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The Alaska Department of Transportation and Public Facilities (DOT&PF), in cooperation with the
Alaska Division of the Federal Highway Administration (FHWA) proposes to rehabilitate Main Street
and nearby roadways in downtown Wasilla, Alaska. The proposed Wasilla Main Street Rehabilitation
project consists of improvements and traffic pattern changes to Main Street, Knik-Goose Bay (KGB)

Road, Yenlo Street, and Talkeetna Street in downtown Wasilla.

The purpose of this proposed project is to improve mobility for people and freight within the downtown
core of Wasilla. Mobility in this area is constrained by the major highway and railroad corridors bisecting
downtown Wasilla, which limits north-south connectivity. This project is intended to address a number of

transportation needs caused by the existing roadway configuration and traffic patterns, including:

e Poor system connectivity caused by a lack of north-south corridor capacity
Main Street/KGB Road is the only north-south corridor crossing the railroad in the downtown
Wasilla area; it does not have the capacity to carry current and forecasted traffic volumes.

e Intersection configurations that contribute to congestion
Congestion at the Parks Highway and Main Street/KGB Road intersection continues to grow,
with vehicle queues spilling back within the downtown area and impeding circulation, causing
more delays. The close proximity of the railroad tracks to the highway contributes to the
congestion.

e Safety issues
High intersection crash rates and roadway/railroad intersection configuration are a safety
concern within the project area.

The project area is centered on the Main Street/KGB Road corridor, and bounded by Knik Street to the
west, the Yenlo Street/Talkeetna Street corridor to the east, Bogard Road to the north, and the Palmer-
Wasilla Highway to the south. Main Street/KGB Road is a high-traffic-volume corridor carrying the
major portion of trips with downtown Wasilla as a destination, and providing significant intra-area travel
between the core business district and the outlying residential areas. The corridor connects to the Parks
Highway (Urban Interstate), the Palmer-Wasilla Highway (Urban Principal Arterial), and Bogard Road
(Urban Minor Arterial). Most other roads in the project area are two-way, two-lane roads functionally
classified by DOT&PF as Local Roads, except for Railroad Avenue, which was reclassified as an Urban
Collector in 2011. The City of Wasilla classifies Swanson and Susitna Avenues as Major Collector

Roads. Their function is to provide for intra-city movement, access to arterial roads, and moving traffic to




and from residential areas. Herning Avenue, Railroad Avenue, Boundary Street, and Lakeview Street are
classified by the city as Commercial Roads. Their function is to provide access to, and movement

through, the business and commercial areas.

Several previous studies and proposed projects have been initiated to address the issue, including an
environmental assessment (EA) in 1993 that proposed a two-way couplet using Main Street and Knik
Street as the preferred alternative. Subsequent study showed that alternative had substantial right-of-way
(ROW) impacts to public and private property and businesses, and the project stalled. As an interim
solution, Main Street was converted to a three-lane road with a travel lane in each direction and a two-

way center left-turn lane (TWCLTL) through a re-striping project.

Implementing a one-way couplet was proposed in 2001 as a new alternative that may provide safe and
efficient means of at-grade transportation across the Parks Highway. A 2006 Traffic Study showed that
both the two-way couplet using Main Street and Knik Street and a one-way couplet using Main Street and
Yenlo Street met capacity and safety considerations. Since the 1993 EA did not consider the one-way
couplet, the finding of no significant impact (FONSI) no longer applied, and a new EA process was

initiated.

As part of this new EA process, the 2006 Traffic Study was updated in 2012, improving upon the traffic
models used in the original report and extended traffic projections out to the new design year (2035). The
2012 update confirmed the 2006 Traffic Study’s finding that the one-way couplet concept is the most
successful in terms of addressing traffic capacity and safety; however, it found that the two-way couplet

no longer provided sufficient capacity through the new design year.

This EA considers the No Action alternative and a single Build Alternative — the One-Way Couplet at
Main Street — Yenlo Street. Alternatives considered in previous studies were not advanced for further

analysis as they did not fulfill the project purpose and need.

