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ACRONYMS AND ABBREVIATIONS

The following are acronyms and abbreviations used in this report.

AASHTO American Association of State Highway and Transportation Officials

ADA  Americans with Disabilities Act

Astronics Astronics Corporation

BNSF  Burlington Northern Santa Fe

BRT  bus rapid transit

CIP  Capital Improvement Plan

ERC  Eastside Rail Corridor

Gene Coulon Park Gene Coulon Memorial Beach Park

HOV High-occupancy vehicle

I-405 Interstate 405

I-90 Interstate 90

MP milepost

OMSF  Operations and Maintenance Satellite Facility

PRO Plan Woodinville Parks, Recreation, and Open Space Plan

PROWAG Public Right-of-Way Accessibility Guidelines

RAC  Regional Advisory Council

SLS&E  Seattle, Lake Shore, and Eastern Railway

Sound Transit Central Puget Sound Regional Transit Authority

SPU  Seattle Public Utilities

SR State Route

SR 202  State Route 202

SR 520  State Route 520

SR 900  State Route 900

TMP  Transportation Master Plan

WSDOT Washington State Department of Transportation
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1.1 OVERVIEW

The purpose of the connection feasibility 

report is to identify alternatives for and 

evaluate feasibility of linking a future 

Eastside Rail Corridor Regional Trail to 

planned and existing regional trails.    

In 1891, the Great Northern Railway 

completed a line of heavy railroad track 

running between the cities of Renton 

and Snohomish, Washington.  This 42-

mile historic rail line, now known as the 

Eastside Rail Corridor (ERC), provided the 

primary north-south freight and passenger 

rail route on the east side of Lake 

Washington for over 100 years.  In 2003, 

the Burlington Northern Sante Fe Railway 

(BNSF), the subsequent owner of the line, 

announced its intention to sell the line as a 

result of declining rail traffic.  By 2008, the 

last major rail use of the line had ceased, 

the right-of-way was sold to the Port of 

Seattle, and the process of railbanking 

had commenced for the portions of the 

corridor from Renton to Woodinville and 

Redmond to Woodinville.

As with many thousands of miles of other 

unused historic railway corridors across 

the country that have been railbanked 

under the National Trails System Act 

(Rails to Trails), the ERC now provides 

an exceptional opportunity to establish 

a major new regional trail spine on the 

east side of Lake Washington. The unique 

characteristics of an historic freight rail 

line—nearly level grades, continuous 

linear right-of-way, established bridges 

and tunnels across topographical and 

man made barriers—make the ERC an 

ideal candidate to provide an invaluable 

regional public trail where none exists 

today.  Additionally, the ERC provides 

an unequalled opportunity to connect a 

tremendous number of existing public 

trails throughout the eastside communities, 

establishing for the first time a continuous 

network of public nonmotorized 

transportation facilities on the east 

side of Lake Washington.  This potential 

continuous network stands to serve an 

aggregate population of over 350,000 

citizens just within the eastside alone, and 

well over 1,000,000 when considering 

users who could access the ERC from 

the two major connections to the City of 

Seattle.  In the future, a trail in the active 

rail corridor to the north could connect to 

the Centennial Trail in Snohomish County.

In order to realize this potential, King 

County, along with other local agencies, 

has purchased the rights to build a trail 

on the ERC, and has initiated the planning 

process to make the ERC an integral part 

of its regional trail system.  The 2004 King 

County Department of Natural Resources 

and Parks Regional Trail Inventory and 

Implementation Guidelines (Regional Trail 

System) provides the vision for regional 

trails in King County:

“To connect the communities within the 

county, major recreation destinations, 

and urban centers with a system of 

trails for recreation and non-motorized 

transportation that provides for 

the widest range of non-motorized 

travel modes and meets accessibility 

guidelines to the greatest extent 

possible.”
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Understanding that envisioned a regional 

approach to preserve the corridor for 

multiple uses. To begin that regional effort, 

the Port of Seattle acquired ownership 

of the corridor between Renton and 

Snohomish. The group of regional partners 

railbanked1 the southern portion of both 

the ERC Main Line and Redmond Spur. The 

northern portion, between Woodinville 

and Snohomish, remained an active 

freight area and was not railbanked. 

In accordance with provisions of the 

railbanking agreement, King County 

became the Interim Trail Sponsor of the 

railbanked portion and also purchased a 

multipurpose easement from the Port of 

Seattle to develop a trail in the railbanked 

area. The Port then sold its ownership in 

the corridor to others:

• The City of Redmond purchased fee 

simple ownership in the Redmond 

Spur, from downtown Redmond north to 

the municipal limits at NE 124th Street, 

and completed a master plan for its 

ownership area. This feasibility report 

refers to this area as the Redmond 

Central Connector.  

• The City of Kirkland purchased fee 

simple ownership in the ERC Main 

Line within its municipal limits and 

completed a master plan for its 

ownership area. The city’s master plan 

and this feasibility report refer to this 

area as the Cross Kirkland Corridor.

Working within that vision, King County 

would like the ERC Regional Trail Master 

Plan Project to:

1. Envision a comprehensive and 

connected regional trail system.

2. Create the regional trail in the form 

of a separated shared use path where 

possible.

3. Create a regional trail that honors and 

is supported by existing municipal and 

regional plans. 

1.2 BACKGROUND AND 
STAKEHOLDER INTERESTS

The ERC refers to the Woodinville 

Subdivision rail corridor once owned 

by BNSF. The ERC extends from Renton 

(milepost [MP] 5) north to Snohomish 

(MP 38.25), plus a spur that extends from 

Woodinville south to Redmond. This 

feasibility report refers to the corridor 

from Renton to Snohomish as the ERC Main 

Line, and from Redmond to Woodinville 

as the Redmond Spur. Segments of both 

the ERC Main Line and the Redmond 

Spur have more specific names based on 

ownership interests, which are described 

below. Figure 1.1 shows a map of the ERC 

Main Line and the Redmond Spur.

In 2003, BNSF announced its intention 

to divest itself of this rail corridor. In 

response, in 2009, a group of regional 

partners, including King County and the 

Port of Seattle, signed a Memorandum of 

1  Railbanking is the legal process of preserving inactive railroad right-of-way for potential rail re-use 

in the future. The railbanking process was established in 1983 as part of the National Trails System 

Act. Railbanking allows a railroad right-of-way to be preserved in whole, assuring that the “banked” 

property could function as rail right-of-way at some time in the future, should demand for rail use on 

the corridor return.
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Figure 1.1 –Planned Eastside Rail Corridor Trails 



INTRODUCTION     1-5

• The Central Puget Sound Regional 

Transit Authority (Sound Transit) 

purchased fee simple ownership of a 

mile of the corridor in Bellevue. This 

ownership area coincides with the 

planned location of Sound Transit’s 

East Link Light Rail Extension, East 

Link Wilburton Station, and the 

Operations and Maintenance Satellite 

Facility (OMSF). This feasibility report 

refers to this area as the Sound Transit 

Ownership Area.

• King County purchased fee simple 

ownership of the remaining 15.6 miles 

of the railbanked ERC. King County 

also purchased a trail easement from 

the Port of Seattle for an additional 3.9 

miles from Woodinville north to the 

Brightwater Treatment Plant in the non-

railbanked, active freight area of the 

ERC, a portion of which is in Snohomish 

County.

• The City of Woodinville Council is 

purchasing fee simple ownership of the 

ERC within its limits. These feasibility 

studies refer to this area as ERC Main 

Line – Woodinville.

• In the future, Snohomish County 

intends to purchase fee simple 

ownership of the ERC from the 

Woodinville municipal limits to 

Snohomish. These feasibility studies 

refer to this area as ERC Main Line – 

Snohomish County.

In addition to the fee simple ownership, 

the corridor contains a number of 

easements. Puget Sound Energy 

purchased a utility easement along the 

entire corridor except within the Redmond 

Central Connector. Sound Transit 

also purchased high-capacity transit 

easements in the railbanked area owned 

by King County, Kirkland, and Redmond. 

As previously noted, King County owns a 

multi-purpose easement for a trail in the 

ERC areas owned by Kirkland and Sound 

Transit. 

The five owners of the railbanked portion 

of the ERC (King County, Sound Transit, 

City of Redmond, City of Kirkland, and 

Puget Sound Energy have been planning 

collaboratively around a shared, multi-

use vision for the corridor through a 

Regional Advisory Council (RAC).  The 

RAC met throughout 2013, and toward the 

end of that year published their findings 

in their report, Creating Connections – 

Recommendations on the Eastside Rail 

Corridor from the Regional Advisory 

Council (Regional Advisor Council 2013).  

The ERC Regional Trail Master Plan will be 

developed within the framework set forth 

in the Creating Connections Report and 

according to the shared, multi-use vision 

for the corridor.

The RAC final report can be found at:

http://www.kingcounty.gov/operations/

erc-advisory-council/reports.aspx

This report also provides more details 

about the trail ownerships.

1.3 FEASIBILITY REPORT 
OBJECTIVES

The objectives of the connection feasibility 

report are to (1) identify alternatives for 

linking a future ERC Regional Trail to 

planned and existing regional trails;  

(2) examine the feasibility and technical 
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Photo 1.1 - The Sammamish River Trail, one of 
King County’s most popular regional trails.

challenges of these alternatives  

(i.e., opportunities and constraints); and 

(3)  identify preliminary alternatives for 

addressing those challenges. This report 

also addresses gaps and crossings in the 

ERC, and considers options, opportunities, 

constraints, and alternatives, where 

appropriate.  

A regional trail is a shared use path that 

serves as a component of an extensive 

network of non-motorized routes 

connecting all parts of King County. A 

regional trail accommodates a wider 

variety and higher volumes of trail users 

than local trails typically would. Regional 

trail design aims to safely accommodate 

non-motorized activities including 

walking, jogging, bicycling, rollerblading, 

skateboarding, and other uses (Photo 1.1). 

Many regional trails, although not all, also 

accommodate equestrian use.

Connections linking a future ERC 

Regional Trail to planned and existing 

regional trails should be high-quality, 

physically separated trails that meet 

American Association of State Highway 

Transportation Officials (AASHTO), King 

County, and Washington State Department 

of Transportation (WSDOT) design 

guidelines.  Accordingly, where possible, 

the connections will be developed with 

limited grades, smooth trail surfaces, and 

wide, paved surfaces to accommodate 

different users and reduce user conflicts. 

King County recognizes, however, that in 

some cases the trail may need to be built 

in a phased approach and that interim 

conditions may dictate that the trail be 

located upon on-street facilities.

This feasibility report lays a solid 

foundation for subsequent design 

alternatives development and public 

process.

This report presents seven separate 

feasibility studies (Chapters 2 through 8, 

shown in Figure 1.2):

Chapter 2:   Lake to Sound/Cedar 

River Trail Connection 

Feasibility Study

Chapter 3: Mountains to Sound/I-90 

Trail Connection 

Feasibility Study

Chapter 4: I-405 Crossing, Wilburton  

Trestle, and Lake to 

Lake Trail Connection 

Feasibility Study

Chapter 5: North Wilburton, Hospital 

District & Bel-Red Area 

Feasibility Study

Chapter 6: SR 520 Trail Connection 

Feasibility Study

Chapter 7: Redmond Spur 

Connection Feasibility 

Study
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Figure 1.2 – Feasibility Study Areas
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Photograph 1.2- The Project Team Evaluating Alternatives

Chapter 8: Sammamish River and Tolt 

Pipeline Trails Connection 

Feasibility Study

Because most of the connections 

considered occur within incorporated 

areas, collaboration with the local 

jurisdictions plays an essential role in 

each feasibility study contained within 

this feasibility report.  The sections below 

present additional information intended to 

aid reader understanding of the individual 

studies.

1.4  PLANNING PROCESS

For each feasibility study, the project team 

completed the following steps: 

• Review of Current Plans and Projects—

The project team researched and 

documented background and 

contextual information, including an 

overview of existing and planned trails 

relevant to the evaluation. This review 

included plans from King County, local 

jurisdictions, and WSDOT, in some 

cases.

• Kick-Off Meeting—The project team 

held a kick-off meeting with staff of 

each local jurisdiction to provide an 

overview of the ERC project and to 

understand their preferences and 

priorities for developing a connection 

between the ERC and existing or 

proposed regional trails.

• Field Review—The project team 

completed a field review of preliminary 

alternatives for each location 

studied, and invited King County 

and the relevant local jurisdiction 

staff to participate (Photo 1.2). At the 

initial kick-off meetings, attendees 

identified and discussed challenges 

and opportunities for each potential 

connection. In some cases, the field 

review meeting identified additional 

opportunities for making connections.

At this point, the planning process began 

to vary depending on the study-specific 

considerations and uncertainties.

In two of seven studies, there was only one 

main way to make the desired connection 

so, in these two studies, the alternative and 

variations on the alternative are described 

but there is not an evaluation process.  For 

five of seven studies, there were a variety 

of alternatives for making the desired 

connection. In these five studies, the 

planning process continued as follows:

• Trail Alternatives—The project team 

identified opportunities and constraints 

for each alternative trail connection 

from the proposed ERC Regional Trail 

to the existing or proposed regional 

trail. Next, the project team summarized 

these opportunities and constraints and 

included a narrative description and 

map showing the connection.
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• Alternatives Evaluation—For each 

location, the project team evaluated 

the performance of each alternative 

studied. The evaluation criteria are 

described in Section 1.5.

• Major Considerations—Each of the 

five studies presents two or more 

major opportunities or challenges that 

need to be considered in selection 

of a preferred trail connection. The 

project team identified and discussed 

these opportunities and challenges by 

topic area.

For three of the five studies, a preferred 

alternative could be identified based 

on the evaluation, following preliminary 

review by and collaboration with the local 

jurisdiction.  These three studies also 

include planning level cost estimates.  

All seven of the studies address next 

steps, which vary between studies, 

depending on the site-specific 

considerations.

These differences are summarized in 

Table 1.1 below.

1.5  EVALUATION CRITERIA

The project team developed evaluation 

criteria prior to beginning the feasibility 

study for each study location. The King 

County Regional Trail Network Vision 

document provides the following 

definition for a primary trail: 

“[a] shared-use (multi-purpose), 

regionally-significant, off-road 

facility that provides recreational 

opportunities and enhances 

regional mobility. Primary 

trails are active transportation 

facilities that meet regional 

trails development guidelines 

for size, grade, and other 

characteristics and are suitable 

for multi-purpose use (e.g., 

bicycling, hiking, jogging, 

skating, etc.). These trails would 

also be expected to meet federal 

accessibility guidelines. Some 

trails may also be appropriate 

for equestrian use.” 
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This definition, along with other implicit 

goals, best practices, and applicable 

design guidelines and requirements, 

helped inform the sixteen draft evaluation 

criteria listed below. As described in 

Section 1.4, these criteria are typically 

used to evaluate the alternatives in five of 

the seven feasibility studies.  This report 

assumes that project partners will classify 

each of the key connections as part of the 

primary trail network, if possible.

The sixteen draft evaluation criteria 

are listed in five categories: existing 

plan support, regional trail system 

performance, facility design, impacts to 

the natural and built environment, and 

maintenance.  These five categories 

represent primary considerations when 

contemplating regional trail connections 

because of implications on ease of 

implementation, cost, and performance.

Existing Plan Support

1. Local support – Does the local 

jurisdiction prefer this connection 

and/or is it included in a local plan?

2. Regional support – Is the connection 

included in the King County 

Regional Trails Plan?

Regional Trail System Performance

3. Route directness – Is the alternative 

the shortest distance between the 

connection points and/or does it 

minimize out-of-direction travel?

4. Intuitiveness of connection – Does 

the connection “feel logical” and 

minimize any required wayfinding 

and decision-making necessary to 

follow the route?  

5. Separated path facilities – Is the 

connection physically separated 

from vehicle traffic and is it suitable 

for multi-purpose use as reflected in 

King County’s vision for a regional 

trail system?

Facility Design

6. Unsignalized crossings – Does the 

alternative minimize the number of 

unsignalized crossings?

7. Signalized crossings – Does the 

alternative minimize the number of 

signalized crossings?

8. Ability to meet design requirements 

– Does the alternative reasonably 

meet AASHTO, King County, and 

WSDOT design requirements?

9. Property acquisition or easements 

– Does the alternative avoid or 

minimize the need for property 

acquisition or easements?

10. Grading – Does the alternative 

minimize the amount of grading 

required?

11. Structural elements – Does the 

alternative minimize the amount of 

structure?

12. New signals – Does the alternative 

minimize the number of new signals 

required?

Impacts to Natural and Built 
Environment

13. Environmental areas – Does the 

alternative minimize impacts to 

environmentally sensitive areas?
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14. Utility relocation – Does the 

alternative minimize utility 

relocations?

15. Non-utility infrastructure – Does the 

alternative avoid impacts public 

and private infrastructure whenever 

possible?

Maintenance

16. Long-term maintenance – Does the 

route minimize ongoing maintenance 

costs?

The project team evaluated trail 

alternatives based on their ability to 

satisfy each criterion using a simple 

ranking of low, medium, and high.  The 

criteria are not weighted.  Each study 

assigns the following symbols to each 

alternative’s relative ability to meet a 

criterion’s standard.  

          Low             Medium        High 

   empty circle   half circle    full circle 

 

 

 

Some criteria could not be given a ranking 

due to a lack of information.

1.6 NONMOTORIZED FACILITY 
TYPES AND CROSS SECTIONS 

In identifying and evaluating connection 

alternatives, the project team focused 

primarily on opportunities for two-way 

shared use paths and sidepaths.  A detailed 

description of these facilities is provided 

below.  Additional definitions are provided 

in Section 1.7.

Two-Way Shared Use Path

The preferred two-way shared use path 

would consist of a 10- to 14-foot-wide 

paved section, bounded by 2- to 6-foot-

wide soft shoulders and 1 foot of clearance 

from obstructions such as fences (Figure 

1.3). This section would be consistent with 

Figure 1.3 - Shared Use Path Preferred Cross Section
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regional trail guidelines for the connecting 

trail system.

Sidepaths

Sidepaths are off-road paths within 

road corridors. A sidepath is a two-way 

multi-use trail adjacent to the street. 

The preferred configuration is a 10- to 

14-foot-wide paved path with at least a 

5-foot buffer distance between adjacent 

roadways (Figure 1.4). A preferred 

sidepath section would meet the regional 

trail guidelines, although the section may 

need to incorporate special features (e.g., 

a barrier) to reduce potential conflicts 

with motor vehicles.

1.7 DEFINITIONS

This section includes definitions for each 

bicycle facility type mentioned in the 

recommended network. Unless otherwise 

noted, the source for bicycle facility 

type definitions is the AASHTO Guide 

for the Development of Bicycle Facilities 

(AASHTO 2012).

Advisory Bicycle Lanes

Dotted white lines on both sides of a 

narrow roadway delineate bicycle areas.  

The automobile zone is not wide enough 

for two motorized vehicles to pass in both 

directions creating a queuing situation. 

Motorists may enter the bicycle zone 

when no bicycles are present. Motorists 

must overtake with caution due to traffic 

traveling in the opposite direction.

Bicycle Boulevard

A street segment or series of contiguous 

street segments that has been modified to 

accommodate through bicycle traffic and 

minimize through motor traffic.

Bicycle Lane

A portion of roadway that has been 

designated for preferential or exclusive 

use by bicyclists by pavement markings 

and, if used, signs. It is intended for one-

way travel, usually in the same direction as 

the adjacent traffic lane, unless designated 

as a contra-flow lane.

Figure 1.4 - Sidepath Typical Cross SectionFigure 1.4 - Sidepath Typical Cross Section
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Soft-surface Trail (Unpaved Path)

Path not surfaced with a hard, durable 

surface such as asphalt or Portland cement 

concrete.

Shared Lane Markings

A pavement marking symbol that indicates 

appropriate bicycle positioning in a 

shared lane. These symbols are typically 

placed on lower speed roadways on 

downhill or connector segments.

Shared Roadway

A roadway that is open to both bicycle and 

motor vehicle travel.

Shared Use Path

A bikeway physically separated from 

motor vehicle traffic by an open space 

or barrier and either within the highway 

right-of-way or within an independent 

right-of-way. Shared use paths may also be 

used by pedestrians, skaters, wheelchair 

users, joggers, and other non-motorized 

users. Most shared use paths are designed 

for two-way travel. Regional trails are 

usually constructed as shared use paths.

Sidepaths

A shared use path located immediately 

adjacent and parallel to a roadway.





LAKE TO SOUND/CEDAR RIVER TRAIL 

CONNECTION FEASIBILITY STUDY

CHAPTER 2
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Figure 2.1 – Trail Planning Area

2.1 OVERVIEW

The southern start point of the future 

Eastside Rail Corridor (ERC) Regional 

Trail is about 2.5 miles from two important 

regional trails at the south end of Lake 

Washington—the Cedar River Trail and the 

proposed Lake to Sound Trail in Renton. 

The opportunity to make direct connections 

between these three trails has the potential 

to greatly expand the regional trail network 

and provide connectivity to Renton and the 

neighboring communities to the southeast 

and southwest (Figures 2.1 and 2.2). 

The existing Cedar River Trail and planned 

Lake to Sound Trail will intersect at the 

Cedar River west of Interstate 405 (I-405), 

within Renton’s city center planning area. 

King County envisions separated shared 

use connections between these three trail 

corridors, enabling both north-south and 

east-west travel. However, due to existing 

land use patterns, density of development, 

and traffic operational demands of the 

street network in these areas, completing 

separated shared use trail connections 

between these trails poses significant 

challenges in the short term. 

Creating shared use connections between 

the three trails systems will require a 

collaborative effort between King County, 

the City of Renton, and major land owners. 

This study evaluates both long-term and 

interim connection alternatives to achieve 

the goal of connecting the three trail 

corridors in Renton.
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2.2 STUDY OBJECTIVES

This study aims to identify and evaluate 

both long-term and interim options for 

connecting a future ERC Regional Trail 

to the Cedar River Trail and the planned 

Lake to Sound Trail in the City of Renton. 

The study focuses on North Renton and the 

2.5 mile gap between the convergence of 

the Cedar River Trail and planned Lake to 

Sound Trail and the south terminus of the 

ERC at mile post (MP) 5.0 (see Figure 2.2).

Section 2.3 provides an overview of 

existing and planned trails relevant to 

this study, as well as planning documents 

that support the development of the ERC 

Regional Trail and other nonmotorized 

facilities that directly interface with the 

ERC. Section 2.4 identifies the connection 

alternatives, including preferences 

and priorities of the local jurisdiction. 

Section 2.5 describes the alternatives and 

presents the opportunities and constraints 

applicable to each alternative. Section 

2.6 presents a graphical summary of the 

evaluation based on criteria within the 

following categories:

• Existing plans

• Regional transportation system 

performance

• Facility design

• Impacts to the natural and built 

environments

• Maintenance

For further definition of the evaluation 

criteria, see Section 5 of Chapter 1 

Introduction. Section 2.7 presents major 

considerations that are likely to have a 

significant influence on the selection of a 

preferred alternative, which is discussed 

in Section 2.8. The remaining sections 

focus on needs and process for further 

planning efforts.  

Figure 2.2 – Trail Planning Study Area, Detail
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2.3   CONTEXT AND 
BACKGROUND 

This section describes the existing 

Cedar River Trail and planned Lake to 

Sound Trail, connections to which are the 

objective of the study. 

The ERC runs northward from MP 5.0, 

near Coleman Point, on the north end of 

Gene Coulon Memorial Beach Park (Gene 

Coulon Park), and the southern edge of the 

Kennydale neighborhood. The Burlington 

Northern Santa Fe (BNSF) Railway line is 

still active south of MP 5.0 through Gene 

Coulon Park and into Renton’s central 

business district. 

Existing and Planned Regional 
Trails 

Cedar River Trail

The Cedar River Trail runs southeast to 

northwest through Renton.  The trail is 

open to bicycles east of I-405 and Cedar 

River Park. There are localized segments 

within the city that are closed to bicycles, 

including:

• Lake Washington to North 6th Street—

bicyclists must dismount.

• Cedar River Bridge at Logan Avenue 

North—there is no accommodation for 

bicyclists separate from pedestrians 

on the bridge, and bicyclists must 

dismount to pass under the bridge 

along the trail (Photo 2.1). 

• Williams Avenue North to Cedar River 

Park—bicyclists must dismount  

(Photo 2.2).

As part of a larger riverbank enhancement 

project currently being planned, the city 

is considering elevating the trail through 

downtown Renton from the level of the 

river to the street network above. Bicycles 

and pedestrians would be accommodated 

on a new facility on North Riverside Drive 

Photo 2.1 – Cedar River Trail, dismount zone at 
Logan Avenue Bridge, looking southeast (upriver)

Photo 2.2 – Cedar River Trail, dismount zone, 
looking northwest near Wells Avenue (downriver)
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from Williams Avenue North to Bronson 

Way North, connecting to Cedar River 

Park through Liberty Park. North Riverside 

Drive (Photo 2.3) is a low-volume local 

street with parking on one side and 

no sidewalks. Creating a separated 

shared use trail along this street may be 

challenging due to the narrow roadway 

width and the possible need to remove 

parking. 

Lake to Sound Trail  

The Lake to Sound Trail is being 

developed incrementally by King County, 

with the goal of connecting the south end 

of Lake Washington in Renton to Puget 

Sound in Des Moines. The planned Lake 

to Sound Trail is 16 miles long and crosses 

five jurisdictions. An initial phase of the 

project, Segment A, will connect the Black 

River area on the western side of Renton 

to the Green River Trail and the Interurban 

Trail in the vicinity of Fort Dent (Tukwila) 

with a separated, shared use trail. Future 

phases of the Lake to Sound Trail will 

connect westward through downtown 

Renton to the Cedar River Trail.  The Lake 

to Sound Trail will use the Cedar River 

Trail to reach Lake Washington and will 

terminate at the lake.

Existing Plans and Studies

To better understand the characteristics of 

the study area, the project team reviewed 

local resources.  This section briefly 

describes each resource and explains how 

it informs possible connections to the ERC. 

Photo 2.3 – North Riverside Drive, looking northwest
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Creating Connections: Recommendations 
on the Eastside Rail Corridor from the 
Regional Advisory Council

The Eastside Rail Corridor Regional 

Advisory Council (RAC) was created 

to develop a coordinated vision for the 

future of the ERC. The RAC met during 

2013 and developed a report summarizing 

recommendations from the first phase 

of the planning effort. This document 

envisions the ERC connecting to the 

other regional trails, ultimately linking 

South King County, East King County and 

Pierce County. It also notes an opportunity 

to connect to the existing trail in Gene 

Coulon Park (although use by bicycles 

on the path is not permitted), as well as 

several local trails and parks.

I-405 Corridor Project

The Washington State Department of 

Transportation (WSDOT) adopted 

the I-405 corridor plan in 2002, which 

includes corridor widening, new lanes and 

development of a bus rapid transit (BRT) 

line with stations in Renton. Given the 

long time frame for implementation of this 

proposal, this study did not incorporate 

the possible effects of I-405 improvements 

on the connection alternatives.

Sound Transit 3 (ST3)

Sound Transit is studying the potential 

transit connections in the area, specifically 

a BRT line on I-405. The details for this 

proposal are to be determined and will be 

coordinated in the future.

City of Renton Trails and Bicycle Master 
Plan (2009) 

The purpose of the City of Renton Trails 

and Bicycle Master Plan is to provide 

Renton and the neighboring communities 

with opportunities to access local and 

regional destinations using bicycle routes 

and trails. This plan combines the goals 

of the City of Renton’s Transportation and 

Parks Divisions of bicycle route facilities, 

trails, paths, and sites. As part of the plan, 

the conditions and opportunities were 

inventoried, and analyzed to identify route 

options and reviewed with the public. 

The plan also discusses the opportunity 

for long-term redevelopment of the 

BNSF railroad corridor and closure of  

the gap between the Green River Trail 

and downtown Renton using the railroad 

right-of-way and Fort Dent Park. The Plan 

also mentions the potential opportunity 

to redevelop Houser Way North as a way 

of continuing the connection through 

downtown Renton. 

Lake to Sound Feasibility Study (2009)

This report summarizes the feasibility of 

the Lake to Sound Trail, addressing the 

various challenges of building a trail from 

Lake Washington to Puget Sound, including 

maintaining a continuous route and right-

of-way, ensuring safety, considering 

the natural environment, and creating 

a manageable grade. This document 

provides five potential options for 

consideration. The proposed connection 
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to Lake Washington is via the Cedar River 

Trail at Liberty Park and Cedar River 

Park. From that point south and west, the 

proposal identifies options for reaching 

the Green River Trail and Interurban Trail, 

but does not select a final alignment. 

Several segments of the planned trail, 

including Segment A (Renton to Tukwila, 

described above), are currently under 

design. 

Tri-Park Master Plan (2006)

The Tri-Park Master Plan aims to improve 

the facilities in and around Liberty Park, 

Cedar River Park, and the Narco site 

(former mill site) alongside I-405 to 

create a more unified space. To complete 

the master plan, the City of Renton and 

WSDOT conducted a design charrette 

to involve the community and create a 

shared vision for the project. The Tri-

Park master plan discusses the BNSF 

railroad on several occasions in relation 

to trail connections. Regarding the Cedar 

River Trail, the master plan mentions that 

the trail appears to disconnect under 

the railroad where it crosses the Cedar 

River.  The master plan encourages the 

redevelopment of Liberty Park, Cedar 

River Park, the Narco site, and the Cedar 

River Trail so that the City of Renton can 

integrate them more effectively.  The 

master plan also discusses removing the 

railroad berm and constructing a new 

pedestrian bridge that would connect 

the Cedar River Trail with Liberty Park 

and Cedar River Park. This bridge would 

also create a stronger visual connection 

between the parks and ensure that 

the Cedar River Trail would remain as 

continuous as possible.

Plans for the Lake Washington Loop

The Lake Washington Loop is a popular 

bicycle route that is a mix of separated 

shared use trail, shared streets, and 

bicycle lanes that circumnavigate Lake 

Washington. From Rainier Avenue South 

the loop follows West Perimeter Road 

through the Renton Municipal Airport, 

crosses the Cedar River, and continues as 

a shared use trail along the west side of 

Logan Avenue North from the Cedar River 

Trail to North 6th Street, where bicycle 

lanes begin on Lake Washington Boulevard 

North, progressing north past Gene 

Coulon Park to the city limits.  

The City of Renton is planning a shared 

use trail from the Cedar River Trail 

extending to the southwest along Airport 

Way and then north to Rainier Avenue 

North. The project will include a 12-foot-

wide shared use trail separated from 

vehicle travel lanes by an 8-foot-wide 

landscaped strip. This new trail segment 

would replace the section of the Lake 

Washington Loop that currently uses 

Perimeter Road through the Renton 

Municipal Airport. The city plans to retrofit 

the Logan Avenue bridge in order to 

accommodate bicycles. There are also 

plans to install a new signal on Logan 

Avenue North at North 3rd Street.
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The southeastern portion of the Lake 

Washington Loop comes close to making 

the desired connection between the Cedar 

River Trail and the ERC. However, even 

with the planned improvements, portions 

of the connection fail to meet the objective 

of a separated shared use trail, including 

the portion of the Cedar River Trail west of 

Cedar River Park, as described above. 

To the east of the Cedar River, the City 

of Renton would like to continue the 

separated trail connection north as far 

as is feasible along Logan Avenue North. 

The city is working with the Boeing 

Company, through their commute trip 

reduction program goals, to extend 

the existing shared use trail northward 

from North 6th Street to Garden Avenue 

North, using Boeing right-of-way to make 

the connection. This shared use trail, if 

constructed, could become part of the 

ERC connection to the Cedar River Trail 

and proposed Lake to Sound Trail.

2.4 ALTERNATIVES 
IDENTIFICATION

Local Preferences and Priorities

The project team met with staff from 

the City of Renton to understand the 

city’s vision and ideas for developing 

connections between the ERC and 

regional trails. Based on discussions at a 

meeting held on June 3, 2014, the project 

team identified a number of alternatives 

for connecting the ERC with the Cedar 

River Trail and proposed Lake to Sound 

Trail. 

The connection alternatives described in 

this study were informed by existing plans 

and conversation with city staff but are not 

specifically identified in any city plans.

The project team also met with WSDOT 

staff on June 2, 2014 to discuss the I-405 

project and its impacts on the ERC and 

other parts of Renton. 

Field Review

The project team conducted a field 

review on June 17, 2014. As part of this 

review,  a landscape architect and civil 

engineer from the project team evaluated 

the proposed local and regional trail 

connections. The team assessed options 

for separated shared use trail connections, 

most likely longer term alternatives, as 

well as easier to implement alternatives 

to provide interim connectivity using on-

street connections. 

Because of the distance between the 

ERC and the Cedar River Trail, as well 

as the complexity of the setting and 

the alternatives, this study discusses 

connections in the northern part of the 

study area separate from the southern 

area. 

North Connection Alternatives 

The northern study area runs from the start 

of the ERC at MP 5.0 to the intersection of 

the Gene Coulon Park entry road/Lake 

Washington Boulevard North/Houser Way 

North. The following long- and short-term 

alternatives are shown on Figure 2.3.
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Long-term Connection Alternatives

• Alternative 1a–BNSF Rail Corridor - 

shared use trail or rail with trail 

• Alternative 1b–Shared use trail within the 

Lake Washington Boulevard North right-

of-way

Interim Alternatives

• Alternative 2–Lake Washington Boulevard 

North – bicycle lanes and sidewalk

Interim Alternatives Access Points to the ERC

• Alternative 2a–Access at MP 5.0

• Alternative 2b–Access at North 33rd 

Street 

• Alternative 2c–Access at service road 

south of Burnett Avenue North

Figure 2.3 – North Connection Alternatives
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South Connection Alternatives 

The southern study area extends from the 

intersection of Lake Washington Boulevard 

North and the Gene Coulon Park entry 

road/Houser Way North, southward to the 

Cedar River Trail and the planned Lake to 

Sound Trail. The following long- and short-

term alternatives are shown in Figure 2.4.

Figure 2.4 – South Connection Alternatives

Long-term Alternatives

• Alternative 3a–Houser Way North 

shared use trail

• Alternative 3b–Logan Avenue North 

shared use trail
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Interim Alternatives

• Alternative 4a–Logan Avenue North 

bicycle lanes and sidewalks

• Alternative 4b–Logan Avenue North 

bicycle lanes, shared use trail and/or 

bicycles lanes on North 8th Street - to 

Houser Way North (Alternative 3b) or 

to Garden Avenue North to Cedar River 

Trail.

2.5 LAKE TO SOUND/
CEDAR RIVER TRAIL 
CONNECTION ALTERNATIVES: 
OPPORTUNITIES AND 
CONSTRAINTS

This section describes the alternatives 

and presents the opportunities and 

constraints associated with each. Major 

considerations include intersections and 

roadway separation, grade, right-of-way, 

and coordination.

North Connection Alternatives

The distance between the ERC terminus 

at MP 5.0 and the southern Gene Coulon 

Park entry at Lake Washington Boulevard 

North and Gene Coulon Park entry road/

Houser Way North is a little over a mile.

This area is physically constrained 

between Lake Washington and I-405. 

