare a project impact plan to address the impacts of the SR 520 
Bridge Replacement and HOV Project’s design on Seattle city 
neighborhoods and parks. The bill also directed that the project impact plan 
provide a comprehensive approach to mitigating the impacts of the project, 
including incorporating construction mitigation plans. It required that the 
plan be submitted to the Governor and legislature by December 2008. 

Legislative goals identified for ESSB 6099 included the following: 

�’� Minimize the total footprint and width of the bridge. 

�’� Minimize the project impact on surrounding neighborhoods. 

�’� Incorporate the recommendations of a health impact assessment.  

�’� Effectively prioritize travel time, speed, and reliability. 

�’� Provide six total lanes, with four general-purpose lanes and two HOV 
lanes. 

�’� Articulate in environmental documents the alignment of the selected 
design. 

Who participated in mediation? 

The mediation participants were identified through interviews with a broad 
range of stakeholder organizations, including those identified in the 
legislation and others who had been actively involved with the SR 520 
project during development of the Draft EIS. (See the text box on the next 
page for a list of organizations that were represented in the mediation 
group.) Over the course of 2008, the mediation participants developed and 
reviewed more than a dozen design options for the configuration of SR 520 
through Seattle.  

What were the design options developed through 
mediation? 

The mediation participants brainstormed design options that were aimed at 
meeting identified community interests. Nearly all focused on the area 
between the Portage Bay Bridge and the western end of the floating bridge. 
The design options (designated with letters from A through L) included the 
following:  

Health Impact Assessment and �
High-Capacity Transit Plan� 

In addition to establishing the mediation 
process, ESSB 6099 called for two studies to 
be done by other agencies with support from 
WSDOT: 

The SR 520 Health Impact Assessment: A 
Bridge to a Healthier Community (King 
County 2008b) was led by King County 
Public Health and the Puget Sound Clean Air 
Agency. The Health Impact Assessment, 
one of the first completed for a transportation 
project in the United States, examined how 
the project could affect various parameters 
of public health. The report noted that 
“choosing the right set of features for the 
SR 520 Project—regardless of which of the 
three plans under consideration is adopted— 
can contribute significantly to improving the 
health of people in communities adjacent to 
the corridor and the livability of their 
neighborhoods.” 

http://www.wsdot.wa.gov/NR/rdonlyres/EFD 
E4CC6-406F-48E4-BEFD-
EF50B2842625/0/SR520HealthImpactAsses 
sment.pdf 

The SR 520 High-Capacity Transit Plan 
(WSDOT 2008c), developed by WSDOT, 
Sound Transit, and King County Metro, 
outlines a strategy for meeting the demand 
for cross-Lake Washington travel with an 
incremental implementation of bus rapid 
transit service that connects employment, 
residential areas, and activity centers on 
both sides of Lake Washington. Bus rapid 
transit is more frequent, faster, and has 
higher capacity than regular bus service. The 
plan also includes the partner agencies’ 
vision for developing a multimodal center 
adjacent to the University of Washington 
(UW) campus, UW Medical Center, and the 
planned University Link light rail station to 
accommodate the high concentration of 
people attracted to this area. 

http://www.wsdot.wa.gov/NR/rdonlyres/D329 
E6C5-BF91-4EAC-8B95-
9D58A2B498F6/0/Final_HCTP.pdf 
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Chapter 1: Introduction to the Project 

A.� Redesign of the Montlake interchange options evaluated in the 
Draft EIS to address Seattle City Council resolution elements and 
Draft EIS comments. 

B.� Redesign of the Pacific Street Interchange design option evaluated in 
the Draft EIS to address Seattle City Council resolution elements and 
Draft EIS comments. 

C.� Evaluation of the following “full tunnel” options: 

�’� Tunnel from the floating bridge to I-5 with no access points in 
Seattle, with a separate 2-lane bus tunnel from the floating bridge 
to the light rail station, and with a vertical profile 50 feet below 
grade. Reconfigured I-5 to remove the weave—all 
entrances/exits would be on the right side. Reclaimed SR 520 
right-of-way would be used for a trail and park. 

�’� Tunnel from the floating bridge to I-5 with distributed access 
points. 

D.� Retrofit of the current 4-lane bridge with a separate 2-lane tunnel for 
transit to the light rail station (separate structure across the lake and 
then a tunnel from the floating bridge). 