The Proposed Action consists of a one-way couplet with a southbound corridor along Main Street/KGB
Road and a northbound corridor on the Yenlo Street/Talkeetna Street corridor. It was identified as
Modified Alternative D in the 2006 Traffic Study and as Alternative D, Option 2 in the 2012 Traffic
Study. The typical section would be two- and three-lane one-way legs, with turning lanes as needed. An
at-grade intersection would be constructed at the intersections of the Yenlo Street/Talkeetna Street
corridor with the Parks Highway and the Alaska Railroad, and traffic signals would be installed and

replaced along several intersections.




Under the No Build Alternative, the existing roadways would remain unchanged. Congestion on the
roadways would continue to deteriorate and worsen over time. Congestion and delay would persist,

ultimately reaching unacceptable levels.

The Proposed Action would improve reduce congestion, improve system connectivity, and improve safety
within the project area. Impacts associated with the Proposed Action include acquisition of additional
right-of-way, changes to traffic and driveway access, increased traffic noise along the Yenlo
Street/Talkeetna Street corridor, and increased impervious surfaces within the project area. Construction
of the Proposed Action would cause temporary effects, including increases in noise levels, minor
degradation of air and water quality, traffic delays, and changes in accessibility to businesses. A
comparison of the environmental consequences resulting from the No Build and the Proposed Action is

shown in Table A.

Environmental Consequences Proposed Action Alternative | No Build
Farmland No effect No effect
Air Quality No effect No effect
Floodplains No effect No effect
Wild & Scenic Rivers No effect No effect
Coastal Barriers No effect No effect
Coastal Resources No effect No effect
Section 4(f) Properties No effect No effect
Wetlands and Water bodies No effect No effect
Fish and Wildlife No effect No effect
Threatened and Endangered Species No effect No effect
Visual Effects No effect No effect

Acquisition of additional
ROW from approximately 34
Right of Way and Relocation parcels; Driveway access No effect
changes; No relocations of
residences or businesses

Local Land Use and Transportation

Consistent No effect
Plans
No improvement to mobility
Socioeconomics Improve mobility and safety and safety; conditions would
continue to deteriorate
Environmental Justice No disproportionate effect No effect
Considerations Relating to Improvements No effect

Pedestrians and Bicyclists




Environmental Consequences Proposed Action Alternative | No Build

Increased traffic noise in some

Noise . No effect
sections

Cultural Resources No Adverse Effect No effect

Hazardous Waste Minimal risk No effect

Water Quality Minimal effect due to No effect

increased impervious area

Risk for introduction and

Invasive and Noxious Plants spreading mitigated by Best No effect
Management Practices
Energy No effect No effect

Temporary air quality, water
quality, and noise impacts;
Construction Impacts temporary traffic detours and No effect
delays; temporary business
access changes

The construction of the Proposed Action would require an Alaska Department of Environmental
Conservation (ADEC) Alaska Pollutant Discharge Elimination System (APDES) General Permit for

Large and Small Construction Activities in Alaska.

Federal, State, and local regulatory agencies; local governments; Tribal organizations; and the public
were consulted about the proposed project and asked to help identify potential concerns, mitigating
measures, and alternatives. Outreach included a public scoping meeting, presentations to community
groups, city and stakeholder interviews. The Proposed Action is widely supported by most of the
community. Local users consistently express frustration with mobility problems within the project area,
and relief that the project is moving forward. Opposition to the Proposed Action is primarily from
property owners impacted by right-of-way acquisition needs and business owners who are concerned that
their businesses may suffer as a result of changed access and parking. DOT&PF plans to consult and
coordinate design features and construction plans with the City and local stakeholders, and will continue

public involvement activities through project construction.
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The City of Wasilla originated in the early 1900s as a trading post, train stop, and supply center for
mining activities in the Hatcher Pass and Willow areas. The town, located in Southcentral Alaska, was
established at the intersection of the Carle Wagon Road and the newly constructed railroad, now the
Alaska Railroad Corporation (ARRC) tracks. Downtown Wasilla developed between Wasilla Lake and
Lake Lucille, with the junction of Main Street/Knik-Goose Bay (KGB) Road, formerly Carle Wagon

Road, and what is now the George Parks (Parks) Highway as its main intersection.