The terrain rises almost 200 feet from 

the shoreline to the I-405 corridor; the 

elevation of the BSNF rail line and ERC 

corridor lie at approximately 30 feet while 

Lake Washington Boulevard North is at 

an elevation of approximately 40 feet and 

rises to approximately 70 feet. 

Gene Coulon Park, situated between 

the Lake Washington shoreline and 

the rail corridor, extends nearly the 

entire distance of the north connection 

alternative. The park has a path that runs 

parallel to the rail corridor, but it does 

not allow bicycles.  Therefore, the two 

options for providing relatively level 

trail connectivity in this area are the rail 

corridor or the Lake Washington Boulevard  

North right-of-way. 
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Intersections and Roadway Safety

This alternative has just one intersection, 

the northern park entry near North 20th 

Street, so it would have few interactions 

with vehicles, and would be separated 

from the Lake Washington Boulevard 

North. 

Constraints

Constructability and Right-of-way

The track is in use for freight (Boeing and 

PACCAR) as a tail track.  

The Gene Coulon Park right-of-way 

connects directly with King County Parks 

right-of-way at the north boundary of the 

park at MP 5.0. However, there may be a 

private property easement associated with 

a parcel at the southern end of Mountain 

View Drive North that could affect the 

connection. More study will be required 

if this connection is pursued. Also, as the 

park does not permit through trips by 

bicycles, the access point would need 

to be constructed with this restriction in 

mind.

Coordination

The willingness of BNSF and users 

of the rail corridor to share the rail 

corridor with trail users is uncertain and 

an agreement may be difficult to achieve.

Long-term Connection Alternatives

ALTERNATIVE 1A—BNSF RAIL 
CORRIDOR (LONG-TERM)

This alternative proposes using the BNSF 

rail corridor south from MP 5.0, most 

likely in a rail with trail arrangement. This 

alternative, shown in Figure 2.5, provides a 

direct connection with the ERC and could 

be located on either side of the tracks, 

with appropriate setbacks.

Opportunities

Constructability and Right-of-way

At 100 feet wide, the corridor has enough 

width to accommodate a rail with trail 

configuration, with flexibility to respond to 

conditions.

As topography along the rail bed rises to 

the east and falls to the west, there would 

likely need to be some widening of the 

rail bed in places to accommodate a trail 

alongside rail.

The west side is somewhat more level and 

may provide opportunities for pedestrians 

(but not bicycles) to access Gene Coulon 

Park.  

The east side has few to no private 

property and park access issues and could 

be accessed to/from Lake Washington 

Boulevard North at a number locations 

(see Interim Connection Point Alternatives 

below).
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Figure 2.5 – North Connection Alternative 1a (Long-term)
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ALTERNATIVE 1B—SHARED 
USE TRAIL WITHIN THE LAKE 
WASHINGTON BOULEVARD 
RIGHT-OF-WAY (LONG-TERM)

Lake Washington Boulevard North has bi-

directional bicycle lanes and a sidewalk 

on the east side. The opportunity to 

provide a separated shared use trail in 

this right-of-way (sidepath) is somewhat 

challenging given the topography and 

limited right-of-way width (60 feet), but 

may be possible through a reallocation of 

the roadway and rebuild of the shoulder.  

Steep slopes and multiple driveway/

roadway crossings constrain the east side. 

The west side of the right-of-way offers 

more level width, but not consistently 

along the corridor. The most likely 

alignment would be on the west side of the 

roadway, as shown in Figure 2.6. The same 

topographical issues that make it difficult 

to construct a shared use trail along the 

west side of Lake Washington Boulevard 

North  also apply to making a connection 

between the proposed trail and the ERC.

Opportunities

Intersections and Roadway Separation

The west side of the right-of-way has just 

one driveway crossing, so there would be 

few conflicts with turning vehicles. 

An alignment along Lake Washington 

Boulevard North would provide views 

of the lake and connections to the 

neighborhoods to the east. 

Constraints

Constructability, Right-of-way

There are areas where there may not 

be enough level width within the right-

of-way to accommodate a separated 

shared use trail with the current roadway 

configuration. It may be possible to 

reallocate the roadway space rather than 

widen the roadway prism; more study is 

necessary to evaluate the feasibility of 

these options.  There is also the possible 

need to acquire some of the BNSF right-

of-way, although in many places, the 

topography is a bigger challenge. 

The investment needed to develop 

a shared use trail may be met with 

skepticism, given the existing bicycle 

lanes and sidewalk along Lake Washington 

Boulevard North, which currently provide 

bicycle and pedestrian connectivity. 

This will require further conversation 

between the City of Renton (owner of Lake 

Washington Boulevard North ) and King 

County.

There is approximately 80 feet between 

the rail bed and the edge of Lake 

Washington Boulevard North and a 

difference of about 25 to 30 vertical feet 

between the two; an accessible connection 

would require grading and possibly 

retaining walls.
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Figure 2.6 – North Connection Alternative 1b (Long-term)
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INTERIM ALTERNATIVES

ALTERNATIVE 2—LAKE 
WASHINGTON BOULEVARD 
NORTH BICYCLES LANES AND 
SIDEWALK (INTERIM)

Opportunities

The existing bicycle lanes and east 

sidewalk on Lake Washington Boulevard 

North provide continuous pedestrian and 

bicycle connectivity in this corridor today.

Constraints

Intersections and Roadway Separation

The bicycle lanes are not separated from 

the travel lanes. The sidewalk and bike 

lane on the east side of Lake Washington 

Boulevard North would require 

pedestrians and northbound bicyclists 

to cross Lake Washington Boulevard 

North to connect with the ERC; there is no 

marked crosswalk across Lake Washington 

Boulevard North in the vicinity of the start 

of the ERC. 

Interim Connection Point 
Alternatives 

The team assessed the connection at 

MP 5.0 from Lake Washington Boulevard 

North and expanded their study to include 

other possible points of access in order 

to identify and evaluate connections that 

could provide the highest trail user safety, 

comfort, and ease of wayfinding. The 

alternative access points are shown in 

Figure 2.7.

Alternative 2a–Access at MP 5.0 
(Interim)

The start of the ERC at of MP 5.0 (Figure 

2.7), approximately 300 feet north of the 

intersection of Burnett Avenue North 

and Lake Washington Boulevard North, 

is the most direct start point to the ERC 

Regional Trail. This access point has a 

number of issues that make creating a 

safe connection and crossing of Lake 

Washington Boulevard North problematic. 

It is several hundred feet from the nearest 

intersection, limiting safe bicycle and 

pedestrian crossing opportunities across 

Lake Washington Boulevard North. 

Additionally, the single sidewalk on the 

east side of Lake Washington Boulevard 

North ends south of Burnett Avenue North, 

there are sight distance limitations due to 

the curving roadway, and there is a grade 

differential between the roadway and the 

ERC corridor.

Opportunities

Route Directness

This is the most direct connection 

alternative and would make full use of the 

corridor. 

Constraints

Intersections and Roadway Separation

The roadway curves both to the south and 

to the north of this access point, limiting 

sight distance for crossings. 

The nearest existing crossing opportunity 

is to the south at Burnett Avenue North. 
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Figure 2.7 – North Connection Alternatives 2a, 2b, and 2c (Interim)
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Grade

There is approximately 80 feet between 

the rail bed and the edge of Lake 

Washington Boulevard North and a 

difference of about 25 to 30 vertical feet 

between the two; an accessible connection 

would require grading and possibly 

retaining walls. 

Right-of-Way

There are utility poles and a guardrail 

along the west side of Lake Washington 

Boulevard North in this area. These 

elements may conflict with the location of 

the access point. 

Alternative 2b–Access at North 
33rd Street (Interim)

Alternative 2b (Figure 2.7) was identified 

because it is the closest stop-controlled 

intersection to MP 5.0.  Alternative 2b 

utilizes North 33rd Street, which is the 

next closest street to the north along Lake 

Washington Boulevard North, about 1/3 

mile away. This intersection is located 

between Coleman Point and Kennydale 

Beach Park, and provides connectivity 

to the neighborhood to the east. In this 

area, the ERC is situated between Lake 

Washington Boulevard North (to the east) 

and Mountain View Drive (to the west). 

The intersection is stop-controlled on 

all four legs, but does not have marked 

crosswalks.

Opportunities

Intersections and Roadway Separation

The ERC crosses North 33rd Street at 

a slightly lower elevation than Lake 

Washington Boulevard North but 

is physically close to the roadway 

(approximately 75 feet).

The intersection of Lake Washington 

Boulevard North and North 33rd Street is 

stop-controlled on all four legs.

The intersection has good visibility from 

Lake Washington Boulevard North. 

Constraints

Intersections and Roadway Separation

There are bicycle lanes but no sidewalk 

along this segment of Lake Washington 

Boulevard North (the sidewalk ends 

approximately 0.4 mile south at Burnett 

Avenue North). A sidewalk connection 

would need to extend from the south to 

this point to accomodate pedestrians.

The trail intersects North 33rd Street 

less than 100 feet from where North 33rd 

Street intersects with Lake Washington 

Boulevard North, and is at a slightly lower 

elevation. These conditions may create the 

potential for quick and/or unpredictable 

movements by bicyclists as they transition 

between the ERC and Lake Washington 

Boulevard North.  The intersections may 

require additional treatments to promote 

predictable behavior by trail users.
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Route Directness

This connection is approximately 0.3 mile 

north of MP 5.0, so it does not make full 

use of the ERC.

Alternative 2c–Access at Access 
Road South of Burnett Avenue 
North (Interim)

The closest street intersecting Lake 

Washington Boulevard North south of MP 

5.0 is Burnett Avenue North (Figure 2.7). A 

maintenance access road, approximately 

500 feet south of Burnett Avenue North 

at the 2400 block of Lake Washington 

Boulevard North (at the break in the 

guardrail), was identified as a possible 

access point to the ERC corridor.

Opportunities

Grade

Lake Washington Boulevard North is 

approximately 15 to 20 feet higher than 

the ERC in this area (Photo 2.4). With a 

run of approximately 350 feet, the access 

road has a gentle grade and sufficient 

right-of-way available to provide bicycle 

connections in both directions.

Intersections and Roadway Separation

An all-way stop sign at the Lake 

Washington Boulevard North/Burnett 

Avenue North intersection would provide a 

crossing opportunity. 

The roadway is straight in this section, 

providing good sight distance.

Constraints

Coordination

This connection is south of MP 5.0, by 

approximately 800 feet. This segment of 

rail can only be used as a tail track and 

the railroad is not in heavy active use, but 

it would be necessary to confirm this and 

to coordinate use of the right-of-way (see 

discussion of right-of-way opportunities 

under Alternative 1a). If use of the 

existing rail corridor is not feasible, the 

trail connection could possibly follow the 

bank north to MP 5.0. Coordination with 

BNSF would need to address dual use of 

the corridor (rail with trail) or possible 

abandonment of the track. 

SOUTH CONNECTION 
ALTERNATIVES

This section addresses connection 

alternatives from the intersection of 

the Gene Coulon Park entry road/Lake 

Washington Boulevard North/Houser Way 

North southward through north Renton 

to the planned Lake to Sound Trail and 

existing Cedar River Trail. 
Photo 2.4 – ERC access Alternative 2c, south 
of Burnett  Avenue North
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ALTERNATIVE 3A—HOUSER WAY 
NORTH (LONG-TERM)

This alternative proposes extending the 

short existing segment of shared use trail 

along the northwest side of Houser Way 

North both northward to Lake Washington 

Boulevard North and southward toward the 

Cedar River Trail. 

Figure 2.8 shows the proposed alignment, 

with the following segments:

• Proposed shared use trail from the 

intersection of Lake Washington 

Boulevard North/Gene Coulon Park 

entry road through Houser Way North.

• The existing short segment of shared 

use trail at the north end of Houser Way 

North.

• A proposed shared use trail on Houser 

Way North extending south from the 

existing segment to the start of the 

Houser Way Bypass.

• A short proposed rail with trail or rail 

crossing of the BNSF corridor at the 

south end of the PACCAR.

• Proposed shared use trail on Houser 

Way North south of PACCAR to the 

end of the Houser Way North right-of-

way between North 3rd and North 2nd 

Streets.

• Proposed shared use trail through 

private property to connect to Liberty 

Park.

• Creating a shared use trail connection 

through or around the perimeter of 

Liberty Park.

Opportunities

Intersections and Roadway Separation, 
Right-of-way

From Lake Washington Boulevard North to 

the start of Houser Way Bypass (north to 

where North 4th Street would intersect), 

Houser Way North is a wide, low volume, 

low speed street serving industrial uses 

and large trucks. There is parking on both 

sides of the street that is not fully utilized. 

The right-of-way is approximately 60 feet 

wide, and the curb to curb width is 40 

feet. The existing trail could be extended 

southward between the east curb and 

the east right-of-way line (Photo 2.5).  

Given the use of the street, another option 

would be to reallocate the space within 

the roadway to accommodate a shared 

use trail within the street (separated from 

roadway), similar to a protected bicycle 

lane but accommodating pedestrians as 

well as bicycles. Parking would need to 

be removed from one side of the street to 

accommodate the facility. 

Photo 2.5 – Existing shared use path on east side 
of Houser Way North, looking south. Houser Way 
North, as seen here, is a low-volume, two-lane 
roadway with excess width.
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Figure 2.8 – South Connection Alternative 3a (Long-term)
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The ability to remain on the east side 

of the roadway would keep trail users 

out of the main traffic flow as all turning 

opportunities are to the west. 

The city plans to change Houser Way 

North from the entrance of Gene Coulon 

Park southward to two-way operations.

From the Houser Way Bypass southward, 

the active rail line runs parallel to the 

Houser Way Bypass approximately 30 feet 

away. The edge of the railroad is within 

5 to 10 feet of the roadway, so it may be 

possible to locate a separated trail at the 

west edge of the right-of-way. However, 

where the bypass crosses under the 

Sunset Boulevard North off-ramp from 

I-405, the most feasible possibility of 

accommodating a shared use trail in this 

area could involve a crossing westward 

over the rail line, likely a grade-separated 

crossing. Another possibility may be to 

create a shared use agreement with the 

railroad and the adjacent property owner, 

PACCAR, to make a short connection from 

the north end of the Houser Way Bypass 

southward, reconnecting with Houser Way 

North south of North 4th Street. 

The Tri-Park Master Plan identified 

the elimination of Houser Way North, 

including the bridge over the river, 

and the relocation of the BNSF tracks to 

accommodate widening of I-405. There 

may be the possibility of locating the trail 

in the WSDOT right-of-way through the 

I-405 widening. 

South of North 4th Street, Houser Way 

North right-of-way parallels and is level 

with the railroad right-of-way. The Houser 

Way North right-of-way appears to end 

between North 3rd and North 2nd Streets, 

but the railroad corridor continues 

southward for approximately 600 feet to 

Liberty Park. If an easement were possible, 

the connection could be extended 

southward to connect with Liberty Park.

At the south end, it is possible to connect 

to the separated sidewalk on the northwest 

side that feeds into Sunset Boulevard 

North/State Route (SR) 900; however, 

Sunset Boulevard North is a busy street 

with very few crossing opportunities or 

options for a separated shared use trail. 

Constraints

Utilities and Infrastructure

On Houser Way North, there are utility 

poles close to the east curb and 

areas where the adjacent bank rises 

sharply, which would require additional 

infrastructure and utility relocation.

South of North 8th Street, a large 

transmission line crosses the roadway 

southwest to northeast, and there is a large 

pole close to the curb. A stormwater pond 

is also located close to the curb in this 

area. These two factors would make use 

of the area between the east curb and the 

right-of-way line infeasible, but the trail 

could be accommodated within the street, 

as described above. 
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Intersections and Roadway Separation, 
Right-of-way

Coordination

Coordination between BNSF and the 

Boeing Company would be required 

for improvements at the intersection of 

Lake Washington Boulevard North and 

the Gene Coulon Park entry road (Photo 

2.6). Coordination with BNSF and the 

PACCAR would be required for access in 

the vicinity of the Houser Way Bypass, and 

Dunn Lumber and other private property 

holders for the area between North 3rd 

and Liberty Park.

If Bronson Way is used at the southern end 

of this alternative, bicycle use through 

Liberty Park, which is currently prohibited, 

would be necessary.

Intersections and Roadway Separation

Geometric alignment of the intersection 

and traffic control changes may be needed 

at Lake Washington Boulevard North at 

the Gene Coulon Park entry road to make 

pedestrian/bicycle crossings easier. 

Photo 2.6 – Intersection with the Gene 
Coulon Park entry road and railroad crossing, 
looking south. The active rail line and bicycle 
lanes are visible, as is the connection to 
Houser Way North to the left.
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ALTERNATIVE 3B—
LOGAN AVENUE NORTH 
SHARED USE TRAIL (LONG-
TERM)

This alternative (Figure 2.9) proposes 

creating a shared use trail from Gene 

Coulon Park to connect with and utilize 

the existing shared use path on Boeing 

property running parallel to Logan Avenue 

North on the west side of the street. This 

private path extends from Park Avenue 

North to North 6th Street, where the 

public shared use trail begins southward, 

connecting with the Cedar River Trail. 

As the Cedar River Trail does not allow 

bicycle use between Logan Avenue North 

and Cedar River Park, the team proposes 

a shared use trail on North Riverside 

Drive to connect to the Lake to Sound Trail 

terminus near Houser Way North. 

This alternative would be made up of the 

following segments:

• Proposed separated shared use trail 

from Lake Washington Boulevard North 

at the Gene Coulon Park entry road to 

Garden Avenue North (on public right-

of-way). 

• Proposed separated shared use trail 

from Garden Avenue North to Park 

Avenue North (on private right-of-way).

• Existing private shared use path on 

Boeing right-of-way from Park Avenue 

North to North 6th Street.

• Existing public shared use trail from 

North 6th Street to the Cedar River Trail 

(on public right-of-way).

• Shared use trail parallel to the Cedar 

River Trail from Logan Avenue North 

through Liberty Park.

Opportunities

Right-of-way 

Lake Washington Boulevard North from the 

Gene Coulon Park entry road to Garden 

Avenue North:

• The southwest side of the road 

between Logan Avenue North and Lake 

Washington Boulevard North is more 

level and has fewer conflicts, and may 

better accommodate a shared use trail. 

Logan Avenue North from Garden Avenue 

to Park Avenue North:

• The right-of-way on Logan Avenue 

North is approximately 135 

feet. A shared use trail could be 

accommodated on the north side of 

Park Avenue North to connect with the 

Boeing path.

Logan Avenue North from Park Avenue 

North to North 6th Street:

• The path through the Boeing property 

is separated and fenced from the 

roadway, and appears to be 8 to 10 feet 

wide. It follows a curvilinear path in 

places but is more or less direct. 
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Figure 2.9 – South Connection Alternative 3b (Long-term)
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Coordination

This is a long-term proposal that 

requires coordination and possibly 

negotiated easements with the 

Boeing Company. Given Boeing’s 

growing work force and transportation 

impacts on the North Renton area, 

this may be an opportunity to provide 

additional commute options for Boeing 

employees. 

Intersections and Roadway Separation

There are no bicycle lanes and no 

pathway along the Boeing Company 

property between Park Avenue North 

and Garden Avenue North, but the 

roadway right-of-way widens through 

this section, and may accommodate a 

separated shared use trail connection 

on the north side of the road.

Where the path crosses North 8th 

Street and North 6th Street, there are 

signals and marked crosswalks.

Constraints

Right-of-way

Lake Washington Boulevard North from 

the Gene Coulon Park entry road to 

Garden Avenue North:

• The northwest side has a 

stormwater pond and a pinch point 

where Lake Washington Boulevard 

North curves to meet Logan Avenue 

North, and comes very close to the 

BNSF corridor. The right-of-way 

width varies, and it appears that 

some of it is held by BNSF. 

Logan Avenue North from Garden 

Avenue North to Park Avenue North:

• There are existing utility poles, 

trees, and a bus stop that may have 

to be relocated to accommodate a 

separated trail within the existing 

right-of-way.

Cedar River Trail

• The Cedar River Trail segment is 

constrained within the channelized 

river corridor. North Riverside 

Drive provides a direct parallel 

route, but accommodating a shared 

use trail on such a narrow roadway 

may not be feasible or desirable.

Coordination

The existing pathway on the Boeing 

Company property crosses the 

railroad line corridor; accessibility and 

security concerns may be challenging 

to resolve.

Coordination with the city will be 

required to find a way to accommodate 

bicycles along the Cedar River Trail 

from Logan Avenue North to Houser 

Way North. 

Intersections and Roadway Separation

Channelization and signalization 

changes could make the intersection 

of Logan Avenue North and Lake 
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Washington Boulevard North more 

convenient and comfortable for 

bicyclists, but may affect motor vehicle 

throughput.

The intersection on Park Avenue 

North and Garden Avenue North 

with Lake Washington Boulevard 

North is challenging for bicyclists 

and pedestrians due to its size, traffic 

volume, and the lack of bicycle 

facilities. In particular, there is no 

bicycle accommodation through the 

intersection for bicyclists making left 

turns from Logan Avenue North to Lake 

Washington Boulevard North. Providing 

a separated shared use trail on the 

north/west side of Logan Avenue North 

could help facilitate bicycle turning 

movements through the intersection 

by eliminating left turns from Logan 

Avenue North on Lake Washington 

Boulevard North.
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INTERIM ALTERNATIVES 

ALTERNATIVE 4A—LOGAN 
AVENUE NORTH BICYCLE 
LANES AND SIDEWALK 
(INTERIM)

This interim alternative (Figure 2.10) 

would use the existing bicycle lanes and 

sidewalk on Lake Washington Boulevard 

North at Logan Avenue North (where it 

runs east-west) and Logan Avenue North 

from Park Avenue North (where it runs 

north south) to North 6th Street, where 

the public shared use trail begins (Photo 

2.7) and connects to the Cedar River Trail. 

The alternative would use North Riverside 

Drive to connect southeastward to the Lake 

to Sound Trail, through Liberty Park.

Constraints

Intersections and Roadway Separation

The bicycle lanes are not separated from 

the roadway. The major intersections are 

signalized with marked crosswalks, but 

bicycle facilities do not continue through 

the intersections. 

The intersection of Logan Avenue 

North and Lake Washington Boulevard 

North does not have any bicycle 

accommodation, (Photo 2.8) as described 

above. The bicycle lanes resume north of 

Park Avenue North on Lake Washington 

Boulevard North.  Bicycle facilities should 

be added to the intersection (see Section 

2.7 for further discussion of bicycle 

accommodation at intersections).

Photo 2.7 - Start of the shared use trail on Logan Avenue 
North

Photo 2.8- Intersection of Logan Avenue North and Lake 
Washington Boulevard North
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Figure 2.10 - South Connection Alternative 4a (Interim)
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ALTERNATIVE 4B–LOGAN 
AVENUE NORTH BICYCLE 
LANES AND SIDEWALKS 
TO NORTH 8TH STREET TO 
GARDEN AVENUE NORTH 
(INTERIM)

This interim alternative, shown in Figure 

2.11, would be made up of a hybrid of 

different facility types. Some segments 

would utilize existing facilities while 

others could be implemented with a 

range of facility types depending on 

the feasibility of each opportunity.  In 

this sense, this alternative is not entirely 

interim. However, given the challenges of 

the long-term alternatives, it made sense 

to identify an option that provides  bicycle 

and pedestrian connectivity and provides 

it in a way that can be scaled in intensity 

according to both King County and the 

City of Renton’s desired outcomes. The 

segments and facility types are as follows:

• Existing bicycle lanes and sidewalk on 

Lake Washington Boulevard North and 

Logan Avenue North.

• Existing bicycle lanes and sidewalk on 

Logan Avenue North from Park Avenue 

North to North 8th Street.

• A separated shared use trail on North 

8th Street from Logan Avenue North 

to Garden Avenue North (south side 

of street, Photo 2.9). At this point the 

alternative could continue east on 

North 8th Street to connect with and 

become part of Alternative 3a on 

Houser Way North (described above). 

• Another option would be to continue 

south along the existing shared use 

path  on the east side of Garden 

Avenue North to North 6th Street (east 

side of street).

• Shared use path extension and/or 

bicycle lanes on Garden Avenue North 

from North 6th Street south to Liberty 

Park (east side of street). The use of 

widened sidewalks as shared use paths 

have precedent in this area. 

• As described above, bicycle 

accommodation through Liberty Park 

could be accomplished as a shared 

use path around the perimeter of the 

park or the addition of bicycle lanes on 

Bronson Way North/Houser Way North. 

Photo 2.9 - Existing sidewalk on the south side of North 8th 
Street
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Figure 2.11 - South Connection Alternative 4b (Interim)
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Opportunities

Right-of-Way, Intersections and Roadway 
Separation

North 8th Street has a right-of-way of 

approximately 70 feet, and currently 

has four travel lanes, a two-way left 

turn lane, and sidewalks buffered by a 

planting strip. The street was recently 

reconstructed to accommodate future 

development. However, considering the 

low vehicle volumes, existing land use 

and width of the right of way, it may be 

feasible to accommodated a shared use 

trail on the street. The existing sidewalk 

on the south side of the street (Photo 

2.9) could be widened to accommodate 

bicyclists as well as pedestrians (there 

is approximately 12 feet between the 

front of the sidewalk and the property 

line to the south). On the south side of the 

street, several vacant lots may provide an 

opportunity to create a shared use trail 

through easements or redevelopment.  

The two lots on North 8th Street between 

Logan Avenue North and Garden Avenue 

North (745 Park Avenue North) are owned 

by ITF Developments LLC.  Another option 

would be to complete a traffic engineering 

study to determine if the number of 

lanes could be reduced and narrowed to 

accommodate a shared use trail.

Similarly, North 6th Street offers some 

opportunity to connect to the existing 

shared use path along Garden Avenue 

North/North 8th Street, but has more 

existing development. Garden Avenue 

North south of North 6th Street (Photo 

2.10) is a two-lane roadway with a two-way 

left turn lane, and sidewalks on both side 

buffered by planting strips. The adjacent 

land use is commercial. The right-of-way 

is approximately 60 feet and the curb-to-

curb width is approximately 40 feet. There 

Photo 2.10  - Garden Avenue North
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may be potential to extend the existing 

shared use path to the south by one 

block–Garden Avenue North from North 

6th Street (meets existing) to Bronson Way 

North/Liberty Park.

In this segment, Garden Avenue North 

is industrial and the extension of the 

existing shared use path on the east side 

of the street appears physically feasible 

but would require an easement with 

PACCAR. Beginning at North 4th Street, 

the land use becomes residential. Sartori 

Elementary School is located on the west 

side of Garden Avenue North. Establishing 

a separated shared use path along this 

section may not be feasible or necessary, 

given the land use and roadway character. 

To complement the sidewalks, bicycle 

lanes could be added by removing 

parking on one side of the street. Garden 

Avenue North connects to Liberty Park 

across Bronson Way North. 

Coordination

In the near future, the expansion of 

PACCAR could include a shared use trail 

around the plant.

Constraints

Intersections and Roadway Separation

On the southbound extension, trail users 

will need to cross Bronson Way North 

to reach Liberty Park. This crossing is 

challenging for bicycles and pedestrians 

due to the lack to traffic control and 

marked crosswalks. 

Though there are few driveway crossings 

of the existing shared use path along 

North 8th Street and Garden Avenue North, 

redevelopment of the vacant lots may 

include additional driveway crossing as 

well as higher traffic volumes along North 

8th Street and the side streets. There may 

be some risk to bicyclists using the shared 

use path as it functions as a sidepath, 

and drivers may not anticipate two-way 

bicycle traffic as they make turns across 

the path. This issue may be remedied 

with additional signage and pavement 

markings to bring awareness to both 

people driving and people bicycling 

that they should approach and use these 

driveway and side street crossings with 

caution.

2.6 EVALUATION OF 
ALTERNATIVES

Tables 2.1 and 2.2 summarize the 

alternatives evaluated for the ERC 

Regional Trail access and connections, 

respectively. The introduction to this report 

describes the evaluation criteria in greater 

detail.
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Table 2.1  - ERC Regional Trail Access Alternative Evaluation Summary:
Lake to Sound/Cedar River Trail North Connection Alternatives
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Table 2.2  - ERC Regional Trail Access Alternative Evaluation Summary:
Lake to Sound/Cedar River Trail South Connection Alternatives
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2.7 CONSIDERATIONS

Alternatives in Local Plans

The alternatives as described in this study 

are not identified specifically in any city 

plans. 

Intersections

There are several intersections that pose 

significant barriers to bicycle travel from 

the Cedar River Trail northward on the Lake 

Washington Loop and the planned Lake to 

Sound Trail. The section below describes 

the challenges at these intersections.  

Figure 2.12 shows these barriers.

1. Logan Avenue North Bridge/Cedar 

River Trail.

There is currently no accommodation 

for bicycles over or under the bridge. 

The City of Renton has identified this 

project and is pursuing funding to 

widen the existing bridge.

2. Park Avenue North/NE Park Drive/

Garden Avenue North/Lake Washington 

Boulevard North. 

This intersection uses four street names 

but is essentially two streets. The 

east leg is Park Avenue North, which 

becomes NE Park Drive on the west 

leg, and Lake Washington Boulevard 

North on the north leg becomes Garden 

Avenue North on the south leg. 

There are bicycle lanes on Park 

Avenue North, Logan Avenue North, 

and Lake Washington Boulevard North, 

but no accommodation through the 

intersection. In particular, left turns 

northbound from Park Avenue North 

to Lake Washington Boulevard North 

are challenging, and the crossing 

distances are wide, lengthening 

bicycle and pedestrian exposure time 

in the intersection. This is a complex 

intersection that warrants further study 

to assess opportunities to create better 

bicycle connectivity. A bicycle signal may 

be an option if geometric changes are not 

possible.

3. Gene Coulon Park Entry Road/Lake 

Washington Boulevard North/Houser Way 

North.

This intersection also lacks bicycle 

accommodation despite the bicycle 

lanes on Lake Washington Boulevard 

North. Depending on ownership and 

coordination with BNSF, there may be 

Figure 2.12 - Intersection Considerations
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opportunities to revise the geometry 

of the intersection to shorten crossing 

distances. Bicycle-specific pavement 

markings could be added to bring 

awareness of shared bicycle and 

vehicular space.

4. Bronson Way North/Houser Way North.

This one-way couplet and the 

intersections around Liberty Park 

at the Cedar River Bridge and State 

Route (SR) 900 will be important links 

to the Cedar River Trail from the Lake 

to Sound Trail because the options for 

bicycle travel through Liberty Park 

are limited. Given the volumes and 

width of the roadways, these “last mile 

connections” are critical links in the 

regional trail network. Opportunities 

for improvement to bicycle travel 

include creating a path around the 

perimeter of the park, or on the 

couplet as either a two-way lane or two 

one-way protected bicycle lanes, as 

well a bicycle accommodation through 

the intersections.

Local Trail Connections

The City of Renton requested an 

evaluation of connections between the 

May Creek Trail, a segment of which meets 

Lake Washington Boulevard North south 

of North 44th Street near the city limits 

and the ERC. A connection across Lake 

Washington Boulevard North to the ERC 

would complete the link. The trail meets 

Lake Washington Boulevard North in a 

level area with good visibility, making a 

crossing highly feasible. There is also an 

existing curb cut on the east side of Lake 

Washington Boulevard North. The roadway 

contains two lanes with bicycle lanes; 

a marked crosswalk could be added. 

There are roadway, drainage, utilities, and 

railroad bridges across May Creek in the 

immediate vicinity of the natural point 

of connection between the two trails, but 

these bridges should not pose any undue 

hindrance to a potential trail crossing of 

the road (Photos 2.11 and 2.12).

Photo 2.11 - Lake Washington Boulevard North 
Bridge over May Creek, May Creek Greenway, 
looking south. The loop trail sign is visible to the left.

Photo 2.12 - May Creek Loop Trail just east of 
Lake Washington Boulevard North; although 
soft-surface, it could also be a stopover 
destination for bicyclists.
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2.8 PREFERRED ALTERNATIVE

City of Renton staff are not able to 

endorse a  preferred alternative without 

Mayoral and Council approval, unless it is 

identified in city plans. The comprehensive 

plan and nonmotorized plan are due to 

be updated but not within the time frame 

of this study. Given this situation, city and 

county staff recommend carrying multiple 

alternatives forward.

North Alternatives

The city considered Alternative 1b to be 

the most achievable long-term, however, 

due to the physical challenges of this 

route,  a hybrid of Alternatives 1a and 

1b may be the most feasible option. The 

city requested order of magnitude cost 

estimates for Alternative 1b to determine 

the true feasibility (see Section 2.9).

South Alternatives

City staff expressed some preference 

for Alternative 3a (Houser Way) in terms 

of overall benefit and opportunities. 

However, they would like to carry both 3a 

and 3b forward. 

For interim use, city staff would like to 

see a variation of Alternative 4b that uses 

Houser Way on the north end.

2.9 PLANNING LEVEL COST 
ESTIMATES

Planning level cost estimates were 

not prepared for the south connection 

alternatives, pending additional planning 

and consideration by King County and the 

City of Renton.  For the north connection 

alternatives, the costs are expected to 

be relatively similar between Alternative 

1a rail with trail east of the track and 

Alternative 1b trail along the west side of 

Lake Washington Boulevard North.  Both 

occur in the same relatively narrow area 

with a steep cross slope.  For planning 

purposes, a conceptual construction 

unit price of $5-6M per mile has been 

developed that could be reasonably 

applied to either alternative.  More 

extensive design work will be necessary 

to validate some of the assumptions 

included in the cost estimate.

2.10 NEXT STEPS

King County will be issuing a Draft 

Master Plan and Environmental Impact 

Statement for the ERC Regional Trail in 

the first quarter of 2016.  The alternatives 

for developing a trail in the ERC will 

include a discussion of improvements at 

the southern terminus of the railbanked 

corridor (MP 5.0) that direct pedestrians 

to internal access paths in Gene Coulon 

Park and bicyclists to existing bike 

lanes along Lake Washington Boulevard 

North.  The master plan will not identify 

a preferred route for connecting from 

MP 5.0 to the Cedar River Trail or Lake to 

Sound Trail.  Instead, the master plan will 

defer to a separate planning process, in 

collaboration with the City of Renton.
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3.1 OVERVIEW

Developing a connection between the 

future Eastside Rail Corridor (ERC) 

Regional Trail and the existing Interstate 

90 (I-90) Trail would offer significant 

benefits to the City of Bellevue and the 

region as a whole, given the destinations 

these two trails would serve. The I-90 Trail 

is a component of the expansive Mountains 

to Sound Greenway, which weaves 

together historic transportation corridors 

and a large trail network, spanning from 

Seattle in the west to Ellensburg in the 

east. This feasibility analysis focuses on 

the interface between the portion of the 

Mountains to Sound Greenway, which 

contains the I-90 Trail linking Seattle to the 

Factoria and Eastgate neighborhoods in 

Bellevue, and the ERC.

The City of Bellevue is collaborating 

with the Washington State Department of 

Transportation (WSDOT) to move forward 

with design and construction of the I-90 

Trail through the Eastgate neighborhood. 