E.� A car/bus tunnel to the University of Washington, with a submerged 
exit/entrance just west of the floating bridge under Union Bay that 
would surface at Pacific Street. 

F.� Second Montlake Cut bridge—design would emulate and reflect, but 
not copy, the historic bridge. 

G.� Tunnel and viaduct—tunnel from the floating bridge under the 
Washington Park Arboretum with a viaduct through Portage Bay. 

H.� Similar to the Draft EIS Pacific Street Interchange design option, 
with a refined single-point urban interchange (SPUI) northeast of the 
Washington Park Arboretum (interchange with two levels), and a 
bridge to Pacific Street and Lake Washington Boulevard. 

I.� Retrofit with revised alignment and tunnel to the north of the 
Washington Park Arboretum, with a “people mover” below ground 
from the transit station to the University of Washington and a second 
Montlake Cut bridge. 

J.� Interchange between the Montlake and Pacific Street Interchange 
options from the Draft EIS, with a short tunnel, a spur to 
Lake Washington Boulevard, an intersection under the main line, and 
no Washington Park Arboretum ramps. 

K.� Tunnel in Washington Park Arboretum and East Montlake 
interchange with a tunnel under the Montlake Cut to the 
Pacific Street and Montlake Boulevard East intersection. 

Organizations Represented in the� 
Mediation Group �

�„ WSDOT 
�„ Sound Transit 
�„ Office of the Governor (representing state 

agencies, including the Departments of 
Ecology, Fish and Wildlife, Archaeology 
and Historic Preservation, Natural 
Resources, and the Recreation and 
Conservation Office) 

�„ University of Washington 
�„ King County Metro Transit 
�„ Seattle Mayor’s Office 
�„ Seattle City Council 
�„ Seattle Design Commission 
�„ Arboretum Foundation/Arboretum and 

Botanical Garden Committee 
�„ Cascade Bicycle Club 
�„ Friends of Seattle’s Olmsted Parks 
�„ Transportation Choices Coalition 
�„ Boating Community 
�„ Seattle Chamber of Commerce 
�„ Bellevue Chamber of Commerce 
�„ Freight Advisory Committee 
�„ Montlake Community Council 
�„ Madison Park Community Council 
�„ Roanoke/Portage Bay Community Council 
�„ Laurelhurst Community Council 
�„ University District Community Council 
�„ North Capitol Hill Community Council 
�„ Eastlake Community Council 
�„ Ravenna Bryant Community Council 
�„ City of Yarrow Point 
�„ City of Medina 
�„ City of Clyde Hill 
�„ City of Hunts Point 
�„ City of Bellevue 
�„ City of Kirkland 
�„ FHWA 
�„ National Marine Fisheries Service (also 

representing U.S. Fish and Wildlife 
Service and tribal fishing interests) 

�„ U.S. Coast Guard 
�„ Washington State Legislature (one seat 

available to any legislator who wished to 
attend a mediation session) 
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Chapter 1: Introduction to the Project 

L.� Interchange east of Montlake Boulevard East (similar location as in 
Option K above), with a bridge across the east end of the Montlake 
Cut instead of a tunnel. 

How were the mediation options evaluated, and what 
were the conclusions? 

Mediation participants evaluated and refined design options at monthly 
meetings that were held from November 2007 through February 2008. The 
meetings included presentations from WSDOT, independent experts, and 
the mediation participants. More information on how the mediation 
options were evaluated can be found in the Final Project Impact Plan 
(Washington State Office of Financial Management 2008) and the Agency 
Coordination and Public Involvement Discipline Report (Attachment 7).  

In February 2008, mediation members agreed to focus on Options A, K, 
and L with various suboptions for each. Subsequent meetings of the 
mediation group focused on refining these options to more closely meet the 
goals of mediation participants. The mediation design options ultimately 
agreed upon by the group are described in the Final Project Impact Plan 
and defined more fully in Chapter 2. As noted above, WSDOT agreed to 
evaluate these design options in an SDEIS. 

As required by NEPA and SEPA, this SDEIS objectively analyzes and 
discloses the effects of the project with each of the design options now 
being considered. WSDOT has continued to work with resource and 
permitting agencies and tribes to share information on the design options 
and to ensure that the analysis reflects the regulatory and treaty 
requirements with which the project must comply. The SDEIS reflects the 
results of this coordination and provides information on how the design 
options perform with regard to mobility, safety, and environmental effects. 