Wasilla is the largest incorporated city in the Matanuska-Susitna Borough (MSB). Wasilla and the MSB
have the highest population growth rates in Alaska. From 2000 to 2010, the population of Wasilla
increased 44 percent from 5,469 to 7,831. It is the regional commercial and retail hub with several stores,
commercial properties, medical services, and professional offices located within or near the downtown
area. Several schools are located just north of the downtown area. The city estimates that an additional
44,000 MSB residents living in and around surrounding communities of Palmer, Meadow Lakes, Big
Lake, Knik-Fairview, and Fishhook use downtown city services and amenities such as the library, retail
centers, medical facilities, and schools (City of Wasilla 2011). Main Street/KGB Road is the only north-
south roadway crossing the railroad tracks in the downtown area, making it critical to downtown traffic

circulation.

The project area is centered on the Main Street/KGB Road corridor, and bounded by Knik Street to the
west, the Yenlo Street/Talkeetna Street corridor to the east, Bogard Road to the north, and the Palmer-
Wasilla Highway to the south (Figure 1: Project Area). North of the Parks Highway, Main Street is a
three-lane road, beginning at its intersection with the Parks Highway and continuing north a quarter mile
to Bogard Road. Beyond the project boundary, the alignment continues as Wasilla-Fishhook Road, a two

lane facility running north through residential areas to Palmer-Fishhook and Hatcher Pass Roads.

South of the Parks Highway, the alignment continues as KGB Road. It crosses the ARRC tracks, then
continues south for three-quarters of a mile through mixed retail, commercial, and residential
development to its intersection with the Palmer-Wasilla Highway. Beyond the project boundary, KGB
Road continues south, through residential developments and agricultural lands as it heads toward Point

MacKenzie.
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The Alaska Department of Transportation and Public Facilities (DOT&PF) functional classification for
the Main Street/KGB Road segments between Bogard Road and the Palmer Wasilla Highway is Urban
Principal Arterial. Consistent with the Federal Highway Administration (FHWA) Functional
Classification Guidelines for principal arterials, Main Street/KGB Road is a high traffic volume corridor
carrying the major portion of trips with downtown Wasilla as a destination, and providing significant
intra-area travel between the core business district and the outlying residential areas. The corridor
connects to the Parks Highway (Urban Interstate), the Palmer-Wasilla Highway (Urban Principal
Arterial), and Bogard Road (Urban Minor Arterial). Most other roads in the project area are two-way,
two-lane roads functionally classified by DOT&PF as Local Roads, except for Railroad Avenue, which
was reclassified as an Urban Collector in 2011. The City of Wasilla classifies Swanson and Susitna
Avenues as Major Collector Roads. Their function is to provide for intra-city movement, access to arterial
roads, and moving traffic to and from residential areas. Herning Avenue, Railroad Avenue, Boundary
Street, and Lakeview Street are classified by the city as Commercial Roads. Their function is to provide

access to, and movement through, the business and commercial areas.

1'$'$" )
ARRC facilities in the project area include the mainline track connecting Anchorage to Fairbanks and an
at-grade crossing located on KGB Road. Within the project area, the ARRC track alignment runs parallel
to the Parks Highway alignment. The center of the tracks is located approximately 100 feet south of the
outer edge of the Parks Highway travel lanes. As shown in the photo below, the crossing at KGB Road

includes overhead flashing lights, automatic gates, warning signs, and a separate pedestrian crossing.