This trail will fill a major gap in the 

Mountains to Sound Greenway Trail 

system. Forming a connection between the 

completed I-90 Trail and the ERC is very 

important from a regional transportation 

and recreational perspective. In addition, 

this connection will provide opportunities 

to link areas north and south of I-90 and 

Bellevue, including Kirkland and Renton 

as well as communities beyond via the 

regional trail system. 

To realize these benefits, a trail must be 

developed in the King County-owned 

portion of the ERC and a high-quality, 

physically separated trail connection 

must be made between the ERC and 

the I-90 Trail. The primary challenge 

to establishing this connection lies in 

the difference in elevation between 

the two trails at their intersecting 

point. Existing ERC bridge structures, 

topography, and planned Interstate 405 

(I-405) improvements present additional 

challenges. Figure 3.1 shows the 

study area for this project and the trail 

connections in the vicinity.
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Figure 3.1 - Trail Planning Area
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3.2 STUDY OBJECTIVES

This study identifies and evaluates options 

for connecting the ERC Main Line to 

the I-90 Trail in order to provide a more 

comprehensive regional network of 

multi-use trails. Developing a connection 

between ERC and the I-90 Trail would 

improve the directness of the system of 

trails linking Bellevue, Seattle, Renton, and 

Kirkland, and offer trail users more options 

for accessing these major urban centers. 

Section 3.3 provides background and 

contextual information, including an 

overview of existing and planned trails 

relevant to this study. Section 3.4 identifies 

the connection alternatives and describes 

the field reviews, and Section 3.5 presents 

the opportunities and constraints of each 

alternative. Section 3.6 evaluates each 

alternative, based on criteria within the 

following categories:

• Existing plans

• Regional transportation system 

performance

• Facility design

• Impacts to the natural and built 

environments

• Maintenance

Section 3.7 presents major considerations 

that influence the selection of a preferred 

alternative, which is discussed in Section 

3.8. Planning-level cost estimates are 

provided in Section 3.9. In conclusion, 

Section 3.10 describes the proposed next 

steps for the project.

3.3 CONTEXT AND 
BACKGROUND

To better understand the study area and 

the City of Bellevue’s plans for the area, 

the project team reviewed local planning 

documents. This section briefly describes 

each planning document and explains 

how it informs establishing a connection 

between the I-90 Trail and the future ERC 

Regional Trail.

Relevant Plans

Creating Connection:  Recommendations on 
the Eastside Rail Corridor from the Regional 
Advisory Council (Regional Advisory Council 
2013)

The Creating Connections report 

summarizes the work and recommendations 

of the Regional Advisory Council (RAC) that 

was convened to:

• Coordinate planning and development 

activities to the extent possible to ensure 

effective use of the southern portion of 

the ERC and the Redmond Spur.

• Oversee the partner planning 

process including implementing and 

coordinating the trail, high-capacity 

transit, and utility uses in the ERC.

• Coordinate with affected cities around 

local planning and development.

• Address both near-term and long-term 

recommendations.

• Recommend any needed changes to the 

County’s county-wide planning policies.

• Reach out to a broad spectrum of 

stakeholders.
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Recommendation 2A of the Creating 

Connections report recommends that the 

owners:

• Work together to engage the region’s 

federal officials in discussions about 

the opportunity to enhance pedestrian, 

bicycle and transit mobility by 

successfully integrating the ERC into 

this key regional connection point (the 

I-405/I-90 interchange area).

• Seek federal assistance to study 

this interchange for the purpose of 

identifying optimum crossings and 

connections. This study may require 

innovative approaches to creating 

connections through the existing 

highway lanes, on and off ramps, and 

grade changes. (See Appendix 9 of 

the Creating Connections report for a 

summary of initial research by the RAC 

regarding innovative approaches to 

crossings and trail connections.)

The report acknowledges two challenges in 

connecting the ERC with proximate regional 

transportation opportunities, including the 

I-90 Trail. In terms of connecting to the I-90 

Trail, the first challenge is that the corridor 

crosses I-90 on a 15-foot-wide railroad 

bridge that does not provide sufficient 

space for multiple uses. Second, the ERC 

crosses above the highway and the trails, 

creating a challenge to overcoming the 

grade differential.

Regional Trails System Network Vision

King County’s Regional Trail System 

Network Vision discusses how the City 

of Bellevue offers many opportunities to 

connect important destinations within 

Bellevue to the regional trails system using 

the future ERC. Specifically, the document 

mentions that Bellevue plans to extend 

NE 6th Street eastward to the anticipated 

trail corridor and develop a regional trail 

link connecting the Burlington Northern 

Santa Fe (BNSF) rail line, 112th Avenue NE, 

and city hall. This link will serve as the 

main regional trail system’s connection 

to the center of the city, but it will not be 

the only connection planned in Bellevue. 

The plan also envisions a potential future 

connection between the South Bellevue 

Light Rail Station and the I-90 Trail, which 

would be located at or near the existing 

South Bellevue Park-and-Ride at Bellevue 

Way SE near the I-90 Trail.

City of Bellevue Pedestrian & Bicycle 
Transportation Plan Report (City of 
Bellevue 2009)

The City of Bellevue Pedestrian & Bicycle 

Transportation Plan Report promotes a 

vision to plan, design, build, and maintain 

a connected network of pedestrian 

and bicycle facilities in Bellevue. The 

City of Bellevue conducted extensive 

public outreach, research, and fieldwork 

to complete this plan. The document 

contains a list of policies that provide 

broad direction for developing the 
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nonmotorized system, and details specific 

recommendations for improving Bellevue’s 

pedestrian and bicycle network and 

facilities. 

This plan includes several elements that 

relate to the ERC. The plan generally 

supports overall coordination among 

jurisdictions to plan and develop 

regional greenways, which includes 

use of the BNSF rail corridor (the ERC) 

for trail development. Among the 11 

primary bicycle corridors that exist or 

are proposed to provide general bicycle 

mobility and connectivity throughout the 

city, the east-west Mountains to Sound 

Greenway (I-90 Trail) and the BNSF 

Trail Corridor (now the ERC) are both 

mentioned as a medium level priority.

Bellevue Parks & Open Space System Plan 
(City of Bellevue 2010)

The City of Bellevue’s Parks & Open Space 

System Plan describes Bellevue as a 

“City in a Park.” Bellevue residents value 

the parks and open spaces in Bellevue. 

Ninety-seven percent of residents 

believe that the parks and recreational 

opportunities in Bellevue enhance their 

quality of life. Bellevue’s network of trails 

and greenways is an important part of 

the parks system, and trails are the most 

frequently used part of the parks system.

The Parks & Open Space System Plan 

supports the Bellevue Comprehensive 

Plan in many goals, including “to plan, 

design, build, and maintain an integrated, 

comprehensive network of pedestrian 

and bicycle facilities in collaboration 

with community stakeholders”, and “to 

minimize the impacts of the transportation 

system on the city’s environment and 

neighborhood quality of life”. The plan 

acknowledges that there is a significant 

opportunity for a north-south greenway 

trail through Bellevue due to the public 

purchase of the BNSF railroad right-of-

way. The plan includes the ERC (referred 

to as the BNSF trail in the plan) in the list 

of opportunities to acquire, develop, or 

enhance greenway connections.

Existing and Planned Trails

I-90 Trail

The I-90 Trail is a 10-mile paved, multi-use 

trail following I-90 across Lake Washington, 

linking Seattle and Bellevue. The trail 

begins at South Holgate Street, continues 

eastward to Lake Washington, passes over 

the I-90 floating bridge to Mercer Island, 

connects to Bellevue, and continues to 

Factoria. This trail is part of the larger 

Mountains to Sound Greenway, which 

starts at Puget Sound and extends 100 

miles east along the I-90 corridor. Hikers 

and cyclists use the greenway for both 

recreational and commuting purposes. The 

ERC and the I-90 Trail intersect south of 

the I-90 main line and approximately 350 

feet east of Lake Washington Boulevard. 

The City of Bellevue is moving forward 

with design of the I-90 Trail through the 

Eastgate neighborhood, which has been a 

critical missing link in that system. Once 

that segment is completed, the I-90 Trail 

could provide direct access to and from 

the ERC to the numerous employment, 

shopping, residential, and education uses 

within Eastgate and other neighborhoods 

to the east.
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Mercer Slough Nature Park Trails

The Mercer Slough Nature Park’s 

periphery loop is primarily a hard-surface 

trail open to pedestrians and bicyclists. 

A portion of this loop system is the I-90 

Trail, and would connect directly to the 

ERC via the loop system, providing an 

opportunity for users of the ERC to access 

the environmental education center and 

other destinations within the nature park. 

3.4 ALTERNATIVES 
IDENTIFICATION

The alternatives presented in this chapter 

were identified by reviewing existing 

plans (county and local), engaging staff 

from the City of Bellevue and WSDOT, and 

conducting a field review of the vicinity 

where a connection between the ERC and 

the I-90 Trail may be developed. 

WSDOT Preferences and Priorities

The project team met with WSDOT staff 

on June 2, 2014 to provide an overview of 

the ERC project for WSDOT staff, and to 

gain an understanding of that agency’s 

plans for the I-405 and I-90 corridors, and 

how these plans may affect the potential 

connections between the ERC and other 

regional trails, including the I-90 Trail. No 

specific alternatives for establishing a 

connection between the ERC and the I-90 

Trail were discussed. WSDOT explained 

the constraints of the right-of-way in the 

area where a potential connection would 

likely be made, particularly as it concerns 

planned improvements at the I-405/I-90 

interchange. 

As a follow-up to this meeting, WSDOT 

shared the I-405 Master Plan so that the 

project team could better understand 

what is planned in the area. WSDOT staff 

also joined the project team in the field 

to discuss on-the-ground conditions 

and constraints. As a follow-up to the 

field review, the project team shared 

preliminary alternatives for establishing 

the connection. WSDOT staff provided 

comments on these preliminary 

alternatives and further clarification 

on where planned I-405 interchange 

improvements may conflict with one or 

more of these alternatives. Except for 

these potential conflicts, WSDOT staff 

generally supported accommodating a 

connection trail within the WSDOT right-

of-way.

City of Bellevue Preferences and 
Priorities 

The project team held a kick-off meeting 

and conducted a field review with City of 

Bellevue staff and had subsequent follow-

up communications in order to gain an 

understanding of the city’s preferences 

and priorities related to developing a 

connection between the ERC and the    

I-90 Trail.

Kick-off Meeting

The project team met with staff from 

the City of Bellevue on June 16, 2014 to 

gain an understanding of transportation-

related projects the city has planned and 

programmed and its vision for developing 

connections to the ERC. Among other 

topics, this meeting discussed establishing 

a connection between the I-90 Trail and 
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the ERC. City of Bellevue staff provided a 

packet of information they had assembled 

that contained graphic illustrations, key 

considerations, and opportunities and 

constraints related to the ERC Regional 

Trail, including establishing connections 

between the I-90 Trail and the ERC. 

Specific topics related to the I-90 Trail 

connection included:

• Accessing the Mercer Slough Nature 

Park from the ERC.

• A proposed overcrossing of the I-90 

Trail at Factoria Boulevard SE.

• The Eastgate/I-90 Land Use & 

Transportation Project (City of Bellevue 

2012) for land use and transportation, 

which includes the chosen alignment 

of the I-90 Trail (referred to as the 

Mountains to Sound Greenway Trail) 

currently in design. The completion 

of this segment of the I-90 Trail will 

provide direct access to and from the 

ERC to a major employment, shopping, 

and education center.

Field Review

On June 27, 2014, the project team met 

with City of Bellevue and WSDOT staff in 

the field to review preliminary alternatives 

the project team had identified to connect 

the I-90 Trail to the ERC. Bellevue staff 

identified additional alternatives that 

they would like to see evaluated and 

discussed, including opportunities and 

constraints related to the right-of-way 

and trail crossing improvements on 

Lake Washington Boulevard. WSDOT 

staff described how improvements 

identified in the I-405 Master Plan might 

present challenges and opportunities for 

developing a connection. 

Following the field review, City of 

Bellevue staff followed up with the project 

team and outlined additional ideas 

regarding the identified alternatives. 

Staff recommended that the additional 

alternatives be evaluated, including using 

SE 32nd Street as an access point to the 

ERC. They also expressed reservations 

about installing another marked crosswalk 

on Lake Washington Boulevard North 

while suggesting that the existing marked 

crosswalk at 118th Avenue SE should 

be enhanced if it were to be part of the 

connection to the ERC. The alternatives 

analysis in Sections 3.5 and 3.6 

incorporates all of these considerations. 

3.5 I-90 TRAIL ALTERNATIVES: 
OPPORTUNITIES AND 
CONSTRAINTS

This section presents six alternatives for 

connecting the I-90 Trail to the ERC in 

the vicinity of I-90, just west of the I-405 

interchange. Figure 3.2 shows proposed 

alternatives for the I-90 Trail connection. 

Three alternatives are located on the south 

side of I-90 and three are on the north side. 

Alternatives 1, 2, 4, 5 and 6 use WSDOT 

and ERC right-of-way while Alternative 

3 uses City of Bellevue right-of-way.  

Alternative 6 uses WSDOT, ERC, and City 

of Bellevue right-of-way. Alternative 2 has 

two options (2a and 2b), which all use the 

same crossing of 118th Avenue SE. The 

section below describes these alternatives 

and includes opportunities and constraints 

for each. 
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Figure 3.2 - I-90 Trail Connection Alternatives
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ALTERNATIVE 1—SOUTH OF 
I-90/WEST OF ERC

Alternative 1 would use the existing 

marked crosswalk at 118th Avenue SE and 

provide a fairly direct connection between 

the ERC Regional Trail and I-90 Trail 

without having to use structural bridge 

elements. The alignment would consist of 

several switchbacks within the existing 

WSDOT right-of-way. Alternative 1 would 

interface (cross over) the Seattle Public 

Utilities (SPU) Mercer Island pipeline and 

emergency supply line one or more times. 

Figure 3.3 shows a conceptual alignment 

of Alternative 1.

Opportunities

Right-of-Way

There is sufficient space within the WSDOT 

and ERC rights-of-way to develop a trail 

connection.

Grade

By using multiple switchbacks within the 

available right-of-way, it is plausible that a 

trail can be constructed without exceeding 

a 5 percent grade.

Roadway and Driveway Crossings

This alternative would use the existing 

marked crosswalk at 118th Avenue SE, 

which has good sight distance (Photo 3.1). 

Given the likely increase of trail users 

crossing 118th Avenue SE at this location 

to connect with the ERC Regional Trail, this 

crossing should be evaluated to determine 

how it may be enhanced for improved 

safety.

Constraints

This alternative would cross over SPU’s 

Mercer Island Pipeline and Emergency 

Supply Line. SPU has obtained franchise 

rights from WSDOT for these pipelines. 

There is also a raised concrete vault 

containing valves for these pipelines 

that would need to be avoided by 

any trail constructed in this area. Trail 

improvements that would involve the 

area where SPU’s pipeline and facilities 

are located would be subject to that 

agency’s plan review process and 

possible franchise amendments. It will 

be necessary to submit plan documents 

to SPU before that agency can determine 

whether the trail is compatible with these 

regional pipeline facilities.  

Grade

There is approximately 55 feet of elevation 

gain from 118th Avenue SE to the ERC, 

which requires nearly 1,100 feet of trail 

run in order to maintain a trail grade 

of 5 percent or less. This alternative 

would require significant amounts of 

fill and grading, multiple switchbacks, 

and potential structural retaining walls 

to provide this amount of trail run. The 

switchback design would provide a less 

than desirable user experience. 
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Figure 3.3 - I-90 Trail Connection Alternative 1

Photo 3.1 - Alternative 1 would use the existing marked crosswalk on 118th Avenue SE just south of I-90
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ALTERNATIVE 2—NORTH OF 
I-90/EAST OF ERC

Alternative 2 would provide a less 

direct connection than Alternative 1, but 

would run the connection trail over a 

longer distance, and reduce the number 

of switchbacks required to meet the 

elevation of the ERC. Alternative 2 has two 

options, 2a and 2b, both of which would 

likely require a new crossing of 118th 

Avenue SE just north of the I-405/I-90 

westbound interchange ramp. 

Alternatives 2a and 2b would traverse 

the slope on the west side of the ERC 

with a switchback design in order to 

maintain a grade of 5 percent or less. At 

the ERC, both options would run under 

the ERC steel bridge and connect to the 

ERC Regional Trail on its east side in 

the vicinity of SE 32nd Street. Figure 3.4 

shows the alignments of Alternative 2 with 

Alternatives 2a and 2b.

Both alternatives would take advantage of 

WSDOT property under I-90 on the east 

side of 118th Avenue SE for construction of 

a trail connector if it were made available 

by that agency.  This area is currently 

being used for construction staging. It is 

likely that this alternative would construct 

such a connection behind structural 

columns of the I-90 facility. Constructing a 

trail connection on the east side of 118th 

Street SE would allow ERC Regional Trail 

users wanting to go eastbound on the 

I-90 Trail and westbound I-90 Trail users 

connecting with the ERC Regional Trail 

to make that transition without having 

to cross 118th Street SE. This option 

presents an alternative to providing a new 

crossing of 118th Avenue SE north of I-90. 

However, given the indirectness of this 

connection for users traveling eastbound 

on the I-90 Trail and connecting with the 

ERC Regional Trail (or vice versa), a high 

number of users will likely choose to cross 

118th Avenue SE regardless of whether 

there is a designated crossing.

ALTERNATIVE 2A—ERC RIGHT-
OF-WAY/EAST SIDE

Alternative 2a traverses the slope on 

the west side of the ERC to reach an 

undercrossing near the abutment of the 

existing ERC/I-90 steel bridge, runs in a 

northeasterly direction after passing under 

the bridge, and then cuts back towards the 

ERC and runs north to meet the elevation 

of the ERC. This option would connect to 

the ERC Regional Trail just south of the SE 

32nd Street bridge.

Opportunities

Right-of-Way

This option would use the existing City of 

Bellevue, WSDOT, and ERC rights-of-way.

There is sufficient space within the 

existing WSDOT and ERC rights-of-

way north of the I-405/I-90 interchange 

ramp and west of the ERC, as well as 

between the I-405/I-90 interchange ramp 

and SE 32nd Street (east of the ERC) 

to accommodate the alternative as it is 

conceptually proposed.
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Figure 3.4 - I-90 Trail Connection Alternative 2, Alternatives 2a and 2b2 d 2b



3-14  EASTSIDE RAIL CORRIDOR - REGIONAL TRAIL MASTER PLAN PROJECT

Photo 3.2 - Alternative 2a would use the ERC 
right-of-way and require regrading of the 
railbed side slope to extend the trail up to the 
elevation of the ERC

Grade

There is sufficient space within the WSDOT 

and ERC rights-of-way to extend the 

trail on the west side of the ERC using a 

switchback design in order to maintain a 

grade of 5 percent or less (approximately 

1200 feet of run) (Photo 3.2).

On the east side of the ERC steel 

bridge this option would continue in a 

northeasterly direction for approximately 

160 feet and then turn back towards the 

ERC using a slight switchback to run out 

the remaining 20 feet of elevation gain to 

the ERC. 

Constraints

Grading and Structural Elements

While there is sufficient space to extend 

the trail the necessary distance to achieve 

a grade of 5 percent or less, some 

clearing, tree removal, and grading will 

be required. Additional fill and a retaining 

wall structure will likely be required.  The 

extent of this work would be determined 

during detailed design.

To provide a sufficiently flat area for 

constructing a trail underneath the ERC 

steel bridge, it will be necessary to modify 

the existing concrete slope protection at 

the bridge abutment (Photo 3.3).

Driveway and Roadway Crossings

This alternative would require a new at-

grade trail crossing of 118th Avenue SE on 

the north side of the I-405/I-90 interchange 

ramp to provide a direct connection from 

the I-90 Trail for eastbound users wanting 

to connect with the ERC, for ERC users 

wanting to connect with the westbound 

I-90 Trail, and for users traveling south 

on 118th Avenue SE who want to connect 

with the ERC in a more direct way than 

using the existing crossing south of I-90 

(Photo 3.4). City of Bellevue staff have 

indicated that they are not generally 

supportive of designating a new crossing 

of 118th Avenue SE on the north side of 

the I-405/I-90 interchange ramp due to 

concerns about poor sight lines. 
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Photo 3.3 - Existing concrete slope protection at the ERC/I-90 steel bridge abutment would 
need to be modified for Alternatives 2a and 2b to pass behind the support columns (view from 
I-405/I-90 interchange ramp)

Photo 3.4 - A new at-grade trail crossing of 118th Avenue SE would be needed just north of the 
I-90 westbound ramp for Alternatives 2a and 2b (looking south on 118th Avenue SE, just north of 
the I-405/I-90 westbound interchange ramp
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Regardless of whether a new designated 

crossing is provided, it is highly likely that 

trail users will cross at this location given 

that it is the most direct route for eastbound 

I-90 Trail users wanting to connect to the 

ERC Regional Trail, and ERC Regional 

Trail users wanting to go westbound on 

I-90 Trail. The risk tolerance for such 

informal crossings of 118th Avenue SE may 

determine the ultimate feasibility of this 

alternative.

ALTERNATIVE 2B—I-405/I-90 
INTERCHANGE RAMP RIGHT-OF-
WAY

Alternative 2b follows the same path on 

the west side of ERC/I-90 steel bridge as 

Alternative 2a. After crossing under the 

bridge, Alternative 2b would continue east 

then north, generally running parallel to 

the I-405/I-90 interchange ramp to SE 32nd 

Street. At SE 32nd Street, the trail would 

cut back west and connect with the ERC 

Regional Trail using an elevated ramp built 

within the SE 32nd Street right-of-way. 

Opportunities

Right-of-Way

This option would use the existing City of 

Bellevue, WSDOT, and ERC rights-of-way.

The available right-of-way on the south 

side of SE 32nd Street, which is currently 

being used informally as a parking area, 

provides sufficient space to construct a 

ramp up to the level of the ERC (Photo 

3.5). It will be necessary to design this 

ramp such that it does not interfere with 

the driveway providing access to a King 

County wastewater facility located south of 

SE 32nd Street.

Grade

There is sufficient space within the 

existing right-of-way to continue the trail 

to meet the elevation of the ERC while 

achieving grades of 5 percent or less. 

Constraints

Grading and Structural Elements

While there is sufficient space to extend 

the trail the necessary distance to 

achieve a grade of 5 percent or less, this 

alternative will require some clearing, 

tree removal, and grading. Grading will 

include areas of both cut and fill, and a 

retaining wall structure will possibly be 

required. The extent of this work would be 

determined during detailed design.

It may be necessary to cut into the existing 

concrete slope protection at the bridge 

abutment and construct a wall to provide 

sufficient flat area for constructing a trail 

underneath the ERC/I-90 steel bridge. 

This alternative will require a ramp within 

the SE 32nd Avenue right-of-way to 

connect to the ERC.

Driveway and Roadway Crossings

This alternative will require a new  

at-grade trail crossing of 118th Avenue 

SE on the north side of the I-405/I-90 

interchange ramp. See discussion of 

Driveway and Roadway Crossings under 

Alternative 2a. 
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Photo 3.5 - Right-of-way on the south side of SE 32nd provides an opportunity for building a ramp 
up to the ERC Regional Trail (photo taken from ERC looking east)
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ALTERNATIVE 3—118TH AVENUE 
SE/SE 32ND STREET

Alternative 3 would use the existing right-

of-way on the west side of 118th Avenue 

SE to construct a two-way shared use path 

(sidepath) to SE 32nd Street, where a new 

at-grade crossing would be installed to 

connect users to SE 32nd Street. 

SE 32nd Street is a local street that serves 

several medium density residential 

and office uses, and generally has low 

vehicle volumes. The best solution for 

accommodating trail users within the 

SE 32nd Street right-of-way would need 

to be determined in the design phase. 

Potential design solutions include a two-

way shared use path (sidepath) on either 

the north or south side of the street, 

a one-way protected bicycle lane for 

eastbound (uphill) bicyclists connecting 

with the ERC Regional Trail, and a bicycle 

lane or shared lane markings installed 

for westbound (downhill) bicyclists 

connecting with the I-90 Trail. A sidewalk 

could accommodate pedestrians if the 

design solution includes on-street bicycle 

facilities. 

ALTERNATIVE 3A—ACCESS ERC 
FROM EAST

Alternative 3a approaches the ERC from 

the east utilizing an earthen or structural 

ramp for users to access the ERC Regional 

Trail. This ramp would potentially use a 

portion of the property where King County 

has a wastewater facility. Figure 3.5 shows 

the alignment of Alternative 3.

Opportunities

Right-of-Way

Between SE 32nd Street and the I-90 Trail 

on the west side of 118th Avenue SE, there 

is currently a one-way bicycle lane and 

a shoulder functioning as a walkway that 

connects to the Mercer Slough Nature 

Park Trails (Photo 3.6). The width of 

pavement dedicated to these facilities is 

approximately 16 to 18 feet. These existing 

facilities can be redesigned to construct 

a two-way shared use path or protected 

bike lane and sidewalk that is physically 

separated from vehicle travel lanes. 

On the east side of 118th Avenue SE, where 

there is currently a bike lane, available 

right-of-way varies. At its narrowest point 

there is approximately 8.5 feet between 

the existing fog line and edge of right-

of-way. If a connection under the I-90 

bridge on the east side of 118th Avenue 

SE (as described under Alternative 2) 

were developed, then this connection 

should be carried further north on the east 

side of 118th Avenue SE to avoid having 

westbound I-90 trail users connecting 

with the ERC cross 118th Avenue SE twice. 

There is sufficient space to develop a 

one-way protected bike lane on the east 

side of 118th Avenue SE assuming that the 

pavement is widened more or less to the 

edge of the right-of-way, or vehicle lanes 

are shifted west to provide additional 

pavement width. 
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Figure 3.5 - I-90 Trail Connection Alternative 3

Photo 3.6 – Existing bicycle lane and walkway facilities on west side of 118th Avenue SE 
(looking south from SE 32nd Street)
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ALTERNATIVE 3B—ACCESS ERC 
FROM WEST

Alternative 3b provides a connection to 

the ERC in much the same way Alternative 

3a would except it would connect to 

the ERC on its west side. It would use 

ERC right-of-way to accommodate the 

approximate 300 feet of trail run necessary 

to meet the ERC trail elevation from SE 

32nd Street. Alternative 3b avoids having 

to route trail users under the ERC, which 

is a pinch point that may preclude the 

ability to provide a facility that separates 

trail users from motor vehicle traffic. It 

also would avoid utilizing the King County 

parcel assuming that parcel is needed to 

implement Alternative 3a.  

It is possible that a small portion of the 

parcel at 11831 SE 32nd Street may 

need to be acquired in order to optimize 

the geometrics and sight lines of the 

intersection between SE 32nd Street and 

the trail connection. Further analysis is 

required to determine the degree to which    

portions of this parcel may be needed, if 

at all. Photo 3.7 shows the location where 

a trail connection on the west side of the 

ERC would intersect with SE 32nd Street.

Constraints

Grade

Bicycle and pedestrian facilities 

constructed along SE 32nd Street would 

need to follow the street grade, which does 

not meet King County’s trail development 

goal of not exceeding five percent grade. 

Additional space would be needed 

on the east side of 118th Avenue SE to 

accommodate pedestrians. This space 

may be achieved by further shifting the 

vehicle lanes west in addition to widening 

the roadway on the west side. 

The SE 32nd Street right-of-way is  

approximately 60 feet in width.The 

existing pavement width is approximately 

26 feet.  There is sufficient space for 

constructing a sidepath facility or a 

protected bike lane and sidewalk. 

Roadway and Driveway Crossings

This alternative requires a new at-grade 

crossing of 118th Avenue SE at SE 32nd 

Street. This location has good sight 

distance. Further evaluation is needed 

to determine what treatments would be 

needed to ensure a safe and comfortable 

crossing. 

King County Property

King County owns a property directly 

east of the ERC and south of SE 32nd 

Street. Except for a wastewater facility 

on the southern portion of the property, 

this property is undeveloped. If needed, 

the undeveloped portion of the property 

nearest the ERC may provide space 

to construct a ramp to complete the 

connection between facilities on SE 32nd 

Street to the ERC Regional Trail.
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Photo 3.7– Location where trail connection would intersect SE 32nd Street

The average grade of SE 32nd Street 

from SE 118th Avenue to the ERC is 7 

percent.  Portions of the street have 

nearly a ten percent grade. 

Grading/Retaining

Constructing a shared use path or 

sidewalk facility on the north side of SE 

32nd Street would require some minor 

grading and possible retaining walls. 

Roadway and Driveway Crossings

Three driveways are used to access the 

medium-density residential area and 

an office building on the north side of 

SE 32nd Street, and two driveways and 

several parking spaces directly abut or 

use a portion of the right-of-way on the 

south side. This parking would need to be 

redesigned to accommodate a protected 

bicycle facility.

Depending on the design of the shared 

use path or other separated facilities 

constructed on SE 32nd Street, there is a 

potential for conflicts with utility poles and 

other above ground utilities.
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ERC Bridge at SE 32nd Street 

SE 32nd Street narrows to one vehicle 

lane approximately 13 feet wide as it 

passes under the ERC. There may be an 

opportunity to carve out the abutment 

slope on either side of the ERC bridge 

to construct a separated shared use 

path; however, this would likely require 

some structural retrofitting of the bridge 

(Photo 3.8). Vehicle volumes are low on 

this portion of SE 32nd Street, which may 

reduce the need for providing a separated 

bicycle/pedestrian facility through this 

pinch point. 

Because of its indirectness, Alternative 3b 

has limitations in providing an intuitive 

route.

ALTERNATIVE 4—BRIDGE 
BETWEEN I-90 TRAIL AND THE 
ERC 

Alternative 4 would use a bridge structure 

to make a direct connection between the 

I-90 Trail and the ERC Regional Trail. The 

bridge structure would begin just south of 

where the ERC/I-90 steel bridge begins 

south of I-90. It could connect with the 

I-90 Trail in a number of ways, including 

running parallel to the steel bridge over 

the I-405/I-90 eastbound interchange 

ramp and then turning east and gradually 

ramping down to connect, or running east 

along the slope south of the I-405/I-90 

eastbound interchange ramp to a point 

where it would bridge over the interstate 

ramp and connect. Figure 3.6 shows 

two potential alignment options for 

Alternative 4.

Opportunities

Right-of-Way

This alternative would be completely 

contained within ERC and WSDOT rights-

of-way.

Grade

This alternative could include a bridge 

structure designed with minimal grade, 

making an easy connection for all users.

Photo 3.8 – ERC bridge at SE 32nd Street 
(looking west)
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purpose ramps to I-405. This plan shows 

these flyover structures pass over the ERC, 

and therefore would also passing over any 

structures associated with Alternative 4. 

Further design analysis of this alternative 

is required to determine what, if any, 

conflicts may arise between the two 

proposed facilities and how to resolve 

those conflicts through compatible 

designs. However, this may be challenging 

due to the timing of I-405 improvements 

and ERC Regional Trail development. 

Cost

Constructing a bridge structure may have 

costs an order of magnitude higher than 

other connection alternatives.

Directness

This alternative would provide a direct 

connection between the ERC Regional 

Trail and I-90 Trail, particularly for 

westbound I-90 Trail users wanting to 

connect with the ERC, and ERC Regional 

Trail users wanting to go east on the I-90 

Trail. 

Roadway and Driveway Crossings

This alternative introduces no at-grade 

driveway or roadway crossings.

Constraints

I-405 Master Plan

WSDOT’s I-405 Master Plan proposes 

high-occupancy vehicle (HOV) flyover 

ramp structures connecting all four 

quadrants of the I-405/I-90 interchange. 

The preliminary plan shows the flyover 

structures being placed between the 

eastbound main line and existing general 

Figure 3.6 - I-90 Trail Connection Alternative 4 Options
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ALTERNATIVE 5—RAMP 
BETWEEN I-90 TRAIL AND ERC 
TRESTLE

Alternative 5 would use a ramped 

bridge structure to form a direct 

connection between the I-90 Trail and 

the ERC Regional Trail. The east end 

of the ramp structure would begin 

approximately 180 feet east of the 

ERC/I-90 steel bridge. Alternative 5 

assumes that the ramp structure would 

not be structurally attached to the ERC 

bridge.  Figure 3.7 shows the alignment 

of Alternative 5.

Opportunities

Right-of-Way

This alternative would be completely 

contained within ERC and WSDOT rights-

of-way.

Grade

This alternative includes a ramp structure 

that would not exceed 5 percent grade.

Directness

This alternative would provide a very 

direct connection between the ERC 

Regional Trail and I-90 Trail, particularly 

for westbound I-90 Trail users wanting to 

connect with the ERC, and ERC Regional 

Trail users wanting to go east on the I-90 

Trail. 

Figure 3.7 - I-90 Trail Connection Alternative 5
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Roadway and Driveway Crossings

This alternative introduces no at-grade 

driveway or roadway crossings.

Constraints

Existing ERC/I-90 Steel Bridge

The existing ERC bridge over I-90 is a 

riveted steel girder bridge.  As such, there 

may be limitations in terms of how this 

structure may be modified, which could 

render this alternative infeasible.  

I-405 Master Plan

WSDOT’s I-405 Master Plan proposes HOV 

flyover ramp structures connecting all four 

quadrants of the I-405/I-90 interchange.  

The preliminary plan shows the flyover 

structures being placed between the 

eastbound main line and existing general 

purpose ramps to I-405.  This plan shows 

these flyover structures pass over the ERC, 

and therefore would also passing over 

any structures associated with Alternative 

5. Figure 3.7 shows the alignment of 

Alternative 5.

Further design analysis of this alternative is 

required to determine what, if any, conflicts 

may arise between the two proposed 

facilities and how to resolve those conflicts 

through compatible designs. However, this 

may be challenging due to the timing of 

I-405 improvements and ERC Regional Trail 

development. 

I-90 Trail

The existing I-90 Trail may pose a 

constraint in terms of placement of 

columns for the new bridge/ramp 

structure.

Cost

Constructing a bridge structure may have 

costs an order of magnitude higher than 

other connection alternatives.
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ALTERNATIVE 6

Alternative 6 would form a direct 

connection between the I-90 Trail and 

the ERC using a structural solution that 

would  bridge over 118th Avenue SE and 

meet the elevation of the ERC north of 

I-90. This alternative would provide a 

grade-separated crossing of 118th Avenue 

SE and allow for a greater distance for 

meeting the ERC elevation without taking 

users substantially out of their way. 

If paired with Alternatives 4 or 5, 

Alternative 6 would allow for users coming 

from all directions to transition between 

the I-90 and ERC Regional Trails without 

having to negotiate an at-grade crossing of 

118th Avenue SE.

Opportunities

Right-of-Way

This alternative would utilize City of 

Bellevue, WSDOT and ERC right-of-way.