ESHB 2211 and the SR 520 Legislative Workgroup 

In May 2009, Governor Gregoire signed Engrossed Substitute House Bill 
(ESHB) 2211, which authorized tolling on the Evergreen Point Bridge 
beginning in 2010 and set the budget for the SR 520 Program at 
$4.65 billion. The bill also established a legislative workgroup on SR 520, 
which was charged with the following responsibilities: 

�’� Recommend design options that provide for a full SR 520 corridor 
project that meets the needs of the region's transportation system, 
while providing appropriate mitigation for neighborhoods and 
communities in the area directly affected by the project. The group was 
also tasked with identifying projects in the corridor for which WSDOT 
would apply for federal stimulus funds under the American Recovery 
and Reinvestment Act of 2009.  

What happened to Options B 
through J? 

Even though mediation was not a formal 
NEPA scoping process, FHWA and WSDOT 
must ensure that reasonable options that 
meet the purpose and need are considered. 
The options not carried forward into the 
SDEIS fell into one or more of three 
categories: 

�„ Specifically eliminated during mediation 
(Options D and I; retrofit approaches were 
also screened out in the Trans-Lake 
Project) 

�„ Screened out by FHWA and WSDOT 
during previous alternatives analyses 
under NEPA (B, C, D, E, H, I) 

�„ Incorporated into or evolved into other 
options (F, G, J) 

For these reasons, WSDOT did not further 
consider any of the mediation design options 
other than A, K, and L. 
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Chapter 1: Introduction to the Project 

�’� Review and recommend a financing strategy, in conjunction with 
WSDOT, to fund the projects in the SR 520 corridor that reflects the 
recommended design options. 

�’� Present a final report with recommendations on financing and design 
options to the legislature and the Governor by January 1, 2010.  

�’� Form a subgroup to conduct a detailed review of design options 
between I-5 and the west end of the floating bridge, consult with 
affected neighborhood and community groups, and make 
recommendations. 

The legislative workgroup met in July, September, November, and 
December 2009. These meetings were augmented by three meetings of the 
Westside subgroup (one meeting each in September, October, and 
November) and two working sessions of the full workgroup in October and 
November. The group received extensive input from mediation participants 
about ideas for modifying the design options to reduce cost and/or to 
better achieve project objectives. WSDOT assisted with layout of the new 
concepts and provided information to support the work of an expert review 
panel, which validated WSDOT’s budget and schedule estimates. The 
workgroup also solicited advice from resource agencies, local jurisdictions, 
the Seattle Parks Department, the Coast Guard, and other stakeholders. 
State budget officials and financing specialists identified potential funding 
sources and scenarios for the project. 

New ideas proposed to the workgroup by the mediation participants 
include the following: 

�’� Option A+, which would add Lake Washington Boulevard ramps and 
an eastbound HOV direct-access ramp to Option A to increase 
mobility, as well as a constant-slope profile for the west approach to 
improve stormwater drainage and treatment. These proposed changes 
are all evaluated as suboptions in this SDEIS (see Section 1.9 for more 
information). 

�’� Option M, which would eliminate the Option K SPUI and replace the 
excavated tunnel with an immersed-tube tunnel that would be built by 
excavating across the Montlake Cut rather than tunneling below it. 

On November 17, 2009, the workgroup made a draft recommendation to 
forward Option A+ to the legislature and the Governor as its preferred 
design option for the 6-Lane Alternative. In support of its 
recommendation, the group cited the following considerations: 

�’� It meets the purpose and need of the project and complies with 
statutory requirements to implement a six-lane bridge replacement 
project [per ESSB 6099 and ESHB 2211]. 

�’� It meets the transportation needs of the corridor with the least impact 
to the surrounding environment. 
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Chapter 1: Introduction to the Project 

�’� It can be constructed within the $4.65 billion financial threshold. 

�’� The impacts are covered within the current Supplemental Draft 
Environmental Impact Statement. 

�’� It meets the needs of transit providers within the SR 520 corridor and 
on local surface streets. 

�’� It has broad-based support from local communities, including the 
University District Community Council, Ravenna Bryant, and Friends 
of Olmsted Park, and from regional organizations including the 
University of Washington, Seattle Chamber of Commerce, King 
County Metro, and the Eastside Transportation Partnership. 