Grade

The City of Bellevue has indicated that the 

existing I-90 Trail between 118th Avenue SE 

and Mercer Slough may need to be replaced 

in the near future.  This may introduce an 

opportunity to provide the approximately 

640 feet of trail run necessary for achieving 

the elevation necessary for bridging 

over 118th Avenue SE  (an elevation of 

Photo 3.10 –Alternative 6 would utilize 
the existing remnant parking area to 
accommodate a structure that would bridge 
over 118th Avenue SE and connect to the 
ERC north of I-90

Photo 3.9 – The existing “boardwalk” 
segment of the I-90 Trail west of 118th 
Avenue SE approximately where it would 
connect with Alternative 6
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approximately 30 feet, which accounts for 

a 10-foot elevation change from the I-90 

Trail to 118th Avenue SE, 16-foot clearance 

of the roadway plus 4-foot structure 

depth), while maintaining a trail grade of 5 

percent or less. 

On the east side of 118th Avenue SE, there 

is sufficient right-of-way to run the trail the 

approximately 800 feet needed to meet 

the ERC elevation and maintain a grade 

of 5 percent or less. The bridge structure 

would land on the west slope of the ERC 

right-of-way and the slope would be 

graded to achieve a switchback design.

Directness

This alternative provides a direct 

connection between the I-90 Trail and ERC 

for ERC users wanting to head west on 

the I-90 Trail and for eastbound I-90 Trail 

users wanting to connect with the ERC.

Other

If and when the I-90 Trail through Mercer 

Slough needs to be replaced, it would 

provide an opportunity to  bring the trail 

out from underneath I-90, providing a 

more comfortable trail user experience. 

The new connection could be designed to 

provide a short side connection to provide 

local access to/from 118th Avenue SE. 

Figure 3.8 - I-90 Trail Connection Alternative 6
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Constraints

Sensitive Areas

A new structure connecting to the I-90 

Trail at a point just west of where the 

existing trail traverses underneath I-90 

would likely impact wetlands in the area.

Existing I-90 Bridge Structure

WSDOT is likely to require spacing 

between their existing I-90 bridge 

structure and a new trail bridge structure 

to allow for maintenance and to prevent 

access to their facility from the trail. 

 Cost

This alternative requires an extensive 

amount of structure (approximately 800 to 

1000 feet, assuming the bridge structure 

meets the slope on the west side of the 

ERC and transitions to a graded trail 150 to 

200 feet east of 118th Avenue SE).

3.6 ALTERNATIVES 
EVALUATION

Table 3.1 provides a summary of the 

performance of the alternatives for the 

ERC Regional Trail to I-90 Trail connection. 

The introduction of this report describes 

these evaluation criteria in greater detail.
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Table 3.1 – I-90 Trail Connection Alternatives Evaluation
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3.7 MAJOR CONSIDERATIONS

Aesthetics

Given the regional significance of the 

interface between the I-90 Trail and the 

future ERC Regional Trail, the City of 

Bellevue desires to have aesthetics and 

placemaking elements considered in the 

design of a connection between these two 

trails. The city has suggested that a form of 

“gateway treatment” is required because 

this location does serve as a gateway for 

trail users entering Bellevue via the I-90 

Trail. The city has also offered ideas such 

as specialized railing and wall treatments 

to make the interface of the I-90 Trail and 

ERC Regional Trail more distinctive. Also, 

given the elevation of the ERC relative to 

what is around it, the city has suggested 

that viewing areas may be another 

placemaking element worth considering. 

Although these types of design details 

are beyond the scope and purpose of this 

feasibility analysis, they are worth noting 

for future planning purposes. 

Seattle Public Utilities Mercer Island 
Pipeline

SPU’s Mercer Island pipeline and 

emergency supply line are critical pieces 

of infrastructure that have been granted 

franchise rights within the WSDOT right-

of-way. If Alternative 1 were selected as 

the preferred alternative, more detailed 

plans would have to be submitted 

for review by SPU before it could be 

approved. Alternative 1 potentially could 

be infeasible if it cannot meet SPU’s 

requirements.

I-405 Master Plan

WSDOT’s I-405 Master Plan calls for 

significant modifications to the I-405/I-90 

interchange in the form of additional HOV 

flyovers. More details on the design of 

these flyover structures would be needed 

in order to definitively determine if 

Alternatives 4 and 5 could be designed 

to be compatible with these structures. 

The timing of when final designs for the 

I-405 interchange improvements will be 

completed is uncertain. This uncertainty 

could push implementation of Alternatives 

4 and 5 beyond the timeframe envisioned 

for converting the ERC to a regional trail 

and connecting it with other regional trails 

such as the I-90 Trail. 

3.8 PREFERRED ALTERNATIVE

Developing a seamless connection 

between the ERC Regional Trail and I-90 

Trail will provide significant regional 

benefits. As the I-90 Trail is extended 

east through the Eastgate neighborhood 

it will draw significantly more ridership 

as a commuting and recreational route. 

Connecting the future ERC Regional 

Trail with this major east-west route 

will greatly enhance connectivity and 

functionality of the regional trail system, 

attracting ridership between several of the 

region’s major urban centers as well as 

recreational destinations. 

The City of Bellevue is designing an 

extension of the I-90 Trail (otherwise 

known as the Mountains to Sound 

Greenway Trail) between Factoria 

Boulevard SE and 150th Avenue SE. 

The city is focused on providing grade-
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separated crossings of major arterial 

roadways to enhance the comfort and 

safety of trail users. The city is eager to 

see a connection made between the ERC 

Regional Trail and I-90 Trail and sees this 

connection as both serving as a regionally 

significant transportation project and a 

gateway. 

The City of Bellevue and King County 

are aligned in their objectives to create 

a connected regional trail system that 

attracts the broadest range of users by 

providing a high level of user comfort and 

safety. Alternative 6 received the highest 

score in the evaluation of alternatives 

and generally best meets these common 

objectives. When paired with Alternatives 

4 or 5, Alternative 6 would provide a 

direct, grade-separated connection 

between the two trails.  

Achieving the vision of a direct, grade-

separated connection between the ERC 

and I-90 Trail is likely to occur in phases, 

given costs and timing. Alternative 3 may 

represent the first phase. Alternative 3 is 

a relatively low cost solution to providing 

connectivity between the ERC and I-90 

Trail and could be implemented within 

the same timeframe as ERC Regional Trail 

development.  This connection would 

continue to provide local access to the 

ERC from 118th Avenue SE and the Mercer 

Slough and Nature Park Trails. 

Implementation of Alternative 6 and 

Alternatives 4 or 5 will require a regional 

partnership given the high costs and 

regional benefits. Whether Alternative 6 

or Alternative 4/5 is implemented first will 

largely depend on funding. Replacement 

of the I-90 “boardwalk”  trail west of 118th 

Avenue SE and WSDOT’s plans for the 

I-405/I-90 HOV flyover structures may be 

additional factors.  

Other Considerations

Once the ERC Regional Trail is open 

to the public there will be a significant 

increase in the volume of trail users in the 

area where this trail intersects the I-90 

Trail. Existing I-90 Trail facilities along 

118th Avenue SE and the crossing of 118th 

Avenue SE will need to be upgraded 

to better accommodate this increase 

in user volume and serve as an interim 

connection, as well as a long-term local 

connection. Improvements might include:

• Widening of trail on west side of 118th 

Avenue SE (Photo 3.11).

Photo 3.11 - Existing trail facilities along 
118th Avenue SE will need to be upgraded to 
accommodate increased trail user volumes as 
the ERC Regional Trail comes on line
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• Enhanced crossing of 118th Avenue SE.

• Enhanced crossing of driveway to 

parking area west of 118th Avenue SE 

and under I-90. 

• Redesigned bike and pedestrian 

facilities along 118th Avenue SE north of 

I-90 (see Alternative 3).

3.9 PLANNING LEVEL COST 
ESTIMATES

Cost estimates have been developed 

for three of the alternatives to provide a 

range of costs for potential connections.  

Alternative 3 is relatively simple option for 

connecting the ERC trail to 118th Avenue 

SE.  Alternatives 5 and 6 are opportunities 

to develop direct connections to the I-90 

Trail on both the east and west sides of the 

ERC.

Alternative 3

The cost estimate for this alternative 

assumes that SE 32nd Street will be 

widened to provide room for a bicycle lane 

and new sidewalk on the south side of the 

street.  The two alternatives 3a and 3b are 

nearly identical in cost:

• Alternative 3a allows a less expensive 

connection from the trail to the street, 

but requires more extensive street 

improvements.

• Alternative 3b requires a more 

expensive connection from trail to street, 

but less extensive street improvements.

Both options for Alternative 3 include 

budget for a pedestrian activated warning 

signal at a required new crossing on 118th 

Avenue SE.

Alternative 5

The final design for this alternative 

would require extensive coordination 

with WSDOT to ensure consistency with 

long-term plans for the I-90/SR 405 

interchange.  The cost estimate assumes 

development of a new connection with 

the existing I-90 trail east of the ERC 

I-90 trestle, and a relatively simple 

structure spanning back to the west to 

connect with the ERC Regional Trail.  

This alternative requires that the ERC 

Regional Trail be developed level with 

the top of the I-90 trestle rather than at 

the current track level, since the girders 

that form the sides of the trestle are the 

primary structural members.

Alternative 6

The estimate for this alternative 

includes a ramp structure that connects 

from the alignment of the I-90 trail 

boardwalk to an overcrossing of 118th 

Avenue SE, then continues to the 

railroad embankment where it connects 

to grade.  An at-grade segment of trail 

continues on the embankment until it 

connects to the ERC Regional Trail.  The 

estimate also includes improved surface 

connections to 118th Avenue SE and at-

grade crossings that connect from 118th 

Avenue SE to the I-90 Trail. 

3.10 NEXT STEPS

The connection between the I-90 Trail 

and the ERC Regional Trail is both 

important and complex.  It is the location 

where a high-volume east-west trail 

will connect with the primary eastside 
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north-south regional trail.  The connection 

needs to be safe, straightforward, and 

efficient.  The two alternatives selected for 

further investigation include an interim, 

relatively inexpensive connection on the 

north side of I-90, and a high-performing 

but expensive set of connections that 

would provide direct access between the 

I-90 Trail and ERC Regional Trail in all 

directions.  Given both the importance and 

constraints for this connection, additional 

technical study and public conversations 

will be necessary before it is possible to 

select a final strategy for implementation.  

The two alternatives selected for further 

study provide useful bookends to carry 

forward for discussion with stakeholders.

The next steps for these alternatives 

include refinement of facility types for the 

on-street connection (Alternative 3), and 

validation of the planning-level design 

assumptions for the direct structural 

connections (Alternatives 5 and 6).  The 

ERC Master Plan process will also allow 

time for further review of the connections 

by the City of Bellevue, King County, and 

WSDOT. The master plan process will also 

allow the alternatives to be presented to 

the public as part of the broader master 

plan public involvement process, which 

may provide useful insight into the 

perceived value and usability of the two 

alternatives.

ALTERNATIVE 3 PLANNING LEVEL COST ESTIMATE

TRAIL CONNECTION FROM ERC TO 32nd STREET 

 Length (LF)   300 

 Base Trail Section   $18,788 

 Fill Trail Section   $49,293 

ROAD IMPROVEMENTS ALONG 32nd STREET TO 118th AVENUE SE

 Other Costs (Roadway Widening, Structures, etc.)   $226,975 

  Total Estimated Construction Costs   $295,056 
 

Utility Adjustments/Relocations (5%, $10K Min.)   $14,753 

 Project Temporary Traffic Control (5%, $10K Min.)   $14,753 

 Erosion/Water Pollution Control (5%, $10K Min.)   $14,753 

 Stormwater Mitigation for Trail (10%)   $29,506 

 Mobilization (10%)   $36,882 

 Contingencies (30%)   $162,281
 

 Planning Level Total Construction Costs   $567,983 

 Estimated Cost per LF of trail   $843 
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ALTERNATIVE 5 PLANNING LEVEL COST ESTIMATE

 

 Length (LF)   200 

 Base Trail Section   $3,131 

 Fill Trail Section   $65,723 

Pedestrian Structures $630,000

 Other Costs (Roadway Widening, Structures, etc.)   $155,532 

  Total Estimated Construction Costs   $854,207 
 

Utility Adjustments/Relocations (5%, $10K Min.)   $42,710 

 Project Temporary Traffic Control (5%, $10K Min.)   $42,710

 Erosion/Water Pollution Control (5%, $10K Min.)   $42,710 

 Stormwater Mitigation for Trail (10%)   $85,421 

 Mobilization (10%)   $106,776 

 Contingencies (30%)   $469,814
 

 Planning Level Total Construction Costs   $1,644,348 

ALTERNATIVE 6 PLANNING LEVEL COST ESTIMATE

 

 Length (LF)   1,850 

 Base Trail Section   $40,708 

 Fill Trail Section   $106,801 

Pedestrian Structures $5,040,000

 Other Costs (Roadway Widening, Structures, etc.)   $1,278,443 

  Total Estimated Construction Costs   $6,465,952 
 

Utility Adjustments/Relocations (5%, $10K Min.)   $323,298 

 Project Temporary Traffic Control (5%, $10K Min.)   $323,298 

 Erosion/Water Pollution Control (5%, $10K Min.)   $323,298 

 Stormwater Mitigation for Trail (10%)   $646,595 

 Mobilization (10%)   $808,244 

 Contingencies (30%)   $3,556,273
 

 Planning Level Total Construction Costs   $12,446,957 
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4.1 OVERVIEW

The future Eastside Rail Corridor (ERC) 

Regional Trail presents an unprecedented 

opportunity to provide a major dedicated 

bicycle and pedestrian trail through 

a significant urban area in Bellevue, 

Washington, where no such facility exists 

today. Because of the ERC’s immediate 

adjacency to current and future dense 

residential, commercial, and business 

districts within the city of Bellevue, 

a future trail on the corridor would 

prove invaluable to the nonmotorized 

transportation network not only within the 

city but also region-wide. Additionally, 

the future trail offers significant 

opportunities to improve quality of life 

for local residents, as well as benefiting a 

large number of employers by providing 

significant alternative means for their 

employees to commute to and from work.

South of Main Street, in the Wilburton 

neighborhood of Bellevue, the ERC 

also offers some of its most dramatic 

opportunities for creating vivid points of 

interest and exciting signature features 

anywhere within the greater ERC corridor. 

Most notably, the existing Wilburton 

Trestle bridge over Mercer Slough/

Kelsey Creek provides one of the most 

recognizable individual features of the 

entire ERC system. However, substantial 

investments would be required to re-

establish a nonmotorized connection 

across Interstate 405 (I-405) and to restore 

the Wilburton Trestle for nonmotorized 

use.

In addition, to realize the full potential of 

this trail, connections to other regional 

trails and nonmotorized facilities are very 

important. While Bellevue currently has 

extensive bicycle facilities and walking 

trails throughout the city, the Lake to Lake 

Trail offers the primary connection to the 

ERC in the area between the Interstate 90 

(I-90) Trail and a future planned trail in the 

vicinity of NE 6th Street. The Lake to Lake 

Trail provides a series of pedestrian and 

bicycling routes between Lake Washington 

and Lake Sammamish. The Lake to Lake 

Trail could be enhanced to better provide 

regional connectivity.

4.2 STUDY OBJECTIVES

This study first examines the opportunities 

and constraints for completing the ERC 

Regional Trail in the Wilburton area, 

focusing on the crossing of I-405 and the 

potential reuse of the existing Wilburton 

Trestle bridge. The study area covered 

by this report includes the ERC corridor 

where it parallels I-405 north of I-90 next 

to the Mercer Slough, and where it passes 

through the Woodridge and Wilburton 

neighborhoods of Bellevue (Figures 4.1 

and 4.2).

The area of the I-405 crossing and the 

Wilburton Trestle occur within a continuous 

stretch of the ERC that (south to north) 

first passes diagonally across a very 

wide area of the I-405 limited access 

right-of-way, then along the north ridge 

of a steeply rising hillside (Woodridge), 

followed immediately by the 980-foot-

long Wilburton Trestle, and then another 

bridge over the Lake Hills Connector—

an additional 500 foot distance—before 

rejoining the established street grid at SE 

5th Street. With the exception of a future 

potential local access connector to the 
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Figure 4.1 - Trail Planning Study Area

Woodridge neighborhood, this continuous 

segment of the ERC is inaccessible to the 

surrounding transportation networks for 

nearly a mile. Figure 4.2 shows the location 

and extent of the isolated segment of the 

ERC.

Then the study assesses the potential for 

connections and enhancements to the 

Lake to Lake Trail network, which can 

serve multiple purposes:

• An interim bypass to the ERC while 

funding, design, and construction of the 

new bridge and trestle improvements 

occur

• A long-term bypass for those trail 

users who are not comfortable on the 

bridges

• A long-term bypass should bridge 

improvements not be pursued

• Regional connectivity to more 

destinations in and around South 

Bellevue

Section 4.3 of this study describes the 

2008 removal of a portion of the ERC that 

once crossed over southbound I-405 on 

the Wilburton Tunnel and existing plans to 

re-establish this segment of the ERC in the 

longer terms. 
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Figure 4.2 -Detailed Study Area

Section 4.4 of this study describes the 

wooden trestle bridge that passes over 

Mercer Slough/Kelsey Creek and SE 8th 

Street and the need for upgrading to 

function as an active component of the 

future ERC Regional Trail. 

Section 4.5 describes the existing Lake to 

Lake Trail network. Section 4.6 describes 

how the ERC could connect to the Lake to 

Lake Trail in the vicinity of 118th Avenue 

SE. Section 4.7 describes potential 

enhancements to the Lake to Lake Trail. 

Section 4.8 presents opportunities to 

develop a shared use path. Section 4.9 

describes next steps in the planning 

process.

4.3 I-405 CROSSING

A highway structure known as the 

“Wilburton Tunnel” once carried the rail 

line over the southbound lanes of I-405 

on a “cut and cover”-type land bridge. 

This structure was removed in 2008 to 

accommodate the widening of I-405; as 

a result, a gap remains in the ERC at that 

location. 

In the Creating Connections: 

Recommendations on the Eastside Rail 

Corridor report (Regional Advisory 

Council 2013), the Regional Advisory 

Council (RAC) recommends re-

establishing an ERC crossing of I-405. 

Recommendations 2.C and 3.A encourage 

“the construction and reconnection of 

pedestrian and bicycle access on the 

ERC as it crosses I-405” with strategies 

developed at both the federal and state 

levels. 

Re-establishing a continuous corridor 

across I-405 and within the ERC right-of-

way will require a new bridge.

Background 

In 2006, Washington State Department of 

Transportation (WSDOT) and King County, 

along with Burlington Northern Santa Fe 

(BNSF) Railway Company, entered into 

an agreement regarding the removal of 

the Wilburton Tunnel. As a result of that 

agreement, WSDOT committed to either 

construct or reimburse the county for 

construction of a pedestrian and bicycle 

crossing of I-405 to replace the connection 

that was removed as part of the I-405 

widening in 2008. 
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WSDOT has performed very preliminary 

design engineering for such a bridge, 

which it anticipates would cross I-405 

perpendicularly to minimize the length of 

the bridge. WSDOT’s preliminary layout 

assumes a trail bridge approximately 20 

feet wide. Due to geometric constraints 

and the desire to accommodate other 

uses within the ERC, by crossing I-405 

perpendicularly the trail bridge would 

extend beyond the limits of the ERC right-

of-way. However, the bridge would remain 

within the public right-of-way of I-405. This 

arrangement would require that easements 

over the I-405 right-of-way be acquired 

from WSDOT for portions of the trail bridge; 

the extents of those easements would be 

determined once the bridge was designed.

The City of Bellevue has also conceptually 

evaluated a potential pedestrian and 

bicycle bridge that could replace the 

missing segment of trail over I-405. The 

City of Bellevue’s initial vision provides 

for a 12-foot-wide multipurpose trail, a 

separate 6-foot-wide soft-surface trail, and 

vegetation/planter strip areas totaling 

approximately 30 feet in width. The city 

envisions this bridge to be approximately 

53 feet in width as it crosses I-405. The city 

envisions the bridge serving as a wildlife 

crossing in addition to its trail functions. 

Current Planning

In meetings with WSDOT conducted as 

part of the development of this report, 

WSDOT reaffirmed its commitment to 

complete that connection, and confirmed 

that a certain amount of funding has already 

been set aside for re-establishing the 

ERC connection with a bridge capable of 

supporting a bicycle and pedestrian trail. 

King County and WSDOT are currently 

developing a Memorandum of 

Understanding that will guide the funding 

and design of the new bridge. Key design 

considerations will be geometry of the 

crossing to best accommodate other 

envisioned uses such as freight and transit 

rail in the corridor. The crossing geometry 

will also drive the cost of the bridge 

replacement.

4.4 WILBURTON TRESTLE

The Wilburton Trestle is the longest 

wooden trestle in the Pacific Northwest, 

measuring approximately 980 feet in 

length and over 100 feet high at its tallest 

point, and is a significant and historic 

component of the ERC. The striking 

presence of this massive, intricate bridge 

offers a uniquely valuable opportunity to 

create a signature component of the trail, 

both from the perspective looking at the 

bridge from outside the ERC as well as 

from the perspective looking outward at 

views from the bridge itself. The Wilburton 

Trestle is listed on the Washington 

Heritage Register and is eligible for listing 

on the National Register of Historic Places.

All documentation, as well as public 

commentary on the trestle, consistently 

reflects a strong desire to utilize the 

trestle as a functional component of the 

ERC Regional Trail. This desire is best 

exemplified in the City of Bellevue’s 

Interest Statement for the Eastside Rail 

Corridor, adopted July 22, 2013 by the 

Bellevue City Council (City of Bellevue 

2013a), which states “(t)he Wilburton 

Trestle is an iconic structure and, to 
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the greatest extent possible, should be 

optimized for public use.” The RAC’s 

Creating Connections: Recommendations 

on the Eastside Rail Corridor report 

(Regional Advisory Council 2013) also 

advises that the “Wilburton Trestle 

could offer opportunities for corridor 

development…by providing an iconic 

facility with significant view potential”.

The bridge, which was originally built 

circa 1904, would require structural 

examination and evaluation, retrofitting/

repair, and upgrading to function as an 

active component of the trail.

Background 

Prior to the cessation of rail service over 

the bridge in 2007, it carried a single 

track of the BNSF Railway’s Woodinville 

Subdivision line over a valley that 

was historically an extension of Lake 

Washington. When the lake level was 

lowered in 1916, lake waters receded from 

under the bridge, converting that area 

into a new extension of the Mercer Slough, 

with Kelsey Creek extending its creek bed 

through the slough under the bridge. The 

trestle bridge now crosses over the Mercer 

Slough/Kelsey Creek waterway, as well as 

SE 8th and 9th Streets.

The Wilburton Trestle (Photo 4.1) was 

continuously monitored, repaired, and 

structurally upgraded through the 1940s. 

Although its regular maintenance was 

performed on a less frequent basis after 

the 1940s, it continued to receive spot 

repairs over the years and remained in use 

as a rail bridge until 2007.

In 2008 Sound Transit evaluated the 

possibility of converting the ERC into a 

combined commuter rail and trail facility, 

documented in the BNSF Eastside Corridor 

Commuter Rail Feasibility Study published 

by Sound Transit in that year (Sound 

Transit 2008). According to that report, the 

existing timber members of the Wilburton 

Trestle “exhibit cracks, splits and rot”, 

and the overall condition of the bridge 

was considered “fair” when the study was 

performed in 2008. That study also noted 

that because of the existing condition of 

the Wilburton Trestle, it would not warrant 

being refitted for continued use as a 

railbearing bridge, and its best use would 

be conversion to a pedestrian/bicycle 

bridge in the future.

Current Planning

The project team has not been able to 

locate any inspection reports for the 

bridge that cover the latter years of 

the bridge’s use for rail purposes, but 

evidence indicates that bridge inspection 

and repair were performed on an ad 

hoc basis during this time. Based on the 

sporadic and undocumented nature of 

bridge monitoring performed while it 

was in service, its questionable state 

of repair as noted in the 2008 Sound 

Transit report, and the further observable 

deterioration of certain components of the 

bridge identified in King County’s 2011 

inspection (BNSF East Corridor Bridge 

Safety Inspection), additional analysis is 

recommended (Parametrix 2014). 

King County is proceeding with the 

additional evaluation in 2015, with results 

incorporated into its trail master planning 

process. 
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Photo 4.1 - Looking northwest at the Wilburton Trestle
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4.5 LAKE TO LAKE TRAIL 

Existing Network

The City of Bellevue’s Lake to Lake Trail 

is an existing network of paths, trails, and 

on-street facilities that provide bicycle 

and pedestrian connections between Lake 

Washington and Lake Sammamish. The 

multiple paths pass through Meydenbauer 

Beach Park, Enatai Beach Park, Mercer 

Slough Nature Park, Wilburton Hill Park, 

Kelsey Creek Park, past Larson Lake, 

Lake Hills Greenbelt, Lake Hills Park, 

and Weowna Park. An additional bicycle 

route also follows a slightly different 

path, running along 118th Avenue SE and 

connecting through central Bellevue from 

I-405 to 148th Avenue SE on the Lake Hills 

Connector and SE 8th Street.

The 2009 Bellevue Pedestrian & Bicycle 

Transportation Plan Report (City of 

Bellevue 2009) identified the Lake to Lake 

Trail as a high-priority primary east-

west corridor. The 2010 Bellevue Parks & 

Open Space System Plan (City of Bellevue 

2010) describes the Lake to Lake Trail as 

a system that links parks, schools, and 

commercial districts with natural areas, 

in support of a city’s comprehensive 

plan goal to minimize the impacts of 

the transportation system on the city’s 

environment and neighborhood quality 

of life. The Lake to Lake Trail is therefore 

clearly an important component of the 

city’s overall nonmotorized transportation 

system.

Within the study area examined by this 

report, the Lake to Lake Trail generally 

runs along 118th Avenue SE on the west 

side of I-405, then turns east at SE 8th 

Street. East of I-405, the trail continues on 

SE 8th Street and also splits onto a short 

segment of off-street trail that connects 

the SE 8th Street/I-405 northbound 

intersection with 116th Avenue SE. Figure 

4.3 shows a complete layout of the trail 

within the study area. As described 

below, the Lake to Lake Trail is variously 

comprised of separated path, bike lanes, 

sidewalks, and wide shoulders.

118th Avenue SE is a two-lane road with 

paved shoulders designated as bike 

lanes on both sides. The wide shoulder 

on the east side also serves as a de facto 

sidewalk for pedestrians. On the west side 

of 118th Avenue there are more developed 

pedestrian facilities, with approximately 

1,800 feet of concrete sidewalk and 1,000 

feet of semi-separated paved pathway in 

the segment between the 1600 block and 

SE 8th Street. In the middle of this segment 

there is a stretch of approximately 400 feet 

in which pedestrians and bicycles share 

the paved shoulder.

After heading northward on 118th 

Avenue SE, the Lake to Lake Trail turns 

eastward onto SE 8th Street and then turns 

northward again onto a short off-street trail 

next to the I-405 northbound on-ramp. This 

segment of SE 8th Street is a high-volume 

multi-lane arterial that functions as part of 

a major freeway interchange, and includes 

connections to freeway ramps. There are 

sidewalks and marked crosswalks on the 

north side of SE 8th Street in this segment, 

and a wide paved shoulder on the south 

side, but no marked bicycle facilities. The 

wide shoulder does not provide direct 

access to the pathway that starts at the 

northbound freeway ramp intersection 
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Figure 4.3 - Lake to Lake Trail in Study Area
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because that pathway begins at the 

northeast corner of the intersection, and 

there are no crosswalks on the west, south, 

or east legs of that intersection.

From the off-street trail next to the I-405 

northbound on-ramp, Lake to Lake Trail 

connects to 116th Avenue SE and travels 

northward to SE 1st Street, turning 

eastward onto SE 1st Street before meeting 

the ERC once again at an at-grade 

crossing approximately 500 feet from the 

116th Avenue SE/SE 1st Street intersection. 

116th Avenue SE is a high-volume 5-lane 

urban arterial with sidewalks on both 

sides, but there is a short section that does 

not currently provide any bicycle facilities. 

There is no marked crosswalk across 116th 

Avenue SE south of SE 1st Street. SE 1st 

street has a continuous sidewalk on the 

south side and an intermittent sidewalk on 

the north side, but no bicycle facilities.

Figure 4.3 shows the trail segments 

making up this alternative connector route.

4.6 SOUTHERN CONNECTION 
TO ERC

In discussions with the City of Bellevue 

regarding the proximity of the Lake to 

Lake Trail to the ERC along 118th Avenue 

SE, it was noted that the city holds trail 

easements on two properties on that street, 

which the city acquired with the intent to 

provide connectivity between the Lake 

to Lake Trail and any future trail use of 

the ERC. Those easements are held on 

properties at 1600 and 1614 118th Avenue 

SE (Figure 4.4 shows the locations of these 

easements).

Of the two easements, the easement at 

1600 118th Avenue SE provides the best 

opportunity to create a direct connection 

between the Lake to Lake Trail and the 

ERC Regional Trail, because it connects to 

both the ERC right-of-way and the 118th 

Avenue SE right-of-way. As is shown in 

Figure 4.4, the easement at 1614 118th 

Avenue SE would require significant 

additional easements over I-405 right of 

way to connect to the ERC.

The location of the easement at 1600 118th 

Avenue is also closer to the point where 

the elevations of 118th Avenue SE and the 

ERC are nearly the same, though there 

still remains approximately 20 feet of 

grade differential between 118th Avenue 

SE and the ERC at the location of this 

easement. Because of this, careful design 

of a connection at this location would be 

required to meet standards for maximum 

grade for a shared use path. Although 

technically feasible, such a connection 

would likely require retaining walls to 

achieve acceptable grades within the 

constraints of the easement and other 

public rights-of-way.

To fully utilize a connection between the 

ERC Trail and the Lake to Lake Trail at this 

location, an additional marked crossing 

of 118th Avenue SE would be required in 

order to provide access from the west side 

of 118th Avenue SE. 
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Figure 4.4 - City of Bellevue Lake to Lake Trail Easements
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4.7 POTENTIAL 
ENHANCEMENTS

Challenges to bicyclists using the Lake 

to Lake Trail through the study area are 

outlined in Figure 4.5. Colored lines are 

provided in the diagram to help distinguish 

between the northbound and southbound 

routes. The discussions below present 

enhancements intended to improve safety 

and comfort of pedestrians and bicyclists 

moving through the existing network of 

facilities. 

Pedestrians using this segment of the 

Lake to Lake Trail should be encouraged 

to cross 118th Avenue SE to the facilities 

on the west side of the road, using a new 

marked crossing. This new crossing is the 

only enhancement necessary for pedestrian 

connectivity. From the facilities on the west 

side of the road, pedestrians could cross 

first the west leg and then the north leg of 

the intersection with SE 8th Street using 

existing crosswalks. Pedestrians would 

use the sidewalk on the north side of SE 

8th Street and the existing crosswalk at 

the signal with the northbound on-ramps 

to I-405. After following the path along the 

northbound on-ramp, pedestrians would 

use the existing sidewalk on the west side 

of 116th Avenue SE, proceeding to the 

crosswalk at the signal with SE 1st Street. 

From there, a narrow sidewalk along SE 1st 

Street connects back to the ERC.

Northbound bicyclists could follow the 

shoulder on the east side of 118th Avenue 

SE and then the shoulder on the south 

side of SE 8th, crossing two lanes of traffic 

at the southbound freeway on-ramp. The 

cyclist must then either enter traffic, weave 

across several lanes of traffic, and use the 

left-turn traffic lane that leads onto the 

freeway on-ramp to access the pathway; or, 

alternatively, a cyclist can stay on the wide 

shoulder through the intersection, stop in 

front of northbound traffic waiting at the red 

light, and then proceed northward when 

the signal phase changes. This second 

option could be formalized with a green 

bike box located to allow a two-stage left 

turn (also known as a “Copenhagen Left”). 

Formalizing this turn provides a clear 

indication to people both on bikes and in 

motor vehicles where to expect bicycles to 

stand while turning. 

The City of Bellevue Pedestrian and Bicycle 

Plan identifies a need for a bicycle path 

along the south side of this segment of SE 

8th Street. With proper design integration 

with the intersection traffic movements, 

the construction of these bicycle facilities 

would eliminate the challenges to cyclists 

using SE 8th Street to pass underneath 

I-405.

After following the path along the 

northbound freeway ramp, northbound 

cyclists would either have to enter traffic 

on 116th Avenue SE by executing a left 

turn into the northbound traffic lanes, or 

travel northbound on the west sidewalk 

of 116th Avenue SE and cross at the SE 1st 

Street intersection. The City of Bellevue 

Pedestrian and Bicycle Plan identifies 

a need to install a bicycle path within 

this section of 116th Avenue SE, as well 

as a short bicycle path between 116th 

Avenue SE and the ERC in the Main Street 

alignment. Construction of these paths 

would partially mitigate the challenge to 

cyclists on the 116th Avenue SE segment of 

this alternative route.
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Figure 4.5 - Existing Access Along SE 8th Street at I-405

Southbound cyclists would turn left 

from SE 1st Street to the southbound 

traffic lanes of 116th Avenue SE, or use 

the crosswalk to access the southbound 

sidewalk on the west side of 116th Avenue 

SE. Cyclists would follow 116th Avenue SE 

to the existing trail along the northbound 

on-ramp. From this trail, cyclists would 

follow the sidewalk on the north side of SE 

8th Street. The City of Bellevue Pedestrian 

and Bicycle Plan identifies a need for a 

bicycle lane on the north side as of this 

segment of SE 8th Street. Cyclists would 

use the existing crosswalks on the north 

and west leg of the signalized intersection 

with 118th Avenue SE and proceed south 

along existing facilities to the new marked 

crossing back to the ERC.

Alternative routes have been considered 

for the connection between 116th Avenue 

SE and the ERC: 

• There is an existing at-grade connection 

at SE 5th Street that provides bicyclists 

another opportunity to access the ERC 

by riding in traffic (pedestrians can also 

use this access, although the sidewalk is 

not continuous). 

• At NE 4th Street, a new section of street 

is being built that will provide both 

sidewalks and bicycle lanes between 

116th Avenue SE and the ERC. The City 

of Bellevue envisions a grade-separated 

crossing between the ERC and NE 4th 

Street, with connections being provided 

to the ERC from the NE 4th Street 

bicycle and pedestrian facilities. 
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• The city’s Pedestrian and Bicycle Plan 

identifies a need to install bicycle 

facilities on Main Street and NE 6th 

Street that would connect to the ERC. 

4.8 OPPORTUNITIES FOR A 
SHARED USE PATH

Facilities on the west side of 118th Avenue 

could be improved to provide more 

of a trail experience. The advantage 

would be capitalizing on some of the 

facilities already in place and providing 

better access to Mercer Slough. The 

disadvantage would be that trail users 

would have to cross 118th Avenue twice 

(once at the ERC connection and once at 

SE 8th Street).

A two way shared use path could be 

constructed along the north side of SE 

8th Street between 118th Avenue SE 

and the northbound I-405 ramp termini 

intersection. In general terms, this 

would require that the existing sidewalk 

along the north side of SE 8th Street be 

removed, and a new pathway meeting 

American Association of State Highway 

and Transportation Officials (AASHTO) 

guidelines for a shared use path adjacent 

a roadway be constructed in its place. 

Special attention to pathway design details 

would be needed at the intersection of 

the southbound I-405 off ramp terminus 

and SE 8th Street, and the intersection 

of the northbound I-405 on-ramp and 

SE 8th Street, in order to ensure that the 

two-way shared use path crossed those 

intersections safely.

A means of mitigating issues related to 

crossing 116th Avenue SE would be to 

provide a new trail connection between 

the city’s shared use path and the ramp 

terminus intersection of the northbound 

I-405 off-ramp to Lake Hills Connector. The 

route for this potential connecting trail is 

shown in Figure 4.6. An accompanying 

connection would be made from Lake Hills 

Connector to SE 5th Street, as shown. The 

topography of the area would allow these 

trail connections to be constructed within 

the shared use path grade requirements. 

However, the connection would require 

that a new crosswalk be installed across 

Lake Hills Connector, including related 

signal upgrades (the existing signal 

system has no pedestrian equipment), 

and the existing sidewalk on the north 

side of Lake Hills Connector would also 

need to be widened to function as a two 

way shared use path. There is at least 

one location beneath the existing bridge 

where physical constraints limit widening 

the existing sidewalk.

The team also reviewed a second trail 

connection off of the city’s shared use path, 

shown in Figure 4.7. This connecting trail 

would switch back twice and then connect 

directly to the ERC Trail just north of the 

north end of the Wilburton Trestle. The 

topography of the area also allows this 

trail connection to be constructed within 

the shared use path grade requirements, 

although would likely require more 

grading alterations and several short 

retaining walls to achieve. This option 

provides the clear advantage of providing 

direct, unrestricted off-street access to the 

ERC Trail from SE 8th Street.



I-405 CROSSING, WILBURTON TRESTLE, AND LAKE TO LAKE TRAIL

FEASIBILITY STUDY 
4-15

Figure 4.6 - Potential Trail Connection via Lake Hills Connector

Figure 4.7- Potential Trail Connection Directly to ERC
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4.9 NEXT STEPS

Planned activities include continued 

coordination with WSDOT regarding the 

replacement of the I-405 crossing and 

further evaluation of the condition of the 

Wilburton Trestle.

Decisions regarding investments in 

replacing the I-405 crossing, restoring 

the Wilburton Trestle, and enhancing 

the Lake to Lake Trail network depend 

on the outcome of King County’s trail 

master planning process. Any associated 

enhancement of the Lake to Lake 

Trail network will be contemplated in 

coordination with the City of Bellevue.
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This report examines the opportunities 

and constraints for completing the ERC 

Regional Trail in the north Wilburton, 

Hospital District, and west Bel-Red areas 

of Bellevue between NE 4th Street and 

approximately NE 20th Street, including 

a segment of the ERC that is owned 

by Sound Transit. The report reviews 

individual plans from different agencies 

that have interest in the ERC through these 

areas, and identifies potential conflicts 

and opportunities that might be otherwise 

unrecognized.

5.1 OVERVIEW

King County’s future Eastside Rail 

Corridor (ERC) Regional Trail presents an 

unprecedented opportunity to provide a 

major dedicated bicycle and pedestrian 

trail through a significant urban area in 

Bellevue, Washington, where no such 

facility exists today. 

Bellevue currently has extensive bicycle 

facilities and walking trails throughout 

the city; among the city’s existing bicycle 

facilities are approximately 41 miles of 

on-street bicycle lanes. Bellevue also 

benefits from significant east-west trails on 

the north side of the city (State Route [SR] 

520 Trail) and the south side of the city 

(Interstate 90 [I-90] Trail and Mountains to 

Sound Greenway Trail). However, within 

the core districts of the city there are few 

dedicated nonmotorized trails or pathways 

that connect the primary facilities to the 

north and south. By using the historic 

railroad corridor that follows an existing 

continuous right-of-way very near the 

center of the city, the ERC offers an ideal 

opportunity to provide a major north-south 

connection through the city.

North of Main Street, the ERC passes in 

a mostly north-south alignment running 

approximately midway between 116th 

and 120th Avenues NE. This corridor 

through Bellevue represents some of the 

most urbanized areas of the entire ERC, 

and as such it also offers some of the most 

compelling opportunities for creating a 

highly effective, engaging, and well-used 

transportation facility.  
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Figure 5.1 - Trail Planning Study Area

5.2 STUDY OBJECTIVES

The study area covered by this report 

includes the ERC where it passes through 

the north Wilburton, Hospital District, and 

west Bel-Red areas of Bellevue between 

NE 4th Street and approximately NE 20th 

Street, just south of SR 520 (Figure 5.1).

Within this study area, the ERC passes 

through several significant commercial, 

light industrial, medical service, retail 

and residential areas. This segment of 

the ERC also passes through a key set 

of components of the upcoming Sound 

Transit East Link light rail transit system, 

including light rail track alignments, a 

light rail transit station, and a light rail 

maintenance facility. The segment also 

provides the most direct connectivity 

between downtown Bellevue and the ERC.

Sound Transit’s 1-mile stretch of the ERC 

lies within some of the densest areas 

of land use within the entire ERC. This 

proximity to such high-density land use 

presents some striking opportunities 

to achieve a meaningful, integrated 

trail system through Bellevue, with high 

degrees of connectivity, functionality, and 

anticipated level of use. At the same time, 

such densities also place certain pressures 

on the ERC that could create potential 

challenges to the effective conversion 

of the ERC to a multiuse corridor with a 

shared use trail.

This feasibility analysis evaluates several 

of the highest-level opportunities and 

constraints associated with this segment 

of the ERC. In particular, this analysis 

addresses three specific locations that 

warrant review.
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Location 1–Downtown Connectivity at 
NE 4th/6th/8th Streets

The ERC passes into its closest proximity 

with downtown Bellevue between Main 

Street and NE 8th Street. The City of 

Bellevue has evaluated means of providing 

connectivity to the ERC at NE 4th, 6th, 

and 8th Streets. This report evaluates 

opportunities and constraints related to 

these connections.

Location 2–Hospital District

North of NE 8th Street and east of 

Interstate 405 (I-405), the blocks around 

the Overlake Hospital Medical Center 

have been developed into a significant 

medical services district (referred to 

as the “Hospital District” in this report). 

Through this segment, Sound Transit also 

plans to locate its upcoming East Link light 

rail track in alignment with the ERC, with 

a planned transit stop located within the 

Hospital District. This report examines 

trail connectivity in relation to the planned 

transit developments in this district.

Location 3–Sound Transit Operations and 
Maintenance Satellite Facility Vicinity

Sound Transit has selected a preferred site 

for and initiated preliminary design for 

its light rail Operations and Maintenance 

Satellite Facility (OMSF) on vacated 

industrial land between approximately the 

1500 and 2100 blocks of 120th Avenue NE, 

between the ERC and 120th Avenue NE.  

The new OMSF will maintain, store and 

deploy Sound Transit’s expanding light rail 

fleet, and will support light rail operations 

on the east side of Lake Washington. 

This report reviews Sound Transit and 

City of Bellevue plans that may affect the 

development of the ERC Regional Trail in 

the vicinity of the OMSF.

Section 5.3 of this report provides an 

overview of the existing context that helps 

inform this study. Section 5.4 reviews 

background materials that mention 

development of the ERC in the study area. 

Section 5.5 identifies the opportunities and 

constraints that exist within each section of 

the study area, and Section 5.6 discusses 

the next steps.

5.3 SEGMENT CONTEXT

This segment of the ERC runs generally 

north-south through Bellevue, 

approximately midway between 116th 

Avenue NE and 120th Avenue NE. In this 

area it passes through several major 

commercial and light industrial centers, 

as well as runs adjacent to the residential 

and retail area around Lake Bellevue and 

the Hospital District around Overlake 

Hospital. Beyond the current land uses, the 

City of Bellevue also plans for significant 

concentrations of future development 

within this area of the city, including new 

employment-generating and higher 

density residential uses, particularly 

around transit nodes such as the Sound 

Transit light rail 120th Avenue Station.

Within this study area, the ERC lies just 

a few blocks east of downtown Bellevue 

(also designated as the Downtown 

Bellevue Regional Growth Center by the 

Puget Sound Regional Council “Vision 

2040” report [Puget Sound Regional 

Council 2008]), and a few blocks west of a 

major planned mixed-use transit-oriented 
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development called the Spring District. 

Construction of the privately developed, 

36-acre Spring District has begun and 

is anticipated to have its first properties 

available for occupancy in late 2015.

Sound Transit owns approximately one 

mile of the ERC, much of which lies within 

the segment evaluated in this report. 

Sound Transit has plans to locate a portion 

of its East Link light rail line along the 

ERC from NE 6th Street to NE 12th Street, 

with a light rail station located just north 

of NE 8th Street (formerly referred to as 

the “Hospital Station” and since officially 

named “Wilburton Station”). Sound Transit 

also plans to locate the OMSF along the 

ERC between approximately the 1500 

block and the 2100 block on the west side 

of 120th Avenue NE. At the time of this 

writing, Sound Transit is working on the 

Final Environmental Impact Statement and 

has initiated preliminary design.

Figure 5.2 shows the relationship of these 

districts and developments.

Figure 5.2 - Detailed Study Area
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Existing and Planned Nonmotorized 
Facilities

Within the study area, there is a 

network of existing bicycle and 

pedestrian facilities that cross the ERC, 

both at-grade and grade-separated 

intersections. Bellevue also has plans for 

additional bicycle facilities to be 

constructed within the study area. These 

bicycle and pedestrian facilities are shown 

in Figures 5.3 and 5.4.

Figure 5.3 - Existing and Proposed Bicycle Facilities
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Figure 5.4 - Existing Pedestrian Facilities
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5.4 BACKGROUND MATERIALS

The project team reviewed local planning 

level documents from the City of Bellevue 

and Sound Transit, both of whom have 

interest in the ERC Regional Trail through 

Bellevue. The project team also met with 

staff from the City of Bellevue to discuss 

long-range plans for trail connectivity 

within the city. 

City of Bellevue

The City of Bellevue in particular has 

been tracking closely the potential 

redevelopment of the ERC to include a 

bicycle/pedestrian trail system, and as 

such has been considering connections 

to the ERC in its project development 

and City planning efforts. Bellevue has 

formally recognized the importance 

of the ERC to its overall pedestrian 

and bicycle transportation network by 

identifying the trail as a Bicycle Priority 

Corridor in the City’s 2009 Pedestrian 

& Bicycle Transportation Plan Report. 

According to that report (City of Bellevue 

2009), the city recognizes the ERC as 

contributing to “a continuous network 

that promotes connections to surrounding 

jurisdictions and creates links among 

communities within the City,” as well as 

providing “direct links between major 

nodes throughout Bellevue, including 

commercial, employment, institutional, 

residential and recreational destinations.”

Other major city publications that provide 

additional policy direction regarding the 

ERC are the Bel-Red Subarea Plan (City 

of Bellevue 2010a) and the Parks & Open 

Space System Plan (City of Bellevue 

2010b), both of which directly address the 

importance of connectivity with the ERC 

Regional Trail throughout the city.

NE 4th/6th/8th Streets

The City of Bellevue currently is pursuing 

projects to extend both NE 4th Street 

and NE 6th Street east of I-405. Both of 

these road extension projects will cross 

the ERC. NE 4th Street is currently under 

construction, and NE 6th Street is on hold 

in the preliminary design phase, pending 

further funding. 

The NE 4th Street project includes 8-foot 

sidewalks and 5-foot bicycle lanes on both 

sides of the street as it crosses the ERC. The 

elevation of the new roadway intersects 

the ERC approximately 5 feet below the 

elevation of the ERC’s historic track grade 

(now removed in this area). Due to this 

grade difference, and the city’s functional 

use of NE 4th Street as a 5-lane arterial and 

truck route, the city anticipates that the 

future ERC Regional Trail will cross NE 4th 

Street on an elevated bridge.

The NE 6th Street project preliminary 

design includes a 14-foot shared use path 

along the south side of the road. The project 

will extend the HOV and transit ramps from 

the middle of I-405 to the east, crossing 

over 116th Avenue NE and touching down 

approximately at the location of the ERC. 

NE 6th Street will continue as a general 

purpose roadway between 116th and 120th 

Avenues NE.  The city anticipates that the 

future ERC Regional Trail will cross NE 6th 

Street at an at-grade intersection, providing 

direct connectivity between the ERC 

Regional Trail and the NE 6th Street shared 

used path.
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The ERC currently crosses NE 8th Street 

at-grade. The city anticipates that the future 

configuration of the ERC will cross NE 

8th Street on an elevated bridge.  Sound 

Transit’s East Link light rail line will also 

cross NE 8th Street on an elevated structure.

Hospital District and Sound Transit OMSF 
Vicinity

North of NE 8th Street, the city has 

identified five points of connection to the 

ERC in the Hospital District and vicinity of 

the OMSF. The first two points of connection 

would provide sidewalk accesses as part 

of the light rail station development, one 

sidewalk connection passing north of 

the Whole Foods Market to the west, and 

the other connection to 118th Avenue NE 

provided via the light rail station plaza 

sidewalk.

Another point of connection takes 

advantage of a new street that is planned 

in support of the upcoming Spring District 

development between 120th Avenue NE 

and 124th Avenue NE. The new street, 

which will be called NE Spring Boulevard, 

connects to NE 12th Street just east of 116th 

Avenue NE, then passes in an east west 

alignment over the ERC, meeting 120th 

Avenue NE at an at-grade intersection, and 

continues to the east through the future 

Spring District development. Although 

NE Spring Boulevard will cross the ERC 

as a grade-separated crossing, the city is 

planning a short connecting path between 

the ERC and NE Spring Boulevard.  The 

design of NE Spring Boulevard is currently 

in the design phase, and is anticipated to 

begin construction in 2017.

The current design of this segment of 

NE Spring Boulevard includes a 6-foot 

sidewalk on each side of the street, with an 

additional 8-foot multiuse path adjacent to 

the sidewalk on the north side of the street.

As part of the NE Spring Boulevard 

project, the city is acquiring several 

properties north of NE 12th Street on the 

west side of the ERC, which are needed 

to establish the intersection between NE 

12th Street and NE Spring Boulevard. The 

size and orientation of those combined 

properties also provide enough space for 

a connecting path with the ERC, as shown 

in Figure 5.5.

Figure 5.5 - Planned Connections
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In the vicinity of the Sound Transit OMSF, 

the City of Bellevue envisions one ERC 

Regional Trail connection north of the 

OMSF, and another connection south 

of the OMSF (Figure 5.6).  Both of these 

connections would connect to 120th 

Avenue NE to the east of the ERC.

The City of Bellevue’s Bel-Red Subarea 

Plan (City of Bellevue 2010a) identifies a 

planned paved multi-purpose trail along 

the west tributary, passing north of the 

OMSF, connecting the ERC Regional Trail 

to 120th Avenue NE and beyond.

In meetings with City of Bellevue staff, they 

have also identified an additional trail link 

along the south side of the OMSF, which 

would also provide a connection between 

the ERC Trail and 120th Avenue NE.  In 

preparation for establishment of this 

connection, the city’s parks department 

owns a parcel at 1575 120th Avenue NE.

It should be noted that the City of 

Bellevue’s Bel-Red Subarea Plan also 

identifies two potential trailhead parks 

along the ERC in this vicinity, one at Lake 

Bellevue and one at NE Spring Boulevard 

(identified as NE 15th/16th Parkway in the 

plan).  Future detailed studies of the ERC 

Regional Trail connectivity and integration 

with local trail systems should recognize 

the presence of these trailhead parks, 

and can draw on the city plan in order 

to further evaluate site details such as 

parking areas, restrooms, site furniture, 

signage/wayfinding, and other details that 

will work in conjunction with the greater 

ERC Regional Trail requirements.

Figure 5.6 - Planned Connections, OMSF Vicinity
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Sound Transit

Sound Transit is completing final design 

of its East Link light rail extension, with 

construction expected to begin in 2015 

and active transit service beginning in 

2023. The East Link light rail facilities that 

are in the vicinity of the ERC are shown in 

Figure 5.7.

NE 4th/6th/8th Streets and Hospital 
District

After leaving downtown Bellevue heading 

east, the light rail track alignment crosses 

I-405 along NE 6th Street and then turns 

north to parallel the ERC up to NE 12th 

Street. The light rail track will cross NE 

8th Street on an elevated track bridge, 

providing a grade-separated crossing 

between the railway and the roadway.  

This section of light rail track also includes 

an elevated transit station just north of NE 

8th Street: the Wilburton Station (Figure 

5.7).  

Sound Transit OMSF Vicinity

In addition to the active transit facilities 

described above, Sound Transit in July 

2014 identified its preferred site for their 

OMSF on vacated industrial properties 

bounded by the ERC on the west and 

120th Avenue NE on the east, between 

approximately the 1500 and 2100 blocks 

on 120th Avenue NE.

At the time of this writing, preliminary 

design of the OMSF is underway, with 

the Final EIS and Record of Decision 

anticipated by Fall 2015.

Figure 5.7 - East Link Light Rail Facilities in Study Area 



5-12  EASTSIDE RAIL CORRIDOR - REGIONAL TRAIL MASTER PLAN PROJECT

5.5 OPPORTUNITIES AND 
CONSTRAINTS

As mentioned above, the City of Bellevue 

has a stated desire to establish multiple 

connections to the ERC throughout the 

city. This intent is expressed in the city’s 

comprehensive planning documentation 

and its long-range visioning efforts, such 

as the 2009 City of Bellevue Pedestrian & 

Bicycle Transportation Plan Report (City of 

Bellevue 2009), as well as in its design and 

construction activities currently underway, 

such as the NE 4th Street extension project. 

The city recognizes the importance of the 

ERC to its nonmotorized transportation 

system and has a variety of plans that 

explicitly describe how the ERC can best be 

incorporated into that system. This desire 

represents a very strong advantage for the 

development of meaningful connections to 

the ERC within Bellevue.

The following sections describe constraints 

and opportunities associated with each 

segment of the study area.

Downtown Connectivity at NE 
4th/6th/8th Streets

Opportunities

The city’s plans to construct two new 

streets crossing the ERC at NE 4th 

Street and NE 6th Street present clear 

and identifiable opportunities to create 

meaningful connections to the ERC. As 

new construction, both of these streets are 

planned to include significant dedicated 

bicycle and pedestrian facilities that will 

connect to the ERC Regional Trail. Both of 

these streets also provide the most direct 

connectivity to downtown Bellevue from the 

ERC, and NE 6th Street also provides direct 

connectivity to the Bellevue Transit Center. 

Because NE 6th Street is planned to pass 

over 116th Avenue NE, it also will provide 

a relatively flat connection between 

downtown Bellevue and the ERC.

Constraints

The grade-separated intersection types 

envisioned by the city for NE 4th and NE 

8th Streets create some challenges for the 

ERC Regional Trail design.

The city envisions the ERC crossings at 

both NE 4th Street and NE 8th Street as 

elevated pathway bridges over the city 

streets. In conjunction with the at-grade 

intersection between the ERC and NE 6th 

Street, this would create an up-and-down 

undulation in the ERC profile between NE 

1st Street and NE 12th Street. To meet ADA 

requirements and preferred trail grades, 

the ramps up to the 4th and 8th Street 

bridges will need to be several hundred 

feet long. More detailed information about 

final street grades will be necessary 

to develop a final design. However, for 

the feasibility analysis it is important to 

identify whether there is adequate space 

available between the street crossings to 

achieve the necessary grades. It is also 

important to identify potential strategies 

for connecting between the trail, which 

will be elevated, and the sidewalk 

at the 4th and 8th Street crossings. A 

conservative set of assumptions can 

be used to evaluate the feasibility of 

including an at-grade intersection at NE 

6th Street and grade-separated crossings 

at NE 4th and NE 8th Streets. 
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The first point of evaluation is to analyze 

whether there is enough space between 

intersections to build a trail with a running 

grade that is not too steep, without the 

need for switchbacks in the trail.  The most 

restrictive trail elevation gain would be 

located between NE 6th Street and NE 8th 

Street, since the distance between NE 6th 

Street and NE 8th Street is shorter than the 

distance between NE 4th Street and NE 6th 

Street.

The assumptions for this determination are:

• The vertical clearance requirement 

from the surface of NE 8th Street to the 

bottom of the ERC Regional Trail bridge 

is 16.5 feet.

• The depth of the ERC Regional Trail 

bridge structure is a maximum of 6 feet 

(i.e., the distance from the bottom of the 

trail bridge structure to the surface of 

the pathway).

• The existing rail grade is rising at 

approximately 0.4 percent toward the 

north.

• The final design of the NE 6th Street 

extension will be in line with the 

existing NE 6th Street segments to 

the west and the east, which places 

the north edge of the NE 6th/ERC 

intersection approximately 600 feet 

south of the south edge of the NE 8th/

ERC intersection.

• A maximum running grade of 5 percent 

would be allowed for the ERC Regional 

Trail design.

The rise in the existing track grade 

between NE 6th Street and NE 8th Street is 

approximately 2.5 feet.  Considering the 

assumptions above, the ERC Regional Trail 

surface would need to rise approximately 

25 feet between NE 6th Street and NE 8th 

Street.  At a maximum grade of 5 percent, 

this elevation rise could be achieved in 

approximately 500 feet without the need 

for switchbacks in the trail.  This distance 

is less than the 600 feet available between 

NE 6th Street and NE 8th Street. The 

required distance could also be further 

reduced during design of the trail when 

the design details would be refined.  

However, it is clear that careful control of 

the final design elevation of the NE 6th 

Street/ERC intersection will be critical to 

ensuring the viability of creating an at-

grade intersection at NE 6th Street and a 

grade-separated crossing at NE 8th Street 

without the need for switchbacks in the 

trail.   

The second point of evaluation is to 

determine if the planned Sound Transit 

East Link light rail facilities are compatible 

with the anticipated grade-separated 

ERC crossing at NE 8th Street.  The light 

rail aerial guideway will cross over I-405 

from downtown Bellevue along the NE 6th 

Street corridor, then will curve northward 

and cross NE 8th Street directly above the 

existing abandoned Burlington Northern 

Santa Fe (BNSF) track in the ERC right-of-

way.  The light rail aerial guideway will 

enter the ERC right-of-way approximately 

300 feet south of NE 8th Street.

The light rail aerial guideway is planned to 

allow approximately 24 feet of clearance 

between the NE 8th Street roadway and 

the bottom of the guideway structure.  This 

clearance would allow for the possibility of 

future heavy rail use of the ERC.   
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The ERC bridge would be developed 

parallel to the proposed Sound Transit 

bridge, as shown in Figure 5.8.

South of NE 8th Street, the ERC is on the 

east side of the light rail aerial guideway 

as it comes from downtown Bellevue.  This 

arrangement results in a requirement that 

the ERC Regional Trail pass under the light 

rail aerial guideway south of NE 8th Street, 

so that the ERC Regional Trail is entirely 

on the west side of the light rail guideway 

at NE 8th Street.  The ERC Regional Trail 

would also be rising while passing under 

the light rail aerial guideway.  The light 

rail aerial guideway has enough vertical 

clearance for the ERC Regional Trail 

to pass below it, even though the trail 

would be rising as it crossed below the 

guideway.  While this is an achievable 

design configuration, it would require 

that a portion of the ERC Regional Trail 

be constructed outside of the existing 

ERC right-of-way just south of NE 8th 

Street; therefore, additional right-of-way 

acquisition would likely be necessary.

If a connection from the ERC Regional 

Trail bridge to the northern NE 8th Street 

sidewalk were desired, it would require 

a ramp approximately 450 feet long.  The 

available distance between the bridge 

and the next intersection to the west, 116th 

Avenue NE, is approximately 350 feet; 

therefore a connection to the sidewalk 

west of the bridge would require at least 

one switchback.  A ramp to the west 

would also require property or easement 

acquisition from the private property 

located on the north side of NE 8th Street 

between the ERC and 116th Avenue NE 

(Whole Foods site).

A ramp connection from the ERC Regional 

Trail bridge to the NE 8th Street sidewalk 

east of the ERC would not be possible due 

to the location of the Sound Transit East 

Link light rail facilities and station.

A more probable connection to the NE 

8th Street sidewalk would be effected 

by including a parallel switchback ramp 

off of the ramped portion of the northern 

trail bridge abutment, connecting to the 

sidewalk near where the bridge crosses 

over the sidewalk.  This arrangement 

would require minimal additional property 

acquisition.

Figure 5.8 - Light Rail and ERC Crossing of NE 8th St
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Hospital District

Opportunities

Sound Transit’s plan to locate its Wilburton 

Station along the ERC just north of NE 

8th Street presents a clear opportunity 

to maximize intermodal connectivity 

of the ERC Regional Trail with a major 

regional transit system. The distance 

between the ERC and the Wilburton 

Station is negligible and therefore there 

is an obvious opportunity to provide 

connectivity between the two.

In the Hospital District of Bellevue, the 

ERC also passes through several high-use, 

high-density neighborhoods of regional 

importance, including the medical 

services district surrounding the Overlake 

Hospital Medical Center, a major grocery 

retail center, various residential and retail 

developments around Lake Bellevue, 

and the Bel-Red light industrial and 

commercial corridor to the east. The value 

of the ERC Regional Trail as a primary 

nonmotorized transportation connector in 

these districts is very significant.

Constraints

Although the Wilburton Station will be 

located alongside the ERC, the station will 

operate as a paid entry closed platform 

system with entry located at ground level. 

Additionally, the station is designed in 

a split platform arrangement, with the 

tracks passing through the middle of the 

loading platforms, each platform serving 

one direction of travel. Because of these 

two design characteristics of the station, 

the elevated pedestrian bridge of the ERC 

over NE 8th Street cannot be connected 

directly to the elevated platform of the 

Wilburton Station.

This arrangement will mean that the ERC 

Regional Trail will need to connect to the 

Wilburton Station at the north end of the 

station at ground level. 

The following considers the approximate 

point where the ERC Regional Trail 

would reach existing grade north of NE 

8th Street, as compared to the planned 

location of the north end of the light rail 

Wilburton Station.  The assumptions for the 

evaluation are similar to those used in the 

previous section:

• The vertical clearance requirement 

from the surface of NE 8th Street to 

the bottom of the ERC Regional Trail 

bridge is 16.5 feet.

• The depth of the ERC Regional Trail 

bridge structure is a maximum of 6 feet 

(i.e., the distance from the bottom of 

the trail bridge structure to the surface 

of the pathway).

• The existing rail grade is rising at 

approximately 0.4 percent toward the 

north.

• The north end of the Wilbruton Station 

is approximately 400 feet north of the 

north edge of NE 8th Street.

• A maximum running grade of 5 percent 

would be allowed for the ERC Regional 

Trail design.

The existing track grade is rising north of 

NE 8th Street at a rate of 0.004 feet per foot 

(0.4 percent), while the ERC Regional Trail 

would be falling at a rate of 0.05 feet per 

foot (5 percent).  With the ERC Regional 



5-16  EASTSIDE RAIL CORRIDOR - REGIONAL TRAIL MASTER PLAN PROJECT

Trail elevation starting at 22.5 feet above 

NE 8th Street, the trail would meet existing 

ground approximately 420 feet north of NE 

8th Street without the use of switchbacks 

in the trail. This distance compares very 

favorably to the length of the Wilburton 

Station, and would allow a straightforward 

connection between the ERC and the 

station at the north end of the station.

Sound Transit Operations and 
Maintenance Satellite Facility 
Vicinity

Opportunities

Connections between the ERC Regional 

Trail and the new NE Spring Boulevard will 

provide connectivity with the extensive 

redevelopment that is planned for the 

area, including the forthcoming Spring 

District retail, business, and residential 

neighborhood.

In addition to these important connections, 

the OMSF itself will be a major 

infrastructure support facility. The OMSF 

is anticipated to be located immediately 

adjacent the ERC and therefore there will 

be an opportunity to provide a significant 

alternative means for employees of 

the OMSF and others in the vicinity to 

commute to and from the facility via a 

connection to the ERC. The presence of the 

ERC through the OMSF also presents an 

opportunity for users of the ERC to interact 

with public artwork that may potentially 

be sited in the OMSF.

Constraints

Due to several competing factors, the 

location of the OMSF will present a stricture 

point along the ERC. At the location of the 

OMSF, a portion of the ERC will be used 

for at-grade storage tracks, and portion 

of the ERC will be occupied by the OMSF 

structures as well. In addition, there are 

wetlands present in the ERC in the area. 

Future potential uses of the corridor include 

a north-south light rail line, as well as 

potential reactivation of the corridor for 

freight rail use (a stipulation of railbanking 

requirements). All of these varied uses will 

compete for the available right-of-way.

As of the time of this writing, Sound Transit 

and King County are negotiating the trail 

size and location.

5.6 NEXT STEPS

Each of the locations discussed in this 

segment of the ERC provide important 

opportunities for connection with the 

City of Bellevue’s existing and planned 

nonmotorized system.  In general, there are 

several design options that appear feasible 

for each location, however the design of 

future Sound Transit and city of Bellevue 

facilities will need to be coordinated with 

design of the ERC Trail.  

As part of the master plan process, King 

County is actively working with both Sound 

Transit and the City of Bellevue to ensure 

that there is effective communication, 

and that the Master Plan alternatives are 

developed to reflect the most current design 

directions for the OMSF and Wilburton 

Station, as well as NE 4th, NE 6th, and NE 8th 

street crossings.



SR 520 TRAIL CONNECTION 
FEASIBILITY STUDY

CHAPTER 6

     



6-2  EASTSIDE RAIL CORRIDOR - REGIONAL TRAIL MASTER PLAN PROJECT

6.1 OVERVIEW

East-west bicycle and pedestrian 

connectivity between Lake Washington 

and Redmond will take a significant step 

forward with the completion of the State 

Route (SR) 520 Bridge Replacement and 

High Occupancy Vehicle (HOV) Program. 

The project includes a new bicycle and 

pedestrian path/trail along the north 

side of the bridge which continues 

along SR 520 into Bellevue. While a gap 

will remain between the planned west 

segment and the existing east segment 

of the SR 520 regional bicycle/pedestrian 

shared use path (SR 520 Trail), the City of 

Bellevue, in partnership with Washington 

State Department of Transportation 

(WSDOT), will construct an on-street 

interim connection along Northup Way 

that will allow bicyclists and pedestrians 

a continuous east-west route through 

Bellevue filling in for the missing trail 

segment. 

The development of the ERC provides 

two important opportunities in this area. 

The first is the ability to link the major 

east-west shared use path facility along 

SR 520 with the future ERC Regional Trail 

running north-south in this area, which will 

dramatically boost bicycle and pedestrian 

connections between Seattle and the 

communities on the east side of Lake 

Washington. The second opportunity is the 

potential to provide a separated shared 

use trail connection through the Interstate 

405 (I-405)/SR 520 interchange which, due 

to a number of physical, topographical, 

and environmental constraints remains a 

limitation to bicycle travel, and to some 

degree pedestrian travel. This barrier to 

bicycle and pedestrian connectivity limits 

the options for shared use trails.

The gap through the I-405/SR 520 

interchange is a complex location to 

connect the ERC Regional Trail to either 

SR 520 or Northup Way.  The ERC crosses 

under I-405, SR 520, and Northup Way 

in the general area of the interchange, 

then slowly gains elevation to the north.  

To create a connection between the 

ERC and Northup Way, designers must 

accommodate a significant grade change 

within an already developed urban 

area.   The connection between the ERC 

and Northup Way also needs to allow 

for a transition from bicycle lanes on 

Northup Way to a shared use trail.  This 

transition will require some trail users to 

cross Northup Way, either at an existing 

developed crossing or at an appropriate 

location for a new crossing. 

Figure 6.1 shows the study area for this 

project and the trail connections in the 

vicinity.
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Figure 6.1 - Trail Planning Area
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6.2 STUDY OBJECTIVES

This study aims to identify and evaluate 

options for connecting the future ERC 

Regional Trail (along the ERC mainline) 

to the SR 520 Trail.  Section 6.3 provides 

an overview of the existing and planned 

trails that are relevant to this study.  Section 

6.3 also presents background materials 

such as planning documents that support 

the development of the ERC in the study 

area. Section 6.4 discusses identification 

of the alternatives based on field reviews 

and priorities of the local jurisdiction. 

Section 6.5 provides detailed descriptions 

of the alternatives and their possible 

connections as well as opportunities and 

constraints for each alternative. 

Section 6.6 evaluates each alternative 

based on criteria within the following 

categories:

• Existing plans

• Regional transportation system 

performance

• Facility design

• Impacts to the natural and built 

environments

• Maintenance considerations

For further definition of the evaluation 

criteria, see Section 4 of the Connection 

Feasibility Studies Introduction. Section 

6.7 presents major considerations 

that contributed to the selection of a 

preliminary preferred alternative.

Sections 6.8, 6.9, and 6.10 discuss 

the preferred alternative, planning 

level cost estimate, and next steps for 

implementation.

6.3 CONTEXT AND 
BACKGROUND

The study area for this project, shown in 

Figure 6.2, is located where the SR 520 and 

I-405 freeway corridors intersect with the 

ERC. This area is in northwest Bellevue, 

along Northup Way between Bellevue Way  

to the west and 124th Avenue NE to the 

east.

This study considers connections between 

the ERC and the SR 520 Trail—taking 

into account the long term concept for 

the SR 520 Trail developed by WSDOT, 

interim connections planned by the City 

of Bellevue, and the identification of short 

term alternatives for this connection.

Figure 6.2 - ERC Ownership in the SR 520 
Trail Connection Study Area
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Existing and Planned Trails and Facilities

SR 520 Trail – Existing and Planned 

The SR 520 Regional Bicycle/Pedestrian 

Shared use Path (SR 520 Trail) is an 

important east-west shared use trail 

between Redmond and Bellevue, 

providing access to the Bel-Red Corridor, 

Microsoft and a variety of other non-

motorized connections and destinations 

in Redmond. The current trail extends 

between NE 24th Street in Bellevue, where 

the 124th Avenue NE alignment would 

intersect if it was continuous (connecting 

to bicycle lanes eastbound and 

westbound), and West Lake Sammamish 

Parkway in Redmond (connecting to the 

Sammamish River Trail north and south), 

for a distance of about 4.8 miles. 

Planning to extend the path westward 

to the Evergreen Point Bridge (often 

referred to as the SR 520 Bridge) across 

Lake Washington and into Seattle, as part 

of the SR 520 Bridge Replacement and 

HOV Project, has been underway for 

many years. A priority for that project is a 

strong desire to link Seattle with the seven 

communities on the east side of Lake 

Washington—Clyde Hill, Medina, Hunts 

Point, Yarrow Point, Kirkland, Bellevue, and 

Redmond—and to provide connections to 

existing and planned regional and local 

trails.

WSDOT recently completed 

reconstruction of the existing path (which 

includes parts of the Points Loops Trail) 

between the SR 520 Bridge and 108th 

Avenue NE, a distance of approximately 

2.4 miles. At the Bellevue Way interchange, 

due to development constraints and the 

alignment of Yarrow Creek, the shared use 

trail will continue as a widened sidewalk 

(16 feet wide) between Bellevue Way and 

108th Avenue NE. WSDOT considers the 

widened sidewalk an interim solution and 

in the long term would like to provide a 

shared use path in this area.