The workgroup’s recommendations were presented to the Seattle City 
Council on November 24, 2009, and to the public in a town hall meeting 
that same evening. Both meetings provided opportunities to comment on 
the options and the workgroup’s decision process. At each meeting, people 
expressed support for a variety of choices, including Option M, Option A+ 
with and without the Lake Washington Boulevard ramps, a transit-
optimized 4-Lane Alternative, and retrofitting the seismically vulnerable 
bridges to allow more time to develop a long-term solution. A number of 
commenters expressed the general sentiment that no matter what solution 
was chosen, it should be implemented quickly to provide jobs, enhance 
mobility, and reduce the risk of catastrophic failure. 

On December 8, 2009, the workgroup voted 9-3 to present its draft 
recommendations report to the full legislature. The report reiterated the 
recommendation of Option A+ for the 6-Lane Alternative, and included a 
minority report by the three workgroup members who opposed the 
recommendation. The workgroup’s final report was presented to the 
legislature in early January 2010. 

How will the results of mediation and the legislative 
workgroup be integrated with the environmental 
process? 

This SDEIS provides information on the environmental effects of the 
6-Lane Alternative with each of the three design options in order to 
support the selection of a preferred alternative under NEPA and SEPA. 
Although the mediation participants, the legislative workgroup, and other 
political bodies can provide recommendations, it remains FHWA’s 
responsibility under NEPA, and WSDOT’s under SEPA, to select the final 
preferred alternative and to ensure that the environmental review process 
has evaluated a reasonable range of alternatives. The preferred alternative 
selection will occur after public comment on the SDEIS and after the 
workgroup’s final report has been released.  

When the workgroup's deliberations began, WSDOT was already well 
underway in its NEPA evaluation of Options A, K, and L. The 

What did the legislative workgroup 
recommend? 

The workgroup recommended Option A+, 
which includes the following features 
(described in more detail later in this chapter 
and in Chapter 2): 

Included in Option A: 

�„ Four general-purpose lanes and two HOV 
lanes from I-5 to Evergreen Point Road 

�„ An improved interchange in the location of 
the existing Montlake interchange 

�„ A new drawbridge across the Montlake 
Cut, next to the existing Montlake 
drawbridge 

�„ Six through lanes plus an auxiliary lane on 
Portage Bay Bridge 

�„ New lids at I-5, 10th Avenue and Delmar 
Drive, and Montlake Boulevard 

�„ Noise reduction measures, including walls 
and/or quieter pavement 

�„ Stormwater treatment throughout the 
corridor 

Included in Option A+ and evaluated as 
suboptions to Option A in the SDEIS: 

�„ New ramps (replacing the existing ramps) 
for access to and from Lake Washington 
Boulevard  

�„ An HOV direct-access ramp from 
southbound Montlake Boulevard to 
eastbound SR 520  

�„ A constant-slope profile, rising at a steady 
grade from the Montlake shoreline to the 
western highrise 
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Chapter 1: Introduction to the Project 

recommended option, A+, is evaluated in this SDEIS as Option A with all 
three of its proposed suboptions (see discussion of suboptions later in this 
chapter). Therefore, Option A+ would not require additional evaluation to 
become part of the NEPA preferred alternative. Option M is similar to 
Option K; however, the proposed method of tunnel construction has 
substantially different impacts than those described in the SDEIS, and 
would require additional environmental evaluation—likely in the form of 
another SDEIS—if further study of it were pursued. 

1.8 What alternatives and design options 
from the Draft EIS have been eliminated from 
further study? 

The 4-Lane Alternative was identified in the Draft EIS as not fully meeting 
the project purpose and need. While it would improve safety by replacing 
vulnerable structures and widening lanes and shoulders, it would not meet 
the project purpose of improving mobility in the SR 520 corridor. 
Additional modeling using the updated traffic model for the SDEIS 
confirms that the 4-Lane Alternative would provide substantially lower 
mobility benefits than the 6-Lane Alternative for both general-purpose 
traffic and transit. Therefore, the 4-Lane Alternative has been eliminated 
from further study. 

The 6-Lane Alternative design options evaluated in the Draft EIS have also 
been eliminated from consideration. As discussed above, public comments 
on the Draft EIS expressed strong opinions either for or against specific 
design options. A plurality of the comments expressed strong support of 
the Pacific Street Interchange option; however, comments from members 
of the public, environmental resource agencies and the University of 
Washington reflected serious concerns about the impacts of this option. 
Findings by the Seattle City Council indicated that the 6-Lane Alternative 
and design options, as described in the Draft EIS, were too wide through 
the corridor and that mitigation for their construction effects needed to be 
further defined. The level of controversy and concern generated by the 
Draft EIS design options was a key factor leading to the establishment of 
the mediation process. Consequently, the design options resulting from 
mediation are now the only ones under consideration. The 6-Lane 
Alternative studied in the SDEIS has also been narrowed throughout the 
corridor to reduce its overall footprint. 