Because of the numerous topographical 

challenges between Bellevue Way and 

the I-405 interchange/ERC corridor, 

WSDOT project documentation identifies 

a connection eastward to the existing 

trail connection at NE 24th Street as a 

future improvement. This leaves a gap 

of approximately 1.3 miles between the 

planned and existing regional trails. 

There is a need to identify a short term 

connection to fill this gap until WSDOT 

identifies a longer term in-corridor 

solution.

Planned Interim Connection—City 
of Bellevue Northup Way Corridor 
Improvements

The City of Bellevue’s Northup Way 

Corridor Improvements Project is 

intended to improve east-west bicycle and 

pedestrian connectivity in the area and 

will provide an interim solution for the 

missing link along the SR 520 Trail. 

Northup Way has a narrow, curving 

roadway prism, and currently 

accommodates two lanes of traffic between 

108th Avenue NE and NE 24th Street. 

The Northup Way project will add on-

street bicycle lanes in both directions 

and continuous sidewalks along both 

sides of Northup Way between NE 33rd 
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Place (just east of 108th Avenue NE and 

NE 24th Street) where the existing east 

segment of the SR 520 Trail begins. The 

project includes a dedicated pedestrian 

bridge over the ERC at 116th Avenue NE.  

The project is currently in final design 

and scheduled to complete construction 

in 2017. Figure 6.3 shows these 

improvements. 

The Northup Way project will also connect 

to existing bicycle lanes on the north leg 

of 116th Avenue NE and planned bicycle 

lanes on the south leg of 116th Avenue NE. 

Existing Plans

To better understand the characteristics of 

the study area, the project team reviewed 

several resources. The section below 

describes these resources and explains 

how each resource informs the current 

work on the ERC. 

Creating Connections: Recommendations 
on the Eastside Rail Corridor from the 
Regional Advisory Council (October 2013) 

This document recognizes the SR 

520/I-405 interchange as a “regionally 

significant north-south and east-west 

interchange,” describing it as a nexus for 

high-capacity transit, trail, utility uses, and 

a transportation corridor that links major 

employment centers, including downtown 

Redmond, Microsoft, the University of 

Figure 6.3 - SR 520 Trail - Long-term Concept and Interim SR 520 Trail ConnectionF 6 3 SR 520 T l L
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Washington Campus and downtown 

Seattle. Before the acquisition of the 

ERC, many viewed this interchange as a 

formidable barrier to trail connectivity.

City of Bellevue Bicycle and Pedestrian 
Transportation Plan (2009) 

The City of Bellevue’s Pedestrian and 

Bicycle Transportation Plan identifies the 

ERC as a “Priority Bicycle Corridor,” a 

cross-city route that will provide efficient 

movement through the city as well as 

access to destinations within Bellevue.  

Along with the ERC, the plan also 

identifies the SR 520 Trail as a “Priority 

Bicycle Corridor”. The City of Bellevue 

designated these two corridors as a 

priority because they offer potential to 

create high-quality facilities that span the 

city and connect to regional destinations. 

As noted in the plan, Northup Way is part 

of the secondary network with proposed 

bicycle lanes; given the difficulty in 

providing a continuous trail connection 

along SR 520, the Northup Way Corridor 

Improvement Project is also recognized as 

a high priority. 

The Northup Way Corridor Improvement 

Project dovetails with the SR 520 Trail 

by providing continuous pedestrian and 

bicycle access east-west where currently 

there is none, for a distance of 0.86 miles. 

The project will support transit use along 

the corridor by providing pedestrian 

crossing opportunities and safe access to 

bus stops.  

6.4 ALTERNATIVES 
IDENTIFICATION

Field Review

The project team conducted meetings with 

staff from the City of Bellevue and WSDOT 

and performed field reviews of the SR 520 

Trail/ERC Regional Trail connection area. 

The field reviews included participation 

by a landscape/urban designer, 

transportation planner, civil engineer and 

a structural engineer, along with agency 

staff. Below is a list of relevant meetings:

• May 22, 2014 – Coordination meeting 

with King County and Bellevue City 

staff on the Northup Way project 

to discuss the latest structural/

construction plans and easement 

needs.

• June 2, 2014 – Meeting with WSDOT 

staff and consultants, and King County 

staff, to discuss connections to the ERC 

at I-90, I-405 and SR 520.

• June 16, 2014 – Meeting with the City of 

Bellevue staff to discuss connections to 

the ERC in Bellevue.

• June 18, 2014 – Initial field visit with 

structural engineer.

• June 26, 2014 – Field meeting with 

WSDOT and Bellevue staff to discuss 

connection alternatives.

During these meetings, WSDOT shared 

their proposal to complete the missing 

segment of the SR 520 Trail. This proposal 

is conceptual with many constraints to 

work through and no identified funding.  

For these reasons, WSDOT identified this 

concept as a long-term alternative.
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City of Bellevue Preferences and 
Priorities

WSDOT and City of Bellevue staff 

identified a short-term connection and the 

team explored this connection during field 

reviews.  Section 6.5 describes and Figure 

6.4 shows this additional alternative.

6.5 ERC/SR 520 
CONNECTION ALTERNATIVES: 
OPPORTUNITIES AND 
CONSTRAINTS

The section below describes each 

connection alternative and discusses 

opportunities and constraints for each. 

Important considerations for each 

alternative are topography, right-of-way 

Figure 6.4 - Short-term SR 520 Trail Connection Alternatives
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acquisition, and user safety (primarily at 

potential crossing locations of Northup 

Way). This report describes WSDOT’s long 

term concept to connect the two segments 

of the SR 520 Trail to give context to the 

connection alternatives.

WSDOT Conceptual Proposal for Missing 
Link 

The long term conceptual solution 

proposed by WSDOT to complete the SR 

520 Trail along the length of the highway 

would extend the existing trail from its 

connection to NE 24th Street westward to 

I-405, as shown on Figure 6.3 using one of 

two options through the I-405 interchange 

(described below), and then have the trail 

continue on the west side of I-405. The 

proposal includes:

• Extension of the trail westward from NE 

24th Street; lowering the trail to the level 

of the SR 520 mainline.

• Relocation of the access to NE 24th 

Street closer to the intersection with 

Northup Way from its current location 

approximately 0.3 mile to the east.

• Widening of the SR 520 overpass at 

130th Avenue NE to accommodate the 

trail and reconstruction of access to 

130th Avenue NE.

• Widening of the SR 520 overpass 

at Northup Way east of I-405 to 

accommodate the trail. 

• Use of either the ERC or Northup Way 

to provide a route through the I-405 

interchange.

• Diversion or relocation of Yarrow 

Creek near the existing WSDOT 

maintenance yard at the 108th Avenue 

NE interchange and bridging over the 

creek in two locations.

• Continuation of the path along the 

north side of SR 520 westbound off-

ramp at 108th Avenue NE, and bridging 

over 108th Avenue NE to connect with 

the planned 16-foot-wide sidewalk and 

bicycle path constructed by the SR 520 

Eastside Transit and HOV Project.

Opportunities

There are opportunities for coordinating 

between jurisdictions and agencies for 

implementing the connections.

Coordination

• Creation of a shared use path through 

this highly constrained corridor is an 

important but difficult undertaking 

and would require inter-agency 

coordination among WSDOT, City 

of Bellevue, and King County. The 

Northup Way Corridor Improvements 

project establishes a precedent, with 

Bellevue, King County, and WSDOT 

working together to develop an interim 

solution for bicycle and pedestrian 

connectivity through the area. 

• The ERC provides an opportunity to 

complete the SR 520 Trail by serving 

as a shared trail corridor for a short 

segment connection under I-405, 

simultaneously serving both the SR 520 

Trail and the ERC.
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Constraints 

The constraints in the vicinity of I-405 

include: 

Grade

• The existing SR 520 Trail east of I-405 

is situated between the roadway grade 

along NE 24th Street and the grade of 

the SR 520 mainline, and is therefore 

physically not well connected to the 

street network.

• Two SR 520 overpasses would need to 

be widened to accommodate the trail 

over Northup Way east of I-405 and 

over 130th Avenue NE. 

• The WSDOT concept requires crossing 

Northup Way just west of I-405 to 

transition the trail from the north side 

of Northup Way to the south side. This 

crossing would require a bridge.

Environmental Considerations

• Yarrow Creek runs along the south side 

of Northup Way from east of Bellevue 

Way, crossing Northup south of NE 33rd 

Place. The creek crosses the ERC south 

of the Bellevue Service Center on 115th 

Avenue NE and is piped under I-405. 

• In this constrained corridor, the 

creek and its associated buffer 

pose significant alignment and 

environmental permitting challenges.

SHORT TERM CONNECTION 
ALTERNATIVES

Until the proposed long-term alternative 

for connecting the SR 520 Trail is 

completed, there are several opportunities 

to connect the ERC to the City of Bellevue’s 

planned non-motorized facilities 

(sidewalks and bicycle lanes) along 

Northup Way.  Most of these opportunities 

include the development of a short shared 

use connecting trail between Northup 

Way and the ERC.  All of the alternatives 

would require a safe location for cyclists to 

cross Northup Way to make the transition 

between bicycle lanes and a shared use 

trail.  The section below describes the 

alternatives considered in this study.

ALTERNATIVE 1—ERC TO 2700 
BLOCK OF NORTHUP WAY, VIA 
WEST BANK OF I-405 OVERPASS

This connection is northwest of the 

I-405/SR 520 interchange, alongside the 

I-405 overpass of Northup Way and the 

ERC. The connection would run behind 

the business park near 2700 Northup 

Way. In this area, the ERC is at a higher 

elevation than the businesses below, and 

the proposed connection would arc from 

the ERC along the west embankment of 

the I-405 overpass, behind the business 

park at 2700 Northup Way (Pediatric 

Associates) with the trail dropping in 

elevation gradually to meet the parking lot 

and then rising up again to meet Northup 

Way.  Figure 6.5 shows the alignment of 

Alternative 1.

WSDOT’s long term SR 520 Trail concept 

(Figure 6.3) also recommends this 

connection to transition from the ERC 

corridor across Northup Way back to the 

SR 520 mainline. 
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Opportunities

Grade

• There is approximately a 15- to 20-

foot grade difference between the 

ERC, the business park and Northup 

Way.  The connection would require 

approximately 550 feet or more 

depending on the alignment of the 

trail.

Right-of-Way

• The connection could potentially 

be located fully within the ERC and 

WSDOT rights-of-way.

Constraints

Grade

• The west bank of the I-405 overpass 

is steeply sloped; it may require 

retaining walls to accommodate the 

trail. Reaching the ERC from Northup 

Way may require a longer run along 

the ERC corridor depending on the 

alignment alongside I-405.

• The roadway prism of Northup Way 

is approximately 5 feet higher than 

the business park; reaching the street 

grade from the parking lot may require 

a ramped approach. 

Figure 6.5 - SR 520 Trail Connection Alternative 1
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User Safety and Comfort

• There are no nearby crosswalks on 

Northup Way in this area, which makes 

connections to the eastbound bicycle 

lane on the south side of Northup Way 

difficult. There are also significant sight 

distance limitations that result from the 

curve of Northup Way and the low light  

levels around the overpass. Photo 6.1 

shows these conditions. These factors 

make this a challenging location to add 

a crossing.

• An alternative connection could 

be located farther to the northwest 

between 2700 and 2670 Northup Way, 

but this would require an easement and 

redesign of the parking lot.

Environmental Considerations

• Yarrow Creek runs through the area 

and is piped under I-405 and Northup 

Way. The creek alignment looks to be 

to the north, but additional information 

would be required to determine that 

the alignment would not conflict with 

the creek or its associated structures.

ALTERNATIVE 2A—ERC TO 
11550 NORTHUP WAY (NEAR 
MATTRESS DEPOT)

There is an existing access road just north 

of where 116th Avenue NE intersects with 

Northup Way from the south at the eastern 

edge of the business parking lot near 

the Mattress Depot business. The access 

road is within the Northup Way right-of-

way. Puget Sound Energy has switching 

equipment in this area and maintains 

the vegetation for easy access (Photo 

6.2). Figure 6.6 shows the alignment for 

Alternative 2.

Photo 6.1 - 2700 Northup Way, Looking Southeast
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Opportunities

Grade

• There is approximately 20 feet of grade 

change from the street level down to 

the ERC. A connection would need to 

parallel the ERC for some distance 

to meet the trail grade. The existing 

access road appears to be at least a 10 

percent drop from Northup Way. The 

connection would be approximately 

500 feet in length.

User Safety and Comfort 

• The area has good visibility from 

the road and is adjacent to existing 

crosswalks.

• The connection could tie into the 

planned sidewalk and bicycle lanes 

on the north side of Northup Way; 

connection to the eastbound bicycle 

Photo 6.2 - View from ERC to 11550 Northup Way 
(Mattress Depot)

Figure 6.6 - SR 520 Trail Connection Alternative 2



6-14  EASTSIDE RAIL CORRIDOR - REGIONAL TRAIL MASTER PLAN PROJECT

lanes would require crossing at the 

existing signal of Northup Way and 

116th Avenue NE.

• There is also an opportunity to connect 

to existing and planned bicycle lanes 

on 116th Avenue NE.

• There is an offset of approximately 

500 feet between the north and south 

legs of 116th Avenue NE as they meet 

Northup Way. Although the existing and 

planned bicycle lanes on 116th Avenue 

NE will connect to bicycle lanes on 

Northup Way and all of the connections 

and crossings are signalized, the 

intersection of 116th Avenue NE may 

not be comfortable for all types of 

bicyclists.  ERC could serve as an all 

ages and abilities alternative route. 

Right-of-Way

• The connection would take place 

between the ERC and Northup Way 

rights-of-way. 

Constraints

Grade

• The Northup Way Corridor 

Improvements Project will construct 

a new bridge over the ERC to 

accommodate the north sidewalk; 

bicycle lanes will continue on-

street through the intersection. The 

placement and design of the approach 

wall should be able to accommodate 

the alignment of the trail connection. 

King County staff has reviewed the 

plans and conveyed this point to City of 

Bellevue staff. 

ALTERNATIVE 2B—ERC TO 116TH 
AVENUE NE

The project team also considered a 

connection to the east side of Northup Way 

ERC overpass, at the 11000 block of 116th 

Avenue NE.  This connection would meet 

116th Avenue NE on a curve just north of the 

Northup Way intersection. The section below 

describes the fatal flaws of this alternative.

Constraints

Intersection and Roadway Separation: 

• The curve of the roadway limits sight 

distance at any location the connection 

could be made to 116th Avenue NE. In 

addition, the connection may not be close 

enough to the signal, so the connection 

would require an on-street segment for 

trail users to reach the signal. 

Grade

• There is a grade differential of at least 25 

feet between the ERC and 116th Ave NE, 

and the bank between the ERC and 116th 

Ave NE is narrow (approximately 15 to 

20 feet at the widest spot) and therefore 

quite steep. To make a trail connection 

between the ERC and the surrounding 

street grid would require retained slopes 

and a run of several hundred feet to the 

north to connect to 116th Ave NE. This 

would necessitate out of direction travel 

for trail users to reach the Northup Way 

corridor improvements. The  project team 

concluded that the physical constraints, 

constructability challenges, and indirect 

connection were fatal flaws for this 

alternative.
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ALTERNATIVE 3—ERC TO 
116TH AVENUE NE, BETWEEN 
NORTHUP WAY AND SR 520 
ALONG WSDOT MAINTENANCE 
ACCESS ROAD

Between 116th Avenue NE and the ERC, 

a WSDOT maintenance access road 

is located south of Northup Way and 

directly north of SR 520. The nearest 

business address is 2500 116th Avenue 

NE, which lies to the north. The access 

road connects the ERC to 116th Avenue 

NE, half a block from the Northup Way 

Corridor Improvements Project.  This 

alternative would require a two-way 

sidepath on the east side of 116th Avenue 

NE between this location and Northup Way 

to make the connection for users from the 

bicycle lanes on Northup. However, the 

intersection of Northup Way and 116th 

Avenue NE is raised (to cross the ERC), so 

there are grade issues in the last 50 to 100 

feet of this alternative. Figure 6.7 shows 

the alignment of Alternative 3.

Opportunities

Right-of-Way

• The access road parcel is within the 

WSDOT SR 520 right-of-way.

• The 116th Avenue NE right of way may be 

wide enough to accommodate a two-way 

sidepath on the east side of the road to 

create a connection between the access 

road and Northup Way (about 250 feet). 

The width varies, but there appears to be 

between 12 and 20 feet between the face 

of curb and the property line. However, 

the property at 2500 116th Avenue NE 

has used the right of way as part of the 

parking area around the office building. 

There is also a grade differential and 

utilities in the area.

Figure 6.7 - SR 520 Trail Connection Alternative 3
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Grade

• The connection to NE 116th would be 

approximately 250 feet long and the 

grade differential between the ERC 

and 116th Avenue NE is approximately 

10 feet, so the grade is gentle (Photo 

6.3). 

• The existing gravel roadway and curb 

cut onto 116th Avenue NE is close to 

level, as shown in Photo 6.4.

Coordination

• Two Metro Transit routes serve the 

116th Avenue NE corridor, creating the 

potential for transit connections.

Intersections and Roadway Separation

• The City of Bellevue plans to stripe 

bicycle lanes on 116th Avenue 

NE south of Northup Way, so the 

connection would link to the future 

bicycle network. 

User Safety and Comfort 

• The alternative would provide a good 

connection to sidewalks and bicycle 

lanes on the east side of the road.

Constraints

User Safety and Comfort 

• The connection would meet 116th 

Avenue NE mid-block, approximately 

250 feet from the intersection of 

116th Avenue NE and Northup Way 

and 75 feet from the SR 520 overpass. 

The connection meets the grade of 

the street. Given the proximity to 

the Northup Way intersection, the 

feasibility of making a crossing to 

bicycle lanes on the west side of 

116th Avenue NE is low from a traffic 

operations standpoint.

Photo 6.4 - View west from WSDOT maintenance 
access road showing the east sidewalk on 116th 
Avenue NE

Photo 6.3 - View west from ERC to 116th Avenue 
NE, on the WSDOT maintenance access road
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• The road profile of 116th Avenue NE 

drops as it goes under SR 520, creating 

low light conditions and sight distance 

limitations. The overpass structure 

further limits sight distance.

• To get to the west side of the street 

requires out of direction travel—

bicycles and pedestrians would need 

to cross at the signal at Northup Way.

Grade

• 116th Avenue NE rises approximately 

10 feet as it approaches Northup 

Way along the property at 2500 116th 

Avenue NE. A retaining wall would be 

required to accommodate a sidepath 

on the east side of 116th  Avenue NE. 

It may be challenging to engineer a 

retained area without impacting the 

private property. 

ADDITIONAL CONNECTION—
ERC TO 115TH AVENUE NE, 
UNDER I-405

City of Bellevue staff identified an 

additional connection on 115th Avenue NE. 

This is a low-volume two-lane street that 

parallels the ERC from the intersection 

with 116th Avenue NE for about a 0.25 

mile until it reaches the Bellevue Service 

Center (2901 115th Avenue NE), where 

it curves to the northeast. The City of 

Bellevue would like to provide sidewalks 

along the roadway; however the roadway 

is constrained by support columns for 

I-405 as it passes overhead.  The City 

proposes to use the ERC to provide 

pedestrian and bicycle connectivity along 

this stretch of roadway; it would connect 
Figure 6.8 - SR 520 City of Bellevue Connection 
Alternative

to an existing sidewalk on the west side 

of 115th Avenue which begins at the 

2900 block, north of the Bellevue Service 

Center. This connection is not a proposed 

alternative but is included here because 

it would provide additional connectivity 

between the ERC and Bellevue’s 

pedestrian and bicycle network. Figure 

6.8 shows the alignment of this Additional 

Connection Alternative.

Opportunities

Right-of-Way

• There is currently a utility structure to 

the south of the intersection of 115th 

and 116th Avenues NE within the ERC 

right-of-way, with a gravel roadway that 

provides access to the ERC. Photo 6.5  

shows the fenced utility structure area.
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Grade

• Opportunities to reconnect with 115th 

Avenue NE would depend on where 

the grade is favorable, since the ERC 

is below the level of 115th Avenue NE. 

Photo 6.6 shows the approximately 15 

feet of elevation gain from the ERC to 

116th Avenue NE.

Constraints

User Safety and Comfort

• The I-405 structural columns, curving 

roadway and existing vegetation limit 

sight distance. The access point from 

the south, near 116th Avenue NE, would 

need to be carefully located to ensure 

the sight distance is satisfactory.

Photo 6.6 – Looking north to 115th Avenue NE from the ERC, under I-405

Photo 6.5 – Looking north to 115th Avenue NE 
from the ERC, with utility access
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Route Directness

• This alternative would not connect 

directly with Northup Way, the SR 

520 Trail Interim connection, though 

this alternative would meet City 

of Bellevue’s need for pedestrian 

connectivity in the area.

6.6 EVALUATION OF 
ALTERNATIVES

King County’s goals for the ERC 

Regional Trail Master Plan Project are:

1. Create a comprehensive and 

connected regional trail system.

2. Create the regional trail in the form 

of a separated shared use path where 

possible.

3. Create a regional trail that honors 

and is supported by existing 

municipal and regional plans.

Alternatives 2 and 3 performed the 

highest on the evaluation measures 

related to Goal 1.  Alternative 2 

performed highest on Measure 1 (local 

support), while Alternative 1 performed 

highest on Measure 2 (regional support).  

All three alternatives performed well on 

the “degree to which facility is separated 

from vehicle traffic,” which corresponds 

to Goal 2. 

Table 6.1 summarizes the performance 

of the alternatives for the ERC to SR 520 

connection based on 16 measures.  The 

introduction of this report describes the 

evaluation measures in greater detail. 
Table 6.1 – Detailed Matrix of Opportunities and 
Constraints for Connections between ERC and the 
SR 520 Trail 

Empty Cells=Unknown
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6.7 MAJOR CONSIDERATIONS

The SR 520/ERC area presents both great 

opportunities and several constraints that 

the selected connection alternative must 

consider and resolve to be successful. 

These constraints are:

Topography

The area is physically and topographically 

constrained between SR 520 and the 

rising terrain to the north of SR 520. 

Consequently, the existing 520 Trail is 

physically not well connected to the street 

network resulting in a limited number of 

potential connections.

Additionally, the ERC is generally 

below the grade of the surrounding 

street network, especially east of I-405. 

Connecting the ERC to the SR 520 Trail 

will require coordination with the City of 

Bellevue, WSDOT and King County.

Complexity of Street and Freeway 
Interchanges

The street and freeway system in the 

vicinity of the I-405/SR 520 interchange, 

between approximately Bellevue Way 

and 124th Avenue NE is very complex, 

and includes several major freeway 

interchanges with grade separated ramps, 

high volume on-ramps and off-ramps, 

and busy urban intersections. The area, 

though not dense, is fully developed with 

few opportunities to introduce additional 

facilities.

Yarrow Creek

Yarrow Creek and its associated 

buffer pose significant alignment and 

environmental permitting challenges. 

Proximity to Yarrow Creek should be 

carefully considered when selecting a 

preferred alternative.

6.8 PREFERRED ALTERNATIVE

Alternative 2a, which connects Northup 

Way to the ERC near the planned 

pedestrian bridge over the ERC just east 

of 1150 Northup Way, appears to be the 

best alternative for further analysis and 

has the strongest support from City of 

Bellevue planning and engineering staff. 

This relatively short and direct alternative 

takes advantage of an existing access 

path and access point maintained by 

Puget Sound Energy. The alternative 

provides both east-west and north-south 

connectivity to bicycles and pedestrians 

via existing and planned bicycle and 

pedestrian facilities on Northup Way and 

116th Avenue NE, as well as signalized 

intersections and marked crosswalks 

across both streets. The crossing 

opportunities also provide access to 

nearby transit stops. 

6.9 PLANNING LEVEL COST 
ESTIMATES

The planning-level cost estimate for 

the preferred alternative is conceptual, 

and more extensive design work will 

be necessary to validate some of the 

assumptions included in the cost estimate.  

In this case, the connecting trail will 
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SR 520 CONNECTOR PLANNING LEVEL COST ESTIMATE

 Length (LF)   400

 Base Trail Section   $30,057 

 Fill Trail Section   $49,293 

 Cut Trail Section  $2,227 

 Total Estimated Construction Costs   $81,557 
 

Utility Adjustments/Relocations (5%, $10K Min.)   $4,079 

 Project Temporary Traffic Control (5%, $10K Min.)   $4,079 

 Erosion/Water Pollution Control (5%, $10K Min.)   $4,079 

 Stormwater Mitigation for Trail (10%)   $8,158 

 Mobilization (10%)   $10,197 

 Contingencies (30%)   $44,867
 

 Planning Level Total Construction Costs   $157,035 

 Estimated Cost per LF of trail   $393 

require construction on fill, potentially 

including retaining walls to connect the 

grades between the ERC and Northup Way.

The cost estimate does not include 

any costs associated with developing 

the main ERC trail or the Northup Way 

non-motorized facilities.  The existing 

signalized intersection may require 

improvements to signals, channelization, 

and curb ramps to facilitate safe and 

convenient transition from the trail to on-

street bicycle lanes and vice versa.  These 

improvements are not included in the 

conceptual cost estimate.

If this alternative is selected for 

implementation, it is likely that the project 

will include a partnership between 

the City of Bellevue, King County, and 

potentially WSDOT.    

6.10 NEXT STEPS

The City of Bellevue is currently 

developing the Northup Way interim non-

motorized facility, which will complete a 

continuous corridor along SR 520.  The 

ERC Regional Trail Master Plan will 

include scenarios for phasing of trail 

construction within the ERC right of way, 

and environmental review for the Master 

Plan.  

Continuing coordination between the 

City of Bellevue and King County are 

anticipated, with the expectation that 

this connection would be completed 

simultaneously with the development of 

the ERC mainline trail in this segment.  
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7.1 OVERVIEW

As the Cities of Kirkland and Redmond 

move forward with trail development 

in city-owned portions of the ERC, 

establishing a connection between the 

ERC Main Line and the Redmond Spur 

(including the segment referred to as the 

Redmond Central Connector) has the 

potential for enormous public benefit. 

When completed, this connection would 

form a loop linking Kirkland, Redmond, 

and Bellevue via King County’s future 

ERC Regional Trail, the Redmond Central 

Connector, the State Route (SR) 520 

Trail, and the Cross Kirkland Corridor 

(see Figure 7.1). In addition, this new 

connection would provide opportunities 

to connect north to Woodinville and 

communities beyond.

Realization of this benefit would require 

King County Council approval of rail 

Figure 7.1 - Trail Planning Study Area

removal and trail development of 

roughly 3,900 linear feet of County-

owned ERC located in Kirkland, as 

well as development of a separate trail 

connection between the ERC Main Line 

and the Redmond Central Connector. 

As part of the regional trail system, this 

trail connection should be built to high 

development standards, with limited 

grades, smooth trail surfaces, physical 

separation from traffic, and wide paved 

surfaces to accommodate different users 

and reduce user conflicts. 

Steep topography is the primary challenge 

to establishing a connection between the 

ERC and the Redmond Spur. Constrained 

rights-of-way, existing and planned 

development, and accommodating trail 

users across a busy intersection present 

additional challenges.
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7.2 STUDY OBJECTIVES

This study identifies and evaluates 

options for connecting the future ERC 

Regional Trail (along the ERC Main Line) 

to the Redmond Spur to provide a more 

comprehensive and connected regional 

network of multi-use trails. Creating this 

connection is one of the recommendations 

of the Regional Advisory Council 

on the ERC (Creating Connections: 

Recommendations on the Eastside Rail 

Corridor). The Redmond Spur stretches 

from Redmond to Woodinville along the 

Sammamish River valley.  The City of 

Redmond is developing the Redmond 

Central Connector in the portion of the 

Redmond Spur from downtown Redmond 

to NE 124th Street. For the purposes of 

the alternatives analysis in this study, the 

entire corridor (including the Redmond 

Central Connector) is referred to as the 

Redmond Spur. 

This study specifically focuses on the 

area where the ERC Main Line and the 

Redmond Spur are in close proximity to 

each other in east Kirkland, just north of 

the intersection of NE 124th Street and 

Willows Road NE. King County and the 

Cities of Redmond and Kirkland have a 

strong desire to develop a connection 

between the Redmond Spur and the ERC 

Main Line in this vicinity. Doing so would 

improve the directness of the system of 

trails connecting Kirkland, Redmond, and 

Bellevue, offering trail users more options 

for accessing these major urban centers. 

The City of Redmond will construct 

the Redmond Central Connector from 

downtown Redmond to the Kirkland 

border at NE 124th Street over the next 3 

to 5 years. The City of Kirkland has opened 

an interim gravel trail along the portion 

of the ERC Main Line under its ownership 

(Cross Kirkland Corridor), which 

terminates at NE 132nd Avenue/Slater 

Avenue NE, approximately 1/2 mile west 

of where King County desires to make the 

connection to the Redmond Spur. The City 

of Kirkland has adopted a master plan for 

the Cross Kirkland Corridor and intends 

to construct a permanent paved trail in 

the future. King County’s ERC Master Plan 

is including both the Redmond Spur and 

the ERC Main Line from where the Cross 

Kirkland Corridor trail ends to Woodinville 

at NE 175th Street.     

Section 7.3 of this study provides 

background and contextual information, 

including an overview of existing and 

planned trails relevant to the study. Section 

7.4 identifies the connection alternatives 

and Section 7.5 presents the opportunities 

and constraints of each alternative. Section 

7.6 evaluates each alternative based on 

criteria within the following categories:

• Existing Plan Support

• Regional Transportation System 
Performance

• Facility Design

• Impacts to the Natural and Built 
Environments

• Maintenance

Section 7.7 presents major considerations 

that may help to guide the selection 

of a preferred alternative. Section 7.8 

discusses the preferred alternative, and 

Section 7.9 presents planning level cost 

estimates for the preferred alternative.  

The study concludes with a look at the 

next steps as described in Section 7.10.  
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7.3 CONTEXT AND 
BACKGROUND

The King County Regional Trail Network 

Vision document (Preliminary Draft May 

2012) acknowledges that the ERC presents 

an opportunity for the City of Kirkland 

because the regional trail system will 

serve key destinations within the city such 

as the transit center in downtown Kirkland. 

The City of Kirkland also recognizes 

this potential and is moving forward 

with implementing the Cross Kirkland 

Corridor, which is described in more 

detail below. 

Existing Plans and Studies

As mentioned above and described 

in greater detail in this section, there 

are several existing and planned trails 

in Kirkland and Redmond that link in 

some manner with the Redmond Spur 

connection to the ERC. Figure 7.2 shows 

existing ownership of the ERC.

Cross Kirkland Corridor Master Plan

In 2012, the City of Kirkland purchased 

5.7 miles of the ERC and plans to develop 

a shared use path—the Cross Kirkland 

Corridor—that would connect Kirkland’s 

residents with each other and the region. 

The Cross Kirkland Corridor Master Plan 

mentions connecting the ERC and the 

Redmond Central Connector (described 

below) by using the Willows Road NE 

right-of-way. The Cross Kirkland Corridor 

Master Plan describes this connection as a 

“bike and pedestrian friendly streetscape 

[that] can forge a safe, functional and 

enjoyable connection down the hillside 

to the ERC’s Redmond Spur and RCC 

[Redmond Central Connector] trail”. 

The Cross Kirkland Corridor Master Plan 

recommends that the city “accelerate” 

this connection given its importance in 

providing a non-motorized connection 

between the two cities and the wider 

region (via the regional trail system). 

Figure 7.2 - ERC Ownership in the Redmond Spur 
Connection Study Area
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Redmond Central Connector Master Plan

The City of Redmond purchased a 3.9-mile 

segment of the Redmond Spur in 2010 with 

the intent to develop a shared use path 

that would connect to other regional trails. 

The planned trail, named the Redmond 

Central Connector, will extend from the 

Bear Creek Trail just east of downtown 

Redmond to the border with Kirkland 

at NE 124th Street, where Redmond’s 

ownership of the Redmond Spur ends. 

Implementation of the Redmond Central 

Connector will occur in three phases. 

The Redmond Central Connector Master 

Plan establishes a design framework 

for Phase 1, which is now complete. This 

1-mile section runs east-west in downtown 

Redmond from the Bear Creek Trail to 

the Sammamish River Trail. Phase 1 has 

a more urban placemaking character 

than the subsequent trail sections will 

have. Phase 2, which extends from the 

Sammamish River Trail (where Phase 1 

ends) to the 9900 block of Willows Road 

NE, is included in the City of Redmond’s 

Transportation Facility Plan and is 

currently being designed and constructed. 

The City of Redmond anticipates Phase 

3, which extends from the 9900 block on 

Willows Road NE to NE 124th Street, will 

be designed and constructed in 2018 to 

2020. 

Puget Sound Energy Trail

The Puget Sound Energy Trail is a partially 

paved, shared use path that runs east-

west, connecting Farrel McWhirter Park to 

the Redmond/Kirkland border just west 

of the Puget Sound Energy substation, 

where stairs with a bike runnel extend to 

NE 93rd Court. A paved section of the trail 

extends 0.7 mile from near the Redmond/

Kirkland border to the Sammamish River 

Trail. The trail is unpaved and 12 feet wide 

for 3.2 miles from the Sammamish River 

Trail to Farrel McWhirter Park, then the trail 

is intermittent to the Watershed Preserve 

where it connects with the Tolt Pipeline 

Trail and Snoqualmie Valley Trail.  While 

the Puget Sound Energy Trail does not 

interface directly with the connection being 

evaluated in this study, it does connect with 

the planned Redmond Central Connector.

Other Facilities

In addition to the planned and existing 

trails discussed above, Kirkland and 

Redmond have other existing and planned 

bicycle facilities that relate to the potential 

connection between the Redmond Spur 

and the ERC in the vicinity of NE 124th 

Street and Willows Road NE. Currently, 

there are bicycle lanes on either side of 

Willows Road NE from NE 90th Street to NE 

124th Street. There are also bicycle lanes 

on either side of NE 124th Street west of 

Willows Road NE. On NE 124th Street east 

of Willows Road NE, shoulders provide a 

connection to the Sammamish River Trail 

1/2 mile to the east.  The City of Redmond 

Transportation Master Plan discusses the 

need for a facility (unfunded) that would 

connect the bicycle lane on 132nd Avenue 

NE to the intersection of Willows Road NE 

and NE 116th Street, which would provide 

a neighborhood connection to the regional 

trail system.
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7.4 ALTERNATIVES 
IDENTIFICATION

The project team reviewed existing plans 

(County and local), engaged staff from 

King County and the Cities of Kirkland 

and Redmond, and conducted a field 

review of the area to identify alternatives 

to connect the ERC to the Redmond Spur 

in the vicinity of NE 124th Street. This 

section presents these alternatives.   

Local Preferences and Priorities

The project team met with staff from the 

Cities of Kirkland and Redmond on May 

27, 2014 to understand the respective 

Cities’ visions and ideas for developing 

a connection between the Redmond 

Spur and the ERC. Prior to this meeting, 

the cities had discussed using Willows 

Road NE as a connection between the 

termination of the Redmond Central 

Connector at NE 124th Street and the 

ERC where it intersects 139th Avenue 

NE. This connection is mentioned in the 

Cross Kirkland Corridor Master Plan and 

has been incorporated into this study as 

Alternative 1. 

The project team conducted an 

initial field review of the preliminary 

alternatives identified during the May 

27, 2014 meeting to better understand 

on-the-ground conditions and identify 

opportunities and constraints that might 

affect the overall feasibility of each 

alternative. Along with public works and 

planning staff from the cities of Kirkland 

and Redmond, as well as King County 

staff, the project team conducted a follow-

up field review to achieve a common 

understanding of the opportunities 

and constraints associated with each 

alternative. Based on discussions with city 

staff and additional Capital Improvement 

Program information that was provided 

by the City of Kirkland, the project 

team identified five alternatives. These 

alternatives are discussed in Section 7.5 

and shown in Figure 7.3.

7.5 REDMOND 
SPUR ALTERNATIVES: 
OPPORTUNITIES AND 
CONSTRAINTS

This section presents five alternatives 

for connecting the ERC Main Line and 

the Redmond Spur and discusses the 

opportunities and constraints associated 

with each. These alternatives were 

identified by reviewing existing plans 

(County and local), engaging staff from 

King County and the Cities of Kirkland 

and Redmond, and conducting field 

reviews. Important considerations for 

each alternative include steep grades, 

the number of driveway crossings, and 

the crossing of NE 124th Street. NE 

124th Street is a major east-west arterial 

with high vehicle speeds and volumes, 

owned and operated by King County. The 

roadway cross section west of Willows 

Road NE consists of two vehicle lanes in 

each direction with a two-way center turn 

lane and bicycle lanes and a dedicated 

right-turn lane at the intersection with 

Willows Road NE. There are 5-foot 
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Figure 7.3 - ERC - Redmond Spur Connection Alternatives
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sidewalks on either side of the street. The 

number of vehicle lanes and volume of 

vehicles on NE 124th Street results in a 

long crossing distance for pedestrians 

and bicyclists. Unrestricted left- and 

right-turning movements onto NE 124th 

Street from Willows Road NE, as well as 

right turns onto Willows Road NE from NE 

124th Street during the “walk” phase for 

trail users crossing NE 124th Street, could 

potentially result in conflicts between 

turning vehicles and trail users. Potential 

treatments for enhancing the safety and 

comfort of trail users having to cross NE 

124th Street at Willows Road NE include:

• Modifying traffic signal timing to 

provide a longer walk phase.

• Restricting right turns and left turns 

from Willows Road NE to NE 124th 

Street eastbound during the walk 

phase. 

• Having a pedestrian leading interval 

that allows pedestrians to begin 

crossing the street before the traffic 

light turns green, to give trail users a 

head start across the roadway before 

vehicles are allowed to execute a 

turning movement. This treatment 

makes it more likely that motorists 

will see and yield to trail users in the 

crosswalk. 

ALTERNATIVE 1—WILLOWS 

ROAD NE

As a potential connection between the 

Redmond Spur and the ERC Main Line, 

this section of Willows Road NE runs 

north-south from NE 124th Street to 139th 

Avenue NE. Because of varying right-of-

way widths and identified constraints and 

opportunities, three options have been 

identified and evaluated (shown in Figure 

7.4).
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Figure 7.4 - Alternative 1 Sub-alternatives
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ALTERNATIVE 1A—EAST SIDE OF 
WILLOWS ROAD NE

Alternative 1a would accommodate trail 

users from the Redmond Spur (where the 

Redmond Central Connector terminates) 

across the east leg of the intersection of 

NE 124th Street and Willows Road NE. 

This alternative would entail constructing 

a two-way trail facility on the east side of 

Willows Road NE using the existing right-

of-way. The facility would then connect to 

the ERC on the north side of 139th Avenue 

NE (in the vicinity of where the tracks 

currently intersect the roadway). Figure 

7.5 shows Alternative 1a.

Opportunities

The existing right-of-way is sufficient 

to accommodate a trail (sidepath) 

facility. The right-of-way ranges from 

approximately 60 feet (just south of the 

driveway to the Astronics Corporation 

[Astronics] parking lot) to 68 feet. 

Additionally, the existing parking lane 

on the west side of the roadway from just 

north of 141st Avenue NE to just south of 

the driveway to the Astronics parking lot 

is underutilized and may offer space to 

construct a trail by shifting the travel lanes 

westward.

Constraints

Working within the constraints of existing 

right-of-way north of 141st Avenue NE, 

shifting vehicle travel lanes west would 

provide sufficient space for a two-way 

trail facility.  The trail facility should be 

a minimum of 12 feet wide, with 14 feet 

preferred due to the steep grade which 

would cause notable speed differences 

between uphill and downhill bicyclists. 

The most constrained area of right-of-way 

is located just south of the driveway to the 

Astronics parking lot. There are side slopes 

and mature trees close to the edge of the 

roadway and where the parking lane on the 

west side of the roadway ends (Photo 7.1). 

Additional constraints are related to grade.  

There is approximately 36 feet of elevation 

gain over approximately 350 feet from 

the flat portion of Willows Road NE to the 

ERC. The steepest section is approximately 

10 to 12 percent grade. To avoid major 

reconstruction of the Astronics driveway, 

the project team recommends that future 

designs maintain the existing grade of the 

roadway. It might be possible to reduce the 

grade north of the Astronics driveway by 

cutting into the slope and extending the 

run of the trail to intersect with the ERC 

farther to the north; however, this would 

require significant filling and retaining 

work. 

There are constraints due to the locations of 

existing roadway and driveway crossings.  

In addition to the signalized crossing of NE 

124th Street and unsignalized crossing of 

141st Avenue NE, two driveway crossings, 

including the Astronics driveway, provide 

access to a large parking area, which likely 

has high volumes of traffic flow in the 

mornings and evenings when employees 

are arriving and leaving work. Astronics 

has plans to expand its operations and add 

a substantial number of employees, which 

would increase the amount of vehicle traffic 

using 141st Avenue NE and the Astronics 

driveway. These crossings will need 

additional design treatments to operate 

safely.
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Photo 7.1 – The east side of Willows Road NE 
just south of the Astronics driveway is the most 
constrained area due to side slopes and mature 
trees (looking south from Astronics driveway)

Figure 7.5 - Redmond Spur Connection Alternative 1a
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ALTERNATIVE 1B—WEST SIDE OF 
WILLOWS ROAD

Alternative 1b would address some of the 

grade issues identified in Alternative 1a. 

This alternative would accommodate trail 

users from the Redmond Spur (where the 

Redmond Central Connector terminates) 

north across the east leg of the NE 124th 

Street and Willows Road NE intersection. 

After crossing the east leg, trail users would 

cross Willows Road NE (the north leg of the 

intersection) to the west side of Willows 

Road NE and continue along a two-way trail 

facility on the west side of Willows Road 

NE using the existing right-of-way. This 

alternative provides a connection to the 

ERC on the south side of 139th Avenue NE 

(in the vicinity of where the ERC currently 

intersects with the roadway). Figure 7.6 

shows Alternative 1b.

Opportunities

The existing right-of-way is sufficient to 

accommodate a 12-foot-wide trail (sidepath) 

facility. The right-of-way ranges from 

approximately 60 feet (just south of the 

driveway to the Astronics parking lot) to 

approximately 68 feet through the majority 

of the corridor.

The existing parking lane on the west side 

of Willows Road NE from just north of 141st 

Avenue NE to just south of the driveway to 

the Astronics parking lot is underutilized 

and may offer a low-cost opportunity to 

construct a trail (sidepath) facility.

The paved section of Willows Road NE 

increases to approximately 52 feet at the NE 

124th Street intersection, which offers space 

to enhance the crossing and create a waiting 

area for trail users.

Approximately 400 feet of trail run is 

needed to meet the elevation of the ERC 

from Willows Road NE in the vicinity of 

the property at 12735 Willows Road NE. 

North of this property there are no other 

driveways on the west side of the road. 

Therefore, a trail connection would not 

have to follow the grade of the roadway 

and could begin to ramp up prior to the 

steepest portion of the roadway, thereby 

easing the grade for trail users. This 

alternative requires removal of the existing 

parking lane and potentially shifting the 

roadway east, relocating utilities, and 

conducting filling and retaining work to 

ramp the trail up to the ERC elevation.

The area where the Willows Road NE and 

ERC rights-of-way converge provides 

additional space for creating a switchback 

to further run out the trail and reduce the 

elevation (Photo 7.2). 

Constraints

Developing a trail connection (or portion 

of trail) west of the existing paved roadway 

would require significant grading, retaining, 

and relocating utilities given the steep 

slopes along the west edge of Willows Road 

NE, particularly south of 141st Avenue NE. 

To reduce costs associated with this work, 

this alternative would widen the paved 

section of the roadway on the east side 

and shift vehicle lanes east by using the 

additional right-of-way that exists on that 

side of the roadway. 

In addition to the two signalized crossings 

at NE 124th Street and Willows Road NE, 

there are three driveway crossings.
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Photo 7.2 – Where Willows Road NE and the ERC rights-of-way converge, space is available for a 
potential switchback to reduce the grade of the connection (looking south on Willows Road NE 
near 139th Avenue NE)

Figure 7.6 - Redmond Spur Connection Alternative 1b
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ALTERNATIVE 1C—EAST/WEST 
HYBRID

Alternative 1c would reduce the grade 

challenges associated with Alternative 1a 

and take advantage of the existing right-

of-way alignment and paved sections of 

Willows Road NE to potentially reduce 

construction costs. This alternative would 

accommodate trail users traveling north 

on the Redmond Central Connector across 

the east leg of the NE 124th Street and 

Willows Road NE intersection. Trail users 

would continue north on a 12-foot-wide 

two-way trail facility (sidepath) on the east 

side of Willows Road NE using the existing 

right-of-way to the midway point between 

141st Avenue NE and the driveway to 

the 12735 Willows Road NE property. 

At this location a midblock crossing 

would direct users to a trail (sidepath) 

facility continuing north on the west side 

of Willows Road NE. Figure 7.7 shows 

Alternative 1c.

Opportunities

Alternative 1c takes advantage of available 

space within the right-of-way on both the 

east side and west side of Willows Road 

NE, thereby avoiding the constrained 

portions of the right-of-way. Alternative 1c 

also presents opportunities for reducing 

the grade of the trail connection to the 

ERC as discussed above under Alternative 

1b.  Finally, good sight lines on the lower 

portion of Willows Road NE allow for a safe 

midblock crossing (Photo 7.3).

Constraints

There are two driveway crossings plus 

an unsignalized crossing of 141st Avenue 

NE. Alternative 1c also includes an 

unsignalized crossing of Willows Road 

NE, which introduces a potential conflict 

between trail users and vehicles.
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Figure 7.7 - Redmond Spur Connection Alternative 1c

Photo 7.3 – The lower portion of Willows Road NE offers good line of sight for a midblock crossing 
(looking north from 141st Avenue NE)

S C A
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ALTERNATIVE 2—NE 124TH 
STREET

NE 124th Street is a major east-west 

arterial owned and operated by King 

County. The roadway cross section west of 

Willows Road NE consists of two vehicle 

lanes in each direction with a two-way 

center turn lane and bicycle lanes. 

Eastbound NE 124th Street also has an 

additional dedicated right-turn lane at the 

intersection with Willows Road NE. There 

are 5-foot sidewalks on either side of the 

street.

Alternative 2 would accommodate trail 

users traveling north on the Redmond 

Central Connector across the east leg of 

the NE 124th Street and Willows Road NE 

intersection and then across the north 

leg of the intersection continuing west on 

the north side of NE 124th Street. A trail 

(sidepath) on the north side of NE 124th 

Street would utilize the existing right-

of-way and tie into the ERC just west of 

the driveway to 12421 Willows Road NE. 

Figure 7.8 shows Alternative 2.

Opportunities

There is sufficient space beyond the edge 

of the curb to construct a sidepath on the 

north side of NE 124th Street through most 

of the connection. Also, the first 60 feet of 

the 12421 Willows Road NE driveway is 

within the city right-of-way, providing an 

opportunity to reduce the driveway width 

and improve safety for trail users.

Alternative 2 would provide the most 

direct connection for trail users traveling 

between downtown Kirkland and the 

Redmond Central Connector.

Constraints

This alternative would require the retaining 

wall built of interlocking blocks at the 

corner of NE 124th Street and Willows Road 

NE to be set back to accommodate a trail 

section that meets design requirements 

and provides sufficient space for trail users 

waiting at the crossing (Photo 7.4).

The width between the edge of the curb 

and the concrete retaining wall pinches 

down to approximately 12 feet at its 

narrowest point (Photo 7.5). In order to meet 

American Association of State Highway 

and Transportation Officials (AASHTO) 

guidelines that call for providing a buffer 

between a sidepath facility and vehicle 

travel lanes, King County would need 

to install a safety railing. Alternatively, a 

portion of the roadway would need to be 

reallocated and the curb moved south 

to provide the 5-foot minimum buffer 

space between a trail (sidepath) facility 

Photo 7.4 - This alternative requires that King County 
move the retaining wall at the northwest corner of NE 
124th Street and Willows Road NE in order to meet 
design requirements and provide sufficient space for 
trail users waiting at the crossing
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and vehicle travel lanes. Reducing the 

widths of all vehicle travel lanes by 

approximately 1 foot or eliminating the on-

street bicycle lane on one side of the road 

would provide the space needed to shift 

the curb southward.

The NE 124th Street and ERC rights-of-

way do not converge until approximately 

230 feet west of the 12421 Willows Road 

NE driveway. Achieving the most direct 

connection to the ERC north of the 

driveway would require acquiring a small 

portion of private property.

There are limitations related to grade 

that affect the usability of this alternative.  

The trail would need to follow the road 

grade, which ranges from approximately 

5 to 10 percent for a sustained length of 

approximately 1,000 feet. A sustained 5 

percent grade is a difficult hill for casual 

bicyclists, and the speed differential 

between uphill and downhill users would 

Figure 7.8 - Redmond Spur Connection Alternative 2

Photo 7.5 - NE 124th Street looking east: The space 
between the edge of curb and retaining wall narrows to 
12 feet for a short distance (looking east)

better be accommodated on a 14-foot-

wide trail.

This alternative also requires relocation 

of aboveground utilities, including fire 

hydrants, and potentially one street light 

post.
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ALTERNATIVE 3—ASTRONICS 
CORPORATION’S PROPERTY

Alternative 3 presents a trail experience 

removed from roadways and offers an 

intuitive connection between the Redmond 

Spur and the ERC.  This alternative initially 

appeared to offer a promising opportunity, 

however after more extensive evaluation 

this connection is likely not feasible.  

This alternative would have had trail 

users cross the east leg of the NE 124th 

Street/Willows Road NE intersection and 

continue north on the Redmond Spur north 

of NE 124th Street to a point where the 

trail would cut west through the Astronics’ 

property and connect with the ERC. 

The project team met with representatives 

from the Astronics Corporation on 

December 9, 2014 to discuss their plans 

for expansion and follow up on their 

interest to develop a trail connection 

through their property. The representatives 

reiterated their interest in having a 

connection to the ERC for employees to 

have a viable commute alternative, as 

well as a convenient connection to the 

Totem Lake and Downtown Kirkland areas 

for lunch breaks and errands without 

having to use a car. A preliminary site plan 

was shared with the project team, which 

showed the entire site minus the buffer 

area of a stream that bisects the property 

being developed with a new building and 

associated parking facilities. Astronics 

representatives suggested that there 

could be potential for developing a trail 

connection on the far north end of their 

property, particularly if a portion of the 

adjacent parcel to the north could be used. 

Opportunities

This alignment would require extensive 

grading and impacts to private property 

to accommodate a public trail connection, 

and is no longer under consideration as 

an alternative.  However, there is a strong 

opportunity to develop a connection 

between the Astronics property and a 

future trail alignment to provide non-

motorized options for employees.

Constraints

The difference in elevation between 

the Redmond Spur and the ERC at the 

north end of the Astronics property 

is approximately 60 feet. To achieve 

accessible grades (5 percent or less), 

this alternative would have required 

approximately 1,300 feet of trail run to 

match the elevation of the ERC from the 

Redmond Spur, which would result in an 

indirect connection, particularly for those 

users traveling between the Redmond 

Central Connector and the Cross Kirkland 

Corridor. Figure 7.9 shows an option that 

could potentially work with Astronics’ 

development plans. Constructing this 

connection would be costly given the 

amount of grading and retaining that 

would be required.  
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Figure 7.9 - Redmond Spur Connection Alternative 3
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ALTERNATIVE 4—12611 WILLOWS 
ROAD NE PARCEL

The City of Kirkland’s Capital 

Improvement Program (CIP) includes a 

project called the Cross Kirkland Corridor 

to Redmond Central Connector (Project # 

0081 000). This project involves sidewalks 

and 10-foot-wide bicycle lanes on either 

side of Willows Road NE, as well as an off-

street trail connection to the ERC utilizing 

a switchback design through the 12611 

Willows Road NE parcel. Due to the large 

number of switchbacks, this CIP project 

was primarily intended to be a pedestrian 

connection, and was not fully analyzed in 

the CIP.

While the number of switchbacks 

required to make this connection while 

meeting Americans with Disabilities 

Act (ADA) requirements is less than 

ideal for bicyclists, a design could likely 

be achieved that allows for safe and 

comfortable bicycle travel. Alternative 4 

is presented for the purposes of analyzing 

a trail connection that meets  King 

County’s design goals and utilizes the 

opportunity site identified in the city of 

Kirkland’s CIP. It incorporates the off-street 

connection described in this CIP project, 

but proposes to replace the bicycle lanes 

with a facility that meets King County’s 

design guidelines for a regional trail. 

These modifications are for developing a 

trail connection that meets King County’s 

design goals for the regional trail system 

and for addressing two potential safety 

issues. These safety issues and how the 

proposed modifications would address 

them are described below. Figure 7.10 

shows Alternative 4. 

• Trail Users Crossing Midblock. 

The proposed design in the City of 

Kirkland’s CIP includes bicycle lanes 

on either side of Willows Road NE. Trail 

users headed north from the Redmond 

Spur and wanting to connect with the 

ERC would be directed to use the 

northbound bicycle lane on Willows 

Road NE. They would have a choice to 

stay on the bicycle lane and connect 

with the ERC at 139th Avenue NE or 

they could use the proposed off-street 

connection through the 12611 Willows 

Road parcel, which would provide 

slightly less challenging grades and  

more direct connection to downtown 

Kirkland. If they choose the latter, they 

would need to cross Willows Road NE, 

and would likely choose to do so at the 

point where the off-street trail connects 

with Willows Road NE. A crossing could 

be installed at this location to direct 

pedestrians and bicyclists across the 

street and raise motorists’ awareness of 

trail user presence.

• Wrong-Way Riding. Some bicyclists 

may choose to ride the wrong way 

within the bicycle lane or on the 

sidewalk rather than cross Willows 

Road NE to proceed in their desired 

directions. For example, a bicyclist 

familiar with the connection and 

headed north from the Redmond Spur 

and wanting to connect with the ERC 

may choose to cross Willows Road 

NE at the signalized intersection with 

NE 124th Street and proceed north on 

the southbound bicycle lane or the 

sidewalk. 
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Figure 7.10 - Redmond Spur Connection Alternative 4

Rather than installing 10-foot-wide bicycle 

lanes and sidewalks on either side of 

Willows Road NE, Alternative 4 would 

provide a shared use path (sidepath) on 

the west side of the street. Trail users 

connecting to the ERC would be directed to 

the west side of Willows Road NE to use the 

sidepath facility.  

Opportunities

Willows Road NE has sufficient right-of-way 

to accommodate a sidepath facility that is 

a minimum 12 feet wide. Approximately 

900 feet of trail is required to achieve a 

grade that meets requirements of the ADA 

(a grade of 5 percent of less). There is 

sufficient space within the 12611 Willows 

Road parcel to accommodate this length of 

trail by implementing a switchback design. 

Constraints

A short retaining wall may be required 

along the west side of the sidepath on 

Willows Road NE to hold back the existing 

steep slope. Constructing the trail in 

the 12611 Willows Road parcel would 

also require clearing and grading. The 

extent of this work, and whether or not 

retaining walls would be required, will be 

determined at the design phase.

In addition to the two signalized crossings 

trail users would be required to use at NE 

124th Street and Willows Road NE to reach 

the west side of Willows Road NE, there 

is one driveway crossing. This driveway 

crossing is approximately 46 feet wide.

To implement this alternative the 12611 

Willows Road parcel would need to be 

purchased.



7-22 EASTSIDE RAIL CORRIDOR - REGIONAL TRAIL MASTER PLAN PROJECT

ALTERNATIVE 5—PUGET SOUND 
ENERGY SAMMAMISH TO 
JUANITA 115 KV ALIGNMENT

Alternative 5 would potentially 

accommodate trail users along a portion 

of the alignment of the Puget Sound 

Energy Sammamish to Juanita 115 kV 

project, and/or a portion of the Olympic 

Pipeline corridor, or portions of currently 

undeveloped commercially zoned 

properties. Alternative 5 is included in 

this study because it was mentioned as a 

potential opportunity by City of Redmond 

staff. Details of the exact potential trail 

alignment have not been fully analyzed 

primarily because this alternative does 

not take advantage of the proximity of the 

ERC and Redmond Spur for development 

of a regional connection. Rather, it would 

provide an out-of-direction connection 

that would result in a redundancy of 

trail facilities given that it would roughly 

parallel the Redmond Central Connector 

that would be implemented within the 

Willows Road NE corridor south of NE 

124th Street. In addition to this major flaw, 

Alternative 5 has several other challenges, 

including:

• Topography. The topography varies 

considerably throughout the entire 

area, which would create numerous 

locations with challenging grades for 

trail users.

• New Roadway Crossings. This 

alternative would require a new 

signalized or grade-separated trail 

crossing on NE 124th Street (Figure 

7.11, Photo 7.7). The City of Kirkland 

may hesitate to install an at-grade 

crossing on NE 124th Street given the 

volume and speeds of vehicles on 

that roadway and proximity of a traffic 

signal at 132nd Place NE. A grade-

separated crossing would not only be 

costly, but may conflict with overhead 

powerlines and the Olympic Pipeline. 

This alternative may also require a 

signalized crossing on Willows Road 

NE to improve access to/from the 

Redmond Central Connector on the 

east side of Willows Road NE.

• Right-of-Way and Trail 

Compatibility. Puget Sound Energy’s 

preferred alignment for its powerlines 

courses through developed areas, 

including parking lots and private 

roads, which may present numerous 

design challenges for a trail facility. 

Additionally, property owners’ 

acceptance of a trail facility through 

this area is uncertain, particularly 

given the security clearances that 

some of the existing businesses have 

in place. Olympic Pipeline owners 

may not be willing or able to permit 

trail development in the vicinity of the 

pipeline. An unknown alignment could 

potentially present other potential 

right-of-way challenges related to 

future development of commercially 

zoned parcels.
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Figure 7.11 - Redmond Spur Connection Alternative 5

Figure 7.12 - Redmond Spur Connection Alternative 5

Photo 7.7 – Alternative 5 would require a crossing at NE 124th Street, a major arterial with high 
vehicle volumes and speeds
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7.6 EVALUATION OF 
ALTERNATIVES

Table 7.1 summarizes the performance of 

the alternatives for the ERC to Redmond 

Spur connection based on 16 measures. 

The evaluation measures are described 

in greater detail in the introduction of this 

report.

7.7 MAJOR CONSIDERATIONS

A major consideration for all the 

alternatives is the difference in elevation 

between the Redmond Spur and the ERC. 

Because of this grade differential, it was 

necessary to extend the Redmond Spur 

all the way to Woodinville before it could 

connect to the ERC Main Line at a grade 

suitable for freight trains. While a bicyclist 

or pedestrian can negotiate steeper 

grades than a train, the AASHTO Guide 

for the Development of Bicycle Facilities 

and the Public Right-of-Way Accessibility 

Guidelines both call for a maximum 

continuous grade of 5 percent for 

operational and accessibility reasons. Both 

guides recognize that it may not always be 

possible to design a shared use path with 

grades 5 percent or less, particularly if the 

facility is within a road right-of-way where 

grades of a parallel sidewalk or shared 

use path must generally match those of 

the roadway. Alternatives 1b, 1c, 3, and 4 

have the highest potential for designing 

a shared use path with grades that do 

not exceed 5 percent; however, these 

alternatives would require significant 

amounts of grading, retaining, and 

possibly constructing structural elements.

7.8 PREFERRED ALTERNATIVE

Alternative 1b, which would provide a 

connection on the west side of Willows 

Road, has been identified as the preferred 

alternative based on the evaluation 

conducted in this study and the strong 

support it received from City of Kirkland 

engineering and planning staff. This 

alternative takes advantage of existing 

space within the Willows Road right-of-

way and requires vehicle lanes to be 

shifted to the east. Also, this alternative 

takes advantage of the absence of 

driveways on the west side of the northern 

portion of Willows, which would allow the 

trail to follow a more manageable grade 

(no more than 5 percent) than the roadway.

While City of Kirkland staff preferred 

Alternative 1b, they acknowledged that 

there may be more than one solution 

for providing a connection between the 

Redmond Spur and the ERC depending 

on the type of user. For example, they 

expressed interest in improving bicycle 

facilities (i.e. widening and providing a 

buffer for existing bike lanes) on NE 124th 

Street as a more direct connection that 

may be preferred by more experienced 

and fit bicyclists.
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Table 7.1 - Redmond Spur Alternatives Evaluation
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7.9 PLANNING LEVEL COST 
ESTIMATES

The planning-level cost estimate for 

the preferred alternative is conceptual, 

and more extensive design work will 

be necessary to validate some of 

the assumptions included in the cost 

estimate.  In this case, developing a trail 

on the west side of Willows Road requires 

reconstruction of the roadway itself, shifting 

the road section to the east to create space 

for the trail.  The steep grades in this 

location also add costs, which include some 

grading and minor retaining.

The majority of the project costs are 

related to the reconstruction of Willows 

Road, including the reconstruction of the 

road prism to accommodate shifting lanes 

to the east, new paving and overlay, and 

associated drainage improvements.  Locating 

the trail to the west of the current alignment 

of Willows Road will also require relocation of 

existing utility poles.

The cost estimate does not include many 

roadway elements which the City of Kirkland 

may prefer to implement if the project goes 

forward.  For example, reconstructed roadway 

does not include curb/gutter and sidewalk on 

the east side of the road.  

If this alternative is selected for 

implementation, it is likely that the project will 

include an extensive partnership between the 

City of Kirkland and King County, most likely 

with the city as lead agency.  The character 

of the final project, including potential 

improvements to Willows Road to meet City of 

Kirkland standards, could potentially increase 

costs above those included in the estimate.

REDMOND SPUR PLANNING LEVEL COST ESTIMATE

 Length (LF)   1,800 

 Base Trail Section   $112,730 

 Fill Trail Section   $65,723 

 Other Costs (Roadway Widening, Structures, etc.)   $660,386 

 Driveway Crossings   $10,016 

 Total Estimated Construction Costs   $848,855 
 

Utility Adjustments/Relocations (5%, $10K Min.)   $42,443 

 Project Temporary Traffic Control (5%, $10K Min.)   $42,443 

 Erosion/Water Pollution Control (5%, $10K Min.)   $42,443 

 Stormwater Mitigation for Trail’ (10%)   $84,886 

 Mobilization (10%)   $106,107 

 Contingencies (30%)   $350,153
 

 Planning Level Total Construction Costs   $1,517,328 

 Estimated Cost per LF of trail   $843 
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7.10 NEXT STEPS

For several reasons, the connection 

between the ERC Main Line and the Spur 

has the potential to be one of the earlier 

segments for development:

•  The Cross Kirkland Corridor is open to 

the public to the crossing with 132nd.

•  The City of Redmond is progressing 

with development of the Redmond 

Central Connector along the Redmond 

Spur.

•  Completion of “missing link” trail 

development between 132nd and 

Willows Road, then along Willows 

Road as described in this study, and 

finally along the Spur to the connection 

with the Redmond Central Connector, 

would create a high quality, direct 

connection between Kirkland and 

Redmond.

The ERC Regional Trail Master Plan will 

include scenarios for phasing of trail 

construction within the ERC right-of-way, 

and environmental review for the Master 

Plan.  There are several opportunities to 

advance the planning for this segment 

of the ERC and the connection along 

Willows Road that would support capital 

programming for the project and potential 

grant funding:

•  Clarify roles for project development, 

including the potential that the City 

of Kirkland leads development of the 

Willows Road connection while King 

County leads development of trail 

segments within the ERC right-of-way.

•  Coordinate with the City of 

Woodinville to identify preferences 

for design and function of the trail 

segment along the Redmond Spur.

•  Clarify a strategy for SEPA review, 

including opportunities to either 

incorporate this segment within the 

ERC Regional Trail Master Plan EIS or 

complete a separate SEPA review and 

permitting for the connection.

•  Clarify the City of Kirkland’s preferred 

design approach to the connection, 

and develop a more complete cost 

estimate to support grant applications 

or programming capital funding by 

the stakeholders.

•  Develop a coordinated project 

schedule to include the development 

of trail segments within the right 

of way of the ERC Main Line and 

spur, a reasonable schedule for 

the development of the connection 

along Willows Road, and the City 

of Redmond’s completion of the 

Redmond Central Connector to the 

city’s northern boundary.





CHAPTER 8

SAMMAMISH RIVER AND TOLT PIPELINE 
TRAILS CONNECTION FEASIBILITY STUDY
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 8.1 OVERVIEW

The Sammamish River Trail is one of the 

most heavily used hard-surface trails in the 

King County Regional Trail System, and the 

Tolt Pipeline Trail provides an important 

east-west soft-surface connection. Both 

the Eastside Rail Corridor (ERC) Main 

Line and Redmond Spur run parallel to the 

Sammamish River Trail and intersect the 

Tolt Pipeline Trail. Future trails on the ERC 

Main Line and Redmond Spur could connect 

to these existing trails, further developing 

King County’s vision for an interconnected 

regional trail network 

Because of the proximity between the 

existing and future trails, this enormous 

benefit could be realized with a relatively 

modest investment. Developing a 

connection to the Sammamish River Trail 

would allow trail users to connect south to 

Marymoor Park and Redmond and north 

to Bothell and Kenmore. Trail users can 

continue to Seattle via the Burke-Gilman 

Trail. Additionally, a connection to the Tolt 

Pipeline Trail would provide access to 

Snoqualmie Valley to the east and Kirkland 

and Bothell to the west. Figure 8.1 shows 

the study area in a regional context. In 

describing the connection alternatives, 

it is important to note that connections to 

both the ERC Main Line and Redmond Spur 

are desired, as well as finding an optimal 

connection between the ERC Main Line and 

Redmond Spur.

The development of these connections is 

complicated by ownership. The railbanked 

portions of the ERC Main Line and Redmond 

Spur end where the two intersect, west 

of the Sammamish River. King County’s 

ownership of the corridor also ends at 

this intersection. North and east of the 

intersection, the corridor is owned by the 

Port of Seattle and designated for active 

rail service. The City of Woodinville is in 

the process of acquiring a portion of the 

corridor from the Port of Seattle, starting 

where King County ownership ends. In 

the vicinity of the ownership change, the 

Sammamish River Trail lies a short distance 

to the east across the Sammamish River. 

While this study focuses on connections to 

the Sammamish River Trail, it is important 

to note that in the future a trail is envisioned 

heading northeast along the active freight 

corridor. Any trail connections in this area 

will require coordination between the 

various ownership interests.

8.2 STUDY OBJECTIVES

This study identifies and evaluates options 

for connecting future trails on the ERC Main 

Line and Redmond Spur to the existing 

Sammamish River and Tolt Pipeline Trails 

to provide a more comprehensive and 

connected regional network of shared 

use paths. Specifically, this study focuses 

on the area where the future and existing 

trails are within proximity of each other 

in Woodinville. For the Sammamish River 

Trail, the study area is in the vicinity of NE 

175th Street; for the Tolt Pipeline Trail it is 

in the vicinity of NE 145th Street.

Section 8.3 provides an overview of 

the existing and planned trails that are 

the focus of this study and presents 

background materials. Section 8.4 

describes the process for identifying 

alternatives. Section 8.5 presents the 

alternatives and the opportunities and 

constraints for each.
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Figure 8.1 – Trail Planning Area
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Section 8.6 evaluates the alternatives 

based on criteria within the following 

categories: 

• Existing plan support

• Regional transportation system 

performance

• Facility design

• Impacts to the natural and built 

environments

• Maintenance 

Section 8.7 briefly discusses the major 

considerations for each alternative. 

Section 8.8 concludes the study with next 

steps for the project.

8.3   CONTEXT AND 
BACKGROUND

The project team reviewed local planning 

documents to obtain information about 

the study area and to understand its 

characteristics. This section briefly 

describes each planning document and 

explains how it informs the evaluation of 

alternative connections to future trails on 

the ERC Main Line and Redmond Spur. 

Existing and Planned Trails and 
Facilities

Sammamish River Trail

The Sammamish River Trail is a 10.9-mile 

paved trail with soft-surface shoulders 

that runs from Bothell to Marymoor Park 

in Redmond along the Sammamish River. 

The study area for this connection (see 

Figure 8.2) is in the vicinity of NE 175th 

Street near Wilmot Gateway Park. In this 

vicinity, the Sammamish River Trail is on 

the east bank of the Sammamish River, 

passing through Woodin Creek Park and 

Wilmot Gateway Park before crossing 

under NE 175th Street. The Port-owned 

portion of the ERC Main Line crosses over 

the Sammamish River and Sammamish 

River Trail via the existing, active rail 

bridge. Plans for widening NE 175th Street 

(part of State Route [SR] 202), including the 

bridge across the Sammamish River, just 

north of the rail bridge are currently being 

developed by the City of Woodinville 

and Washington State Department of 

Transportation (WSDOT).

Tolt Pipeline Trail

The Tolt Pipeline Trail is a 14-mile 

soft- surface trail that runs from Bothell 

to Duvall alongside a water pipeline 

owned by the City of Seattle. Although 

the pipeline corridor is owned by Seattle 

the trail is administered by King County. 

The study area (see Figure 8.3) for this 

connection is in the vicinity of NE 145th 

Street where the street crosses the 

Sammamish River. At this point, the eastern 

section of the Tolt Pipeline Trail ends at 

the Sammamish River Trail, 1/4 mile north 

of NE 145th Street. There is no connection 

across the river for the Tolt Pipeline Trail. 

Currently, trail users continuing to the 

west section of the trail go south on the 

Sammamish River Trail to the trail bridge 

across the Sammamish River on the NE 

145th Street (described below) that 

parallels NE 145th Street and Woodinville-

Redmond Road, until connecting with the 

western section of the Tolt Pipeline Trail 

1/4 mile north of NE 145th Street.
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Figure 8.2 – Sammamish River Trail Connection Study Area

Figure 8.3 – Tolt Pipeline Trail Connection Study Area
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NE 145th Street/Woodinville-Redmond 
Road Path

There is an existing path along the north 

side of NE 145th Street that runs from 

the Sammamish River Trail west past the 

Redmond Spur, continuing north on the 

east side of Woodinville-Redmond Road 

and terminating where it intersects the 

Tolt Pipeline Trail corridor. This path was 

developed and is maintained jointly by 

King County and the City of Woodinville, 

each of whom own sections of the 

properties that the path runs along (King 

County Ordinance 12741). This path offers 

a route for people on the Tolt Pipeline Trail 

to cross the Sammamish River, addressing 

the absence of a river crossing further 

north. The path has a variable width and, 

in places, lacks shoulders or clear zones. 