As noted earlier, the Trans-Lake Washington Project also evaluated an 
8-Lane Alternative, which was one of the original alternatives 
recommended by the Trans-Lake Study Committee. Various studies 
indicated that this alternative would not perform effectively due to existing 
bottlenecks at I-5 and I-405. On the basis of these findings, the 8-Lane 
Alternative was eliminated from further study prior to the Draft EIS. 
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Chapter 1: Introduction to the Project 

1.9 What are the choices evaluated in this 
SDEIS? 

This section provides summary-level information on the alternatives and 
design options evaluated in this SDEIS. Chapter 2 provides detailed 
descriptions of project design features by geographic area, and Chapter 3 
describes how the project would be constructed. 

What is the No Build Alternative? 

The No Build Alternative assumes that, other than normal maintenance and 
repair activities, the SR 520 corridor between I-5 and Evergreen Point Road 
would remain exactly the same as it is today. SR 520 would continue to 
operate as a 4-lane highway with nonstandard shoulders and without a 
bicycle/pedestrian path (Exhibit 1-4). No new facilities would be added and 
none would be removed, including the unused R.H. Thomson Expressway 
ramps near the Washington Park Arboretum. Stormwater runoff from the 
existing roadway surface would continue to discharge to surface waters 
without treatment. WSDOT would continue to manage traffic using its 
existing transportation demand management and intelligent transportation 
system strategies. 

The remaining design life of the Evergreen Point Bridge is currently 
estimated at just 10 to 15 years, and a severe storm could cause it to fail 
even sooner. The Portage Bay and west approach bridges are also 
vulnerable to collapse in a severe earthquake. For these reasons, the 
No Build Alternative is inconsistent with WSDOT’s standards for safety 
and reliability. Given the vulnerabilities of the existing SR 520 bridges, the 
No Build Alternative is not a likely scenario; however, it provides a set of 
baseline conditions to which the expected effects of the 6-Lane Alternative 
and options can be compared.  

What is the 6-Lane Alternative? 

The 6-Lane Alternative would widen the SR 520 corridor to six lanes 
(Exhibit 1-5) from I-5 in Seattle to Evergreen Point Road in Medina. It 
would replace the vulnerable Evergreen Point Bridge, Portage Bay Bridge, 
and west approach with new structures. The 6-Lane Alternative would 
complete the regional HOV lane system across SR 520, as called for in 
regional and local transportation plans. 

Exhibit 1-6 shows the project limits and identifies the portions of the 
project within three geographic study areas: Seattle, Lake Washington, and 
the Eastside. Within these limits, SR 520 would be six lanes (two 11-foot-
wide outer general-purpose lanes and one 12-foot-wide inside HOV lane in 
each direction), with 4-foot-wide inside shoulders and 10-foot-wide outside 
shoulders (Exhibit 1-5). The cross-section of the 6-Lane Alternative is 

New since the Draft EIS: 

�„ Roadway width is narrower (115 feet 
versus 133 feet for typical cross-section) 

�„ Portage Bay Bridge is a maximum of 
6 lanes plus an auxiliary lane (compared 
to up to 9 lanes wide in Draft EIS) 

�„ Additional lids are included at I-5, 
Montlake Boulevard and NE Pacific Street 
(Options K and L only), and Foster Island 
(Option K only) 

�„ Montlake freeway transit stop is removed 
to reduce highway width, with 
accompanying changes to local bus 
service 

�„ Noise reduction measures may include 
walls and/or quieter pavement 

�„ Stormwater treatment measures are 
better defined 

�„ New design options (defined in next 
section) 
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Chapter 1: Introduction to the Project 

narrower than that in the Draft EIS, in response to concerns from the 
public and agencies about its overall width. 

The 6-Lane Alternative also includes:  

�’ Landscaped lids over the highway 

�’ A regional bicycle and pedestrian path 

�’ Noise reduction measures 

�’ Stormwater treatment facilities 

�’ Automated tolling on SR 520 �

The 6-Lane Alternative includes lids in up to five locations:� 
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