It does not meet regional trail standards 

for a 12-foot paved width with 2-foot 

shoulders.

Woodinville-Snohomish/Seattle, Lake Shore 
& Eastern Railroad (SLS&E) Rail Trail 

The City of Woodinville is in negotiation 

with the Port of Seattle to purchase the 

Port’s ownership interest in the remaining 

portions of ERC that are within Woodinville 

and not already in King County ownership 

(shown as ERC Main Line Woodinville in 

Figure 8.2).

Local Plans 

The trail master planning process occurs 

in the county-owned portions of the ERC. 

As described below, local plans address 

the City of Woodinville’s acquisition of the 

Port of Seattle’s ownership interests in the 

corridor.

2005 Woodinville Parks, Recreation, and 
Open Space Plan

The 2005 Woodinville Parks, Recreation, 

and Open Space (PRO) Plan discusses 

several projects that relate to the ERC, 

including developing the Woodinville- 

Snohomish/SLS&E Rail Trail (ERC Main 

Line Woodinville). The trail will create a 

connection between the Sammamish River 

Trail and the Centennial Trail. The PRO 

Plan notes that, if appropriate, Woodinville 

will coordinate with King County and 

Snohomish County in developing an 

extension of the regional shared use trail 

from downtown Woodinville to the city 

limits and eventually north to Snohomish 

and south to Redmond. 

Capital Improvement Plan (2013–2018), City 
of Woodinville, Washington

The 6-year Capital Improvement Plan 

(CIP) addresses several projects that 

relate to the ERC. In the Parks section, 

a study of the ERC Rails-Trails concept 

is proposed. In the Land Banking and 

Property Acquisition section, the CIP 

discusses the acquisition of the former 

BNSF rail corridor for future dual rail-trail 

use.

City of Woodinville Non-Motorized 
Transportation Plan (2005)

The 6-year Capital Improvement Plan 

(CIP) addresses several projects that relate 

to the ERC. In the Parks section, a study of 

the ERC rails-trails concept is proposed. In 

the Land Banking and Property Acquisition 

section, the CIP discusses the acquisition 

of the former BNSF rail corridor for future 

dual rail-trail use. 
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City of Woodinville 2009 Transportation 
Master Plan

The Transportation Master Plan (TMP) 

is supportive of the ERC corridor being 

used as a pedestrian corridor as well as a 

rail line for future commuter or excursion 

rail service. The TMP also mentions the 

possibility of moving the existing park- 

and-ride to the potential future rail station.

City of Woodinville Comprehensive Plan: 
Downtown and Little Bear Creek Corridor 
(2008)

The 2008 Downtown and Little Bear Creek 

Corridor Plan mentions that the City of 

Woodinville has successfully worked with 

BNSF Railway to landscape the rail line 

right-of-way near the trestle over 131st 

Avenue NE. The plan also outlines ongoing 

negotiations among the Port of Seattle, 

King County, and BNSF, noting that these 

negotiations may significantly change the 

railroad right-of-way in the next 7 to 10 

years.

8.4 ALTERNATIVE 
IDENTIFICATION

City of Woodinville Preferences 
and Priorities 

The project team, including Parametrix, 

Toole Design Group, and King County 

staff, met with the City of Woodinville 

staff on May 27, 2014 to discuss on-going 

city transportation projects and city 

preferences for connections to future 

trails on the ERC Main Line and Redmond 

Spur. The city described several possible 

connections, including crossings at NE 

175th Street and farther south near Woodin 

Creek Park. The city expressed concerns 

regarding accommodating trail users 

across NE 175th Street and Woodinville- 

Redmond Road due to high traffic volumes 

and limited sight distances. In addition, 

the city emphasized the importance of 

providing a connection that would make 

downtown Woodinville and the tourist 

district easily accessible for trail users.  

Field Review

The project team conducted a field review 

of the Woodinville trail connection areas 

on June 12, 2014. Several project staff 

participated, including a transportation 

planner and a civil engineer. King County 

staff also participated in the visit. The 

project team identified several possible 

trail connections, as described in Section 

8.5.   

8.5 SAMMAMISH RIVER 
TRAIL ALTERNATIVES: 
OPPORTUNITIES AND 
CONSTRAINTS

The following section describes potential 

connection alternatives between future 

trails in the ERC Main Line and Redmond 

Spur and the Sammamish River Trail, 

illustrated in Figure 8.4. This section 

introduces each alternative and describes 

how trail users traveling south to north 

would be accommodated. Subsequently, 

this section presents the opportunities and 

constraints of each alternative. 
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Figure 8.4 – Sammamish River Trail Connection Alternatives
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Figure 8.5 – Sammamish River Trail Connection 
Alternative 1
Figure 8 5 Sammamish River

In reviewing the alternatives, key 

considerations include ownership/ 

right-of-way acquisition, the crossing of 

the Sammamish River, the crossing of 

Woodinville-Redmond Road (which is also 

SR 202 and has some of the highest traffic 

volumes in the area), and interface with 

existing parks. The potential confluence 

of these trails in or near Wilmot Gateway 

Park will represent a major regional 

node when all the trails are completed. 

Regardless of alternative, additional 

design treatments will be needed to safely 

accommodate increased multimodal traffic 

and additional turning movements.  

SAMMAMISH RIVER TRAIL 
ALTERNATIVE 1: OVER RAIL 
BRIDGE

Under Alternative 1, trail users on 

either the ERC Main Line or Redmond 

Spur would continue north along these 

trails to the point at which the corridors 

intersect (Figure 8.5). To get to this point 

of intersection, trail users on the ERC Main 

Line would need a midblock crossing of 

Woodinville-Redmond Road, perhaps 

requiring the addition of a signal to 

improve the safety of the crossing.  

From the intersection of the two corridors, 

trail users would continue northeast along 

the Port-owned ERC Main Line and over 

the existing railroad bridge, just south of 

NE 175th Street. The use of the railroad 

bridge presumes a change in status, 

because the bridge is currently part of an 

active rail line.

Once across the Sammamish River, users 

would connect to the Sammamish River 

Trail by turning south and traveling along 

the existing path through Wilmot Gateway 

Park. This path is used by park patrons 

and would need to be modified in order 

to safely accommodate all users.
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Photo 8.1 – Looking south, the trail under the 
NE 175th Street bridge should be widened to 
allow users traveling south on the Sammamish 
River Trail and users merging from the ERC to 
better see each other.

Opportunities

User Safety and Comfort

Alternative 1 maximizes the use of the ERC 

Main Line, which is corridor separate from 

vehicular traffic.  

Route Directness

This alternative would be the most direct 

route.

Right-of-Way

King County holds a shared use trail 

easement in the Port-owned portion of 

the ERC. The development of a trail in this 

segment would be consistent with the 

easement.

Constraints

User Safety and Comfort

Alternative 1 would require trail users 

to cross Woodinville-Redmond Road 

approximately 500 feet south of the 

existing signal at Woodinville- Redmond 

Road and NE 175th Street. A midblock 

crossing of this high volume roadway so 

close to the existing signal could pose 

significant operational challenges. Any 

crossing improvements would require the 

approval of WSDOT because this road is 

part of SR 202.

Right-of-Way

While the City of Woodinville is planning 

to continue the trail to the north along 

the rail right-of-way north and east of the 

river, the configuration would be rail with 

trail because this portion of the corridor is 

not currently railbanked. The rail bridge 

is currently part of an active freight line 

with no structural provision for an adjacent 

trail. Thus the feasibility of this alternative 

depends on a change in railbanking status.

Structural Considerations

The section of the Sammamish River Trail 

northwest of the trail intersection should 

be widened by moving the wall to the east 

in order to achieve a better line of sight 

(Photo 8.1). This wall is not a structural 

component of the bridge.
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Photo 8.2 – A widened bridge could accommodate trail users on a shared use 
path on the south side of NE 175th Street or on bike lanes and sidewalks.

SAMMAMISH RIVER TRAIL 
ALTERNATIVE 2: OVER EXISTING 
(UPGRADED) NE 175TH STREET 
BRIDGE

Because of the constraints related to 

using the existing rail bridge to cross the 

Sammamish River (Alternative 1), another 

option would be to cross the river on the 

NE 175th Street bridge (Photo 8.2). 

The City of Woodinville is planning on 

widening this bridge to provide four 

general purpose vehicular lanes across 

the bridge, to help accommodate heavy 

traffic volumes on NE 175th Street (which 

is also SR 202). The current widening plans 

include a 5-foot sidewalk and a 4-foot 

bike lane on the north side, and an 8-foot 

sidewalk and a 5-foot bike lane on the 

south side across the bridge. The County 

has requested that the city consider the 

option for a shared use trail on the south 

side of the bridge. The manner in which 

each type of facility would work and the 

relative advantages and disadvantages of 

each are included in the analysis below. 

The analysis first describes the connection 

from the ERC Main Line (Alternative 

2a) and then the connection from the 

Redmond Spur (Alternative 2b). The two 

alternatives are depicted in Figure 8.6. 

Alternatives 2a and 2b are not mutually 

exclusive and both alternatives may be 

developed together.  

Alternative 2a: ERC Main Line 
Connection

Coming from the south, Alternative 2a 

would require a new shared use trail on 

the west side of Woodinville-Redmond 

Road between the ERC Main Line and 
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Figure 8.6 – Sammamish River Trail Connection Alternatives 2a and 2b 
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NE 175th Street. At NE 175th Street, trail 

users would cross via the existing signal, 

following the improved roadway east on 

either the bike lane and sidewalk or the 

shared use path on the south side of the 

road. On the east side of the bridge, trail 

users would connect to the Sammamish 

River Trail by the existing path connecting 

NE 175th Street with the Wilmot Gateway 

Park (same as Alternative 1).

If the NE 175th Street configuration is bike 

lanes and sidewalks, bicyclists traveling 

from the Sammamish River Trail to the ERC 

Main Line would require an additional 

connection path (clover leaf) on the north 

side of NE 175th Street. This new path 

would avoid the need for bicyclists to 

either (1) use the existing path through 

Wilmot Gateway Park and then ride west 

against the flow of the eastbound bike 

lane, or (2) try to cross NE 175th Street in 

the middle of the block. Bicyclists would 

proceed west using the bike lane on the 

north side of the street and then cross both 

the north and west legs of the intersection 

with Woodinville-Redmond Road before 

proceeding south on the ERC Main Line.

 
Alternative 2b: Redmond Spur 
Connection

Coming from the south and at the point 

of intersection with the ERC Main Line, 

Alternative 2b would follow a shared 

use trail that continues northwest in the 

Redmond Spur corridor until reaching NE 

175th Street. From that point, trail users 

would follow the improved roadway east 

on either a bicycle lane and sidewalk 

or the shared use path on the south side 

of the road, before connecting through 

Wilmot Gateway Park. 

If the NE 175th Street configuration is 

bike lanes and sidewalks, bicyclists 

traveling from the Sammamish River 

Trail to the Redmond Spur would require 

an additional connection path on the 

north side of NE 175th Street (same as 

Alternative 2a), but would only have to 

cross the east leg of the intersection 

with Woodinville-Redmond Road before 

proceeding south on the Redmond Spur.

Opportunities

Current Project

The primary advantage of Alternatives 2a 

and 2b is the opportunity to capitalize on 

the planned improvements to NE 175th 

Street.  

User Safety and Comfort

Unlike Alternative 1, Alternative 2a 

would not require a midblock crossings 

of Woodinville-Redmond Road. Instead, 

trail users would cross Woodinville-

Redmond Road at the existing signalized 

intersection.

With an additional clover leaf on the north 

side of NE 175th Street, both Alternatives 

2a and 2b avoid a midblock crossing of NE 

175th Street. 

Right-of-Way

Alternative 2b would use the Redmond 

Spur corridor to connect to NE 175th 

Street.
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Constraints

User Safety and Comfort

If the NE 175th Street configuration is bike 

lanes and sidewalks, that segment of the 

trail connection may prevent some users 

from feeling comfortable enough to make 

the connection between trails, particularly 

for families with young children. For 

example, the 4-foot bike lane on the north 

side does not meet WSDOT standards for 

a 5-foot bike lane, and an 8-foot sidewalk 

does not meet guidelines for a shared use 

path.

Right-of-Way

Alternative 2a requires the development 

of a shared use path along the west side 

of Woodinville- Redmond Road. Based 

on the current configuration, the right-of-

way appears sufficient to accommodate 

the path. However, development of a trail 

could limit future roadway widening or 

improvements. Any modifications to the 

road would require WSDOT approval. In 

addition, where the new trail would cross 

128th Place NE there is a splitter (median) 

island with a narrow existing path that 

would need to be widened.

If the additional access path is required 

on the north side of NE 175th Street, right-

of-way acquisition could be required, 

depending on the specific location of the 

path.  

Structural Considerations

The section of the Sammamish River Trail 

under the NE 175th Street bridge should 

be widened to achieve better sight lines 

(Photo 8.1). This wall is not a structural 

component of the bridge.

Route Directness

Alternatives 2a and 2b would have a less 

direct route than crossing over the rail 

bridge (Alternative 1).

Bicyclists traveling from Sammamish River 

Trail via a bike lane on the north side 

of NE 175th Street to the ERC Main Line 

would have to go through two light signal 

cycles at the intersection with Woodinville-

Redmond Road. Bicyclists traveling to 

southbound Redmond Spur would have to 

go through one cycle of the signal at this 

intersection.

A substantial increase in nonmotorized 

use of the signalized intersection 

between NE 175th Street and Woodinville-

Redmond Road could adversely affect 

traffic operations at the intersection. The 

scenario with the greatest number of 

crossings at this intersection is westbound 

cyclists on NE 175th Street trying to head 

south on the ERC Main Line. Crossings 

at this intersection are avoided with a 

connection between shared used path 

on the south side of 175th Street and the 

Redmond Spur. 

SAMMAMISH RIVER TRAIL 
ALTERNATIVE 3: WOODIN 
CREEK PARK BRIDGE

Alternative 3 would avoid the congested 

areas around the intersection of NE 

175th St and Woodinville-Redmond Road 

and near Wilmot Gateway Park (Figure 

8.7). Additionally this connection would 

provide a more direct link to downtown 
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Figure 8.7 – Sammamish River Trail Connection Alternative 3 
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Woodinville and planned bicycle and 

pedestrian improvements on NE 171st 

Street. This alternative would construct a 

new bicycle and pedestrian bridge across 

the Sammamish River approximately 

where the Woodin Creek Park Path 

connects to the Sammamish River Trail. 

Although King County owns the property 

on either side of the river, this alternative 

would require the acquisition of an 

easement across one of the properties 

between the river and the Redmond 

Spur. This area is zoned for industrial use. 

The potential for acquiring an easement 

between properties (along property line) 

is constrained by existing uses which 

typically include parking, loading docks, 

and areas for trucks to maneuver into load 

docks.

For the purpose of this feasibility study, a 

number of alternative routes are shown on 

Figure 8.7, pending further discussion with 

the City of Woodinville and potentially 

with property owners.

Alternative 3 could also construct a shared 

use path between the Redmond Spur 

and the ERC Main Line to the west. One 

possible location for this connection is 

shown on Figure 8.7. This location takes 

advantage of proximity between the 

ERC Main Line, Woodinville-Redmond 

Road, and the Redmond Spur. Two 

primary challenges to this connection 

are topography and the crossing of 

Woodinville-Redmond Road. The 

approximate elevation of the ERC Main 

Line is 55 feet, while the Redmond Spur 

is 35 feet. As shown on Figure 8.7, an at- 

grade signalized crossing of Woodinville-

Redmond Road could be constructed with 

a switch-back trail making the connection 

up to the ERC Main Line. Alternatively, 

both the grade and road crossing 

challenges could potentially be addressed 

through the construction of an elevated 

crossing. However, once on the east side 

of Woodinville-Redmond Road, a ramp 

would be required to connect down to the 

Redmond Spur.  

Opportunities

User Safety and Comfort

Alternative 3 would avoid the congested 

areas around the intersection of NE 175th 

Street and Woodinville-Redmond Road 

and near Wilmot Gateway Park. If a bridge 

crossing were constructed, it could also 

avoid at-grade crossings of Woodinville-

Redmond Road.

Route Directness

With planned improvements along NE 

171st Street, Alternative 3 provides a 

more direct route to Woodinville’s central 

business district.

Constraints

Structural Considerations

Construction of new structures across 

the Sammamish River and Woodinville- 

Redmond Road would impose significant 

financial challenges.
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Right-of-Way

A right-of-way acquisition or easement 

would be required to establish the 

connection from the Redmond Spur to the 

west bank of the Sammamish River.

If a bridge is constructed across 

Woodinville-Redmond Road, additional 

right-of-way acquisition may be required 

to construct a ramp that connects down to 

the Redmond Spur.

Environmental Considerations

Building a new bridge and creating 

a trail along the west bank of the 

Sammamish River to access the bridge 

would potentially impose significant 

environmental and permitting costs.  
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8.6 TOLT PIPELINE 
TRAIL ALTERNATIVES: 
OPPORTUNITIES AND 
CONSTRAINTS

The following section describes potential 

connection alternatives between future 

trails on the ERC Main Line and Redmond 

Spur and the existing Tolt Pipeline Trail. 

The study area for this connection is 

depicted in Figure 8.3. This section 

introduces each alternative with a 

description of how trail users traveling 

east to west would be accommodated. 

Subsequently, this section presents the 

opportunities and constraints of each 

alternative. Figure 8.8 shows the trail 

connection alternatives. 

The Tolt Pipeline Trail is an east-west 

connection between Bothell in the west 

to Snoqualmie Valley in the east. The Tolt 

Pipeline Trail is a soft-surface trail and 

there are currently no plans to pave it. 

While it intersects with the ERC Main Line 

and the Redmond Spur, the Tolt Pipeline 

Trail is not continuous (there are no 

connections across the Sammamish River 

or Woodinville-Redmond Road).

Key challenges to making the connection 

are the crossings of the Sammamish River 

and Woodinville-Redmond Road and the 

steep topography between Woodinville- 

Redmond Road and the ERC Main Line to 

the west.
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Figure 8.8 – Tolt Pipeline Trail Connection Alternatives
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Photo 8.3 – A connection across Woodinville-
Redmond Road would require grading and paving 
a short section of the Tolt Pipeline Trail west of the 
road (above).

TOLT PIPELINE ALTERNATIVE 1: 
DIRECT CONNECTION ALONG 
PIPELINE

Trail users traveling west on the Tolt 

Pipeline Trail would continue west 

from the current terminus, crossing the 

Sammamish River via a new bridge. 

The existing soft-surface trail would be 

improved (widened and paved) from the 

Sammamish River Trail past the Redmond 

Spur to Woodinville-Redmond Road. 

A midblock crossing of Woodinville-

Redmond Road would be developed 

(approximately 1/4 mile north of NE 

145th Street). This alternative would 

require grading between Woodinville- 

Redmond Road and the ERC Main Line to 

accommodate trail users at a reasonable 

grade. Trail users would either cross the 

road at-grade or via a grade-separated 

crossing. Alternative 1 is depicted in 

Figure 8.9. 

Opportunities

User Safety and Comfort

Alternative 1 maximizes the use of the Tolt 

Pipeline right-of-way, which is corridor 

separate from vehicular traffic.

Sight distance would be adequate. The 

midblock crossing is at a location with 

relatively low traffic volume (8,000 average 

daily vehicles).

Route Directness

This alternative would be the most direct 

route.

Grade

The grade between Woodinville-

Redmond Road and the ERC Main Line 

is approximately 15 percent (Photo 8.3). 

For the at-grade crossing, there may be 

space within the ERC or Tolt Pipeline 

corridors (west of Woodinville-Redmond 

Road) to create a trail connection with 

lower grades. If the road crossing is grade-

separated, King County could construct 

an ADA-compliant ramp on the east side 

of the road that reduces the elevation 

differential between the road and the ERC 

Main Line.  
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Figure 8.9 – Tolt Pipeline Trail Connection Alternative 1
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Constraints

Structural Considerations

Construction of new structures across 

the Sammamish River and Woodinville- 

Redmond Road would impose significant 

financial costs.  

Right-of-Way

If a bridge is constructed across 

Woodinville-Redmond Road, right-of-way 

acquisition may be required to construct a 

ramp that connects down on the east side. 

Environmental Considerations

Building a new bridge across the 

Sammamish River would potentially 

impose significant environmental and 

permitting costs.

Given the constraints of building a new 

bridge across the river (Alternative 1), 

the remaining alternatives avoid the 

need for a new bridge. Instead they use 

the Sammamish River Trail to access an 

existing trail bridge over the Sammamish 

River that is located further to the south 

along NE 145th Street. The alternative 

connections all also use some portion of 

the existing trail along the north side of NE 

145th Street (described in Section 8.3) at 

least as far west as the Redmond Spur. As 

a result, none of the following alternatives 

are as direct as Alternative 1 for people 

using the Tolt Pipeline Trail.

TOLT PIPELINE ALTERNATIVE 2: 
CROSS AT REDMOND SPUR

Alternative 2 provides east-west 

connectivity between the Sammamish 

River Trail, the Redmond Spur, and the 

ERC Main Line along NE 145th Street 

(Figure 8.10). No trail improvements are 

proposed within the Tolt Pipeline corridor.  

Trail users traveling west on the Tolt 

Pipeline Trail would go south on the 

Sammamish River Trail to NE 145th Street, 

then west along the north side of NE 

145th Street. A midblock crossing at the 

Redmond Spur rail line, just to the east 

of the Chateau Ste. Michelle driveway, 

would take trail users to the south side of  

NE 145th Street. The midblock crossing is 

intended to avoid a trail crossing through 

the complex intersection of Woodinville- 

Redmond Road and NE 145th Street.

From this point, trail users would be 

accommodated on a new shared use 

trail on the south side of NE 145th Street 

connecting west to the ERC Main Line. 

Development of the new trail would 

require either:

• Rechannelization (possibly removing 

the center turn lane) of NE 145th Street 

and may require moving utilities in the 

public right-of-way along the south 

side of NE 145th Street; or

• Right-of-way acquisition to the south if 

property owner (Chateau Ste. Michelle) 

is willing
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Figure 8.10 – Tolt Pipeline Trail Connection Alternative 2

West of the intersection of Woodinville- 

Redmond Road and NE 145th Street, the 

grades climb steeply (approximately 9 

percent). The trail would continue to follow 

the road to the intersection with the ERC 

Main Line, where trail users could proceed 

north to the intersection with the Tolt 

Pipeline Trail (Figure 8.10). 

Opportunities

Future Projects

Extending this connection along NE 

145th Street may be consistent with City 

of Woodinville plans for future bicycle 

and pedestrian improvements along this 

road and making connections between 

different destinations within the city’s 

tourist district. 
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User Safety and Comfort

By crossing at the Redmond Spur, 

Alternative 2 provides adequate sight 

distance (Photo 8.4), although not as good 

as Alternative 1. Crossing improvements at 

this location would also be consistent with 

King County’s future development of a trail 

in the Redmond Spur. If signalized, this 

crossing would also improve safety and 

comfort of trail users.

Constraints

Grade

Trail users would have to climb a 

significant grade (approximately 9 

percent) from the Woodinville-Redmond 

Road to the future ERC Regional Trail, 

unless additional right-of-way is acquired 

to accommodate some grading.

Rechannelization and Potential Utility 

The roadway may need to be 

rechannelized to provide sufficient width 

for a shared use path on the south side of 

NE 145th Street. Utilities on the south side 

of NE 145th Street, between the Redmond 

Spur and the future ERC Regional Trail, 

may need to be relocated.

Right-of-Way

Moderate right-of-way acquisition may be 

necessary to expand the existing path on 

the north side of NE 145th Street between 

the Sammamish River and the Redmond 

Spur. Right-of-way acquisition may also 

be necessary to avoid rechannelizing NE 

145th Street and to reduce the grade of the 

final climb to the ERC Main Line.

TOLT PIPELINE ALTERNATIVE 
3: NE 145TH STREET AND 
WOODINVILLE-REDMOND 
ROAD NE

Alternative 3 provides east-west 

connectivity between the Sammamish 

River Trail and the Redmond Spur along 

NE 145th Street and between Woodinville-

Redmond Road and the ERC Main Line 

along the Tolt Pipeline corridor. As with 

Alternative 2, trail users traveling west on 

the Tolt Pipeline Trail would go south on 

the Sammamish River Trail to NE 145th 

Street and proceed west. This alignment 

would use the improved trail on the north 

side of NE 145th Street all the way to the 

intersection with Woodinville-Redmond 

Road. From there, Alternative 3 would 

improve an existing path that proceeds 

north along the east side of Woodinville-

Photograph 8.4 – Looking west, a crossing at 
the Redmond Spur rail line would provide good 
sight distance but would still accommodate trail 
users with minor roadway separation.
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Figure 8.11 – Tolt Pipeline Trail Connection Alternative 3

Redmond Road. At the intersection with 

the Tolt Pipeline corridor, a midblock 

crossing of Woodinville-Redmond Road 

would be developed (approximately 

1/4 mile north of NE 145th Street). 

This alternative would require grading 

between Woodinville-Redmond Road and 

the ERC Main Line to accommodate trail 

users at a reasonable grade. Alternative 3 

is shown on Figure 8.11.

This alternative would result in paving the 

portion of the Tolt Pipeline Trail between 

Woodinville-Redmond Road and the ERC 

Main Line to meet regional trail standards. 

Opportunities

User Safety and Comfort

Sight distance would be improved 

compared to Alternative 2. The midblock 

crossing is at a location with relatively 

low traffic volume (8,000 average daily 

vehicles).

Use of Existing or Future Facilities

Although improvements would be 

required to meet regional trail standards, 

Alternative 3 maximizes the use of existing 

facilities.
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trail users would turn north and follow 

the future trail along the Redmond Spur 

(Photo 8.5). At the intersection with the 

Tolt Pipeline Trail, approximately 1/4 

mile north of NE 145th Street, trail users 

would turn west and cross Woodinville-

Redmond Road NE to the ERC Main 

Line. Like Alternative 2, this would 

require installing a midblock crossing of 

Woodinville-Redmond Road and grading 

to accommodate trail users at a reasonable 

grade between Woodinville-Redmond 

Road and the ERC Main Line. Like 

Alternative 3, paving is recommended 

between the road and the ERC Main Line. 

Alternative 4 is depicted in Figure 8.12. 

Opportunities

User Safety and Comfort

Like Alternatives 1 and 3, improved sight 

distances and lower traffic volumes may 

make this location a better crossing 

location than Alternative 2. However, 

Alternative 4 provides the added benefit 

of greater separation from vehicles by 

using a portion of the Redmond Spur.

Use of Existing or Future Facilities

Although improvements would be 

required to meet regional trail standards 

along NE 145th Street, Alternative 4 takes 

advantage of potential regional trail 

development along the Redmond Spur.

Grade

This alternative must deal with the same 

steep grade between Woodinville-

Redmond Road and the ERC Main Line 

as Alternative 1. As noted previously, 

there may be space within the ERC or 

Tolt Pipeline corridors to create a trail 

connection with lower grades, or to create 

a grade-separated crossing.  

Constraints

Right-of-Way

Right-of-way acquisition may be necessary 

to expand the existing path on the north 

side of NE 145th Street between the 

Sammamish River and the Redmond Spur 

or to create a grade-separated crossing of 

Woodinville-Redmond Road. 

TOLT PIPELINE ALTERNATIVE 
4: NE 145TH STREET  TO 
REDMOND SPUR

Alternative 4 provides east-west 

connectivity between the Sammamish 

River Trail and the Redmond Spur along 

NE 145th Street and between the Redmond 

Spur and the ERC Main Line along the Tolt 

Pipeline corridor. 

Like Alternatives 2 and 3, trail users 

traveling west on the Tolt Pipeline Trail 

would go south on the Sammamish River 

Trail to NE 145th Street and proceed 

west on the north side of the road. After 

crossing the Sammamish River, trail users 

would continue approximately 1/4 mile 

west to the Redmond Spur, at which point 
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Photograph 8.5 - Developing Alternative 3 along the Redmond Spur would 
provide a separated connection with minimal grading issues. 

Figure 8.12 – Tolt Pipeline Trail Connection Alternative 4
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Constraints

Grade

Grading challenges are the same as for 

Alternatives 1 and 3, with a 15 percent 

existing grade between Woodinville-

Redmond Road and the ERC Main Line.  

Right-of-Way

Moderate right-of-way acquisition may be 

necessary to expand the existing path on 

the north side of NE 145th Street between 

the Sammamish River and the Redmond 

Spur.

OTHER ALTERNATIVES 
CONSIDERED

In addition to the alternatives detailed 

below, an alignment was reviewed that 

would, after crossing the Sammamish 

River, follow the King County-owned west 

bank of the Sammamish River north to 

rejoin the Tolt Pipeline Trail. However, 

the costs and environmental impacts 

associated with developing a trail in 

the shoreline environment are difficult 

to justify when there are other practical 

alternatives. Thus this alternative was 

not carried forward for more detailed 

evaluation.

8.7 EVALUATION OF 
ALTERNATIVES

Tables 8.1 and 8.2 provide summaries of 

the evaluation of alternatives for potential 

connections between the ERC and the 

Sammamish River Trail and Tolt Pipeline 

Trail, respectively. The introduction to this 

report describes the evaluation criteria in 

greater detail. 

8.8  MAJOR CONSIDERATIONS

The potential presence of three different 

north-south regional trails (ERC Main Line, 

Redmond Spur, Sammamish River Trail) 

that run parallel to each other presents 

opportunities, but also a lot to consider.

The stated objective of this study is to 

develop connections to future trails in both 

the ERC Main Line and the Redmond Spur. 

However, there may be both interim and 

long-term solutions that concentrate on 

connecting to one, not both corridors. One 

of the possibilities is described below. 

Sammamish River Trail 

Avoid Woodinville-Redmond Road Crossing 
near NE 175th Street

One of the major constraints related to 

connecting a future trail in the ERC Main 

Line and the Sammamish River Trail is 

safely accommodating trail users across 

Woodinville-Redmond Road near NE 175th 

Street, whether at the existing signalized 

intersection or at a midblock crossing. One 

possibility is to focus on just connecting 

the Redmond Spur with the Sammamish 

River Trail in this vicinity. Trail users on the 

ERC Main Line could connect over to the 

Redmond Spur at one of these locations 

further south:

• Near the potential at-grade or grade- 

separated connection described under 

Sammamish River Trail Alternative 3, or

• Using one of the Tolt Pipeline 
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Table 8.1 – Sammamish River Trail Alternatives Evaluation
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Table 8.2 – Tolt Pipeline Trail Alternatives Evaluation
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alternatives, where traffic volumes are 

significantly lower. If developed, this 

opportunity would allow development 

of a trail in the ERC Main Line north 

of the Tolt Pipeline connection to be 

deferred.

Avoid New Bridge Crossings over the River

The construction or reconstruction of 

river crossings is likely to be expensive 

and present many challenges; therefore, 

it would be advantageous to consider 

incorporating a bicycle-pedestrian river 

crossing with the planned widening of NE 

175th Street. The preliminary plans for the 

project include a widened sidewalk and 

bicycle lanes. The proposed configuration 

could be revised to accommodate a 

shared use path on the south side of the 

expanded bridge.

Consider Design Treatments for Congestion 
in and around Parks

Connections to the Sammamish River Trail 

make use of area in and around several 

parks. When developed, these connections 

should include design treatments to 

reduce conflict points and ensure safety 

for all trail and park users.

Tolt Pipeline Trail 

On-Street Facilities and the Ability to 

While it is not always possible to 

accommodate users on off-street trails, 

it is preferable to improve user comfort 

by providing a sufficient buffer and trail 

width. Alternatives 2 through 4 for the 

Tolt Pipeline Trail would accommodate 

users on- street or off-street with limited 

separation in some sections. The buffer 

width for Alternative 2 is difficult to 

estimate without further study due to the 

need to accommodate users through a 

complex intersection at NE 145th Street 

and Woodinville-Redmond Road. Because 

of right-of-way constraints and property 

boundaries, it is unlikely that all sections 

of Alternatives 2, 3, and 4 would provide 

adequate buffers between the trail and on-

street traffic. 

Steep Grade

A major consideration for all alternatives 

is the difference in elevation between the 

east and west sections of the Tolt Pipeline 

Trail, particularly between the Redmond 

Spur and the ERC Main Line. The grade 

differential required that builders of 

the railroad extend the Redmond Spur 

north to NE 175th Street in Woodinville 

before connecting to the ERC Corridor 

to accommodate freight trains. While 

bicyclists and pedestrians can negotiate 

steeper grades than a train, the Guide 

for the Development of Bicycle Facilities 

and Public Right-of-Way Accessibility 

Guidelines (PROWAG) established by the 

American Association of State Highway 

and Transportation Officials (AASHTO) 

both call for a maximum grade of 5 

percent for operational and accessibility 

reasons. Both guides recognize that it may 

not always be possible to design a shared 

use path facility with grades of 5 percent 

or less, particularly if the facility is within 

a road right-of-way where grades must 

generally match those of the roadway. 
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Alternatives 1, 3, and 4 have the highest 

potential for designing a shared use path 

with grades not exceeding 5 percent; 

however, each of these alternatives would 

require significant grading and retaining.

8.9 NEXT STEPS

Corridor conditions in the vicinity of these 

potential trail connections are complicated 

by the change in ownership and rail status 

at the Woodinville “Wye” and the need to 

cross Woodinville-Redmond Road and the 

Sammamish River. The City of Woodinville 

is still in the process of acquiring the ERC 

within its municipal limits from the Port 

of Seattle. The city has not initiated a trail 

planning process for this portion of the 

ERC, which may be done in collaboration 

with King County due to the county’s 

ownership of a trail easement through this 

section.

The connection alternatives presented 

in this study assume that regional trails 

are developed in both the ERC Main Line 

and the Redmond Spur. However, given 

the proximity of the ERC Main Line and 

Redmond Spur, regional trail development 

could be phased over a number of years, 

with initial trail development concentrated 

in one but not both corridors. The ERC 

Trail Master Plan will consider alternatives 

for development of the Main Line and 

Spur. 

From the results of the study, NE 175th 

Street appears to be the best alternative 

for connecting either the ERC Main Line 

or Redmond Spur to the Sammamish River 

Trail. Connecting to NE 175th Street also 

provides a logical northern terminus for 

King County’s master planning process 

and a logical connection to future 

development of an ERC rail with trail in 

Woodinville. However, further assessment 

of how the connections could work and 

the potential costs associated with each 

must be coordinated with the City of 

Woodinville and WSDOT, and is best 

deferred to the master planning process, 

scheduled to be completed by late 2016.
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