Pedestrian facilities in the project area are discontinuous and many are deteriorating. Sidewalk exists on
the north side of the Parks Highway, and on both sides of Main Street for a few hundred feet north of the
Parks Highway. A multi-use pathway exists on the east side of Main Street, between Swanson Avenue
and Bogard Road. As shown on Figure 1, most other roads in the downtown area north of the Parks
Highway have sidewalks on both sides except for Paulson Avenue, Knik Street and Herning Avenue.
Existing curb ramps do not meet current Americans with Disabilities Act (ADA) standards. No bicycle
facilities exist in the project area north of the highway except for the pathway on Main Street, north of
Swanson Avenue. South of the Parks Highway, a multi-use pathway is located along the west shoulder of
KGB Road between the Parks and Palmer Wasilla Highways. Most of the roadways south of the Parks
Highway do not have sidewalks, except for Susitna Avenue, which has a short section of sidewalk on the

south side.

Planning studies adopted at the State and local level that document the problems with this

corridor and support for this project are listed below:

e The 2012-2015 Alaska Statewide Transportation Improvement Program (STIP)

e The 2007 MSB Long-Range Transportation Plan (LRTP)

e The City of Wasilla 2011 Comprehensive Plan
Consideration of a project in downtown Wasilla began almost thirty years ago with preliminary planning
efforts leading to the 1993 DOT&PF Wasilla-Fishhook Road Rehabilitation Project which included
improvements in the downtown area. The project was not advanced to final design. The project corridor
was divided into segments to allow phased improvements. Construction on the segment of Wasilla-
Fishhook Road from Bogard Road north to Seldon Road was completed in January 2008. As an interim
solution to improve downtown traffic flow, Main Street was converted to a three lane typical section in

2001, providing one travel lane in each direction and a center two-way left-turn lane.



The purpose of this proposed project is to improve mobility for people and freight within the downtown
core of Wasilla. Mobility in this area is constrained by the major highway and railroad corridors bisecting
downtown Wasilla, which limits north-south connectivity. DOT&PF, in cooperation with FHWA, is

proposing a project to improve mobility within the downtown traffic grid.

In reference to a roadway, the term mobility is defined by the FHWA as “the ability [of traffic] to move
or be moved from place to place.” This ability is not mode-dependent but applies to vehicles, transit,
pedestrians, and bicyclists. According to the FHWA, mobility can be measured in terms of “travel times,
level of traffic congestion, or duration of congestion, all of which focus on how long it takes to get from

place to place.”
The proposed project seeks to:

e Reduce congestion

e Improve system connectivityEnhance safety

The Parks Highway and the ARRC tracks were initially planned and constructed to connect Southcentral
Alaska with Interior Alaska. As regional transportation corridors, their primary function is to move high
volumes of people and cargo over long distances. While having both facilities run through the center of
the community helped spur the early growth of Wasilla, the proximity of these corridors limits access and
circulation within the downtown area (2006 Traffic Study). The Parks Highway provides access to local
roads and businesses, which conflicts with its primary function. Queues of vehicles on side streets
attempting to access or cross the Parks Highway corridor spill back across Herning and Swanson Avenues
along Main Street to the north and across Railroad and Susitna Avenues along KGB Road to the south. As
the city and the borough have grown, the increased north-south traffic crossing the highway and railroad
corridors and increased east-west traffic on the highway have resulted in significant intersection
congestion. The Alaska Division of Labor and Workforce Development (ADOL&WND) forecasts
population for Wasilla and the MSB will close to double by 2035 (ADOL&WD 2012), which will

increase traffic volumes and exacerbate current congestion issues.

This project is intended to address a number of transportation needs caused by the existing roadway

configuration and traffic patterns including:
e Intersection configurations and railroad track that contribute to congestion

! "%



e Poor system connectivity caused by a lack of north-south corridor capacity

These needs are detailed in the following subsections.

Motorists in downtown Wasilla currently experience excessive congestion resulting in long delays in the
project area. Congestion at the Parks Highway and Main Street/KGB Road intersection continues to grow
as traffic volumes grow, with vehicle queues spilling back within the downtown area and impeding

circulation, causing more delays.

The ARRC mainline track, which intersects KGB Road at-grade just south of the Parks Highway and
Main Street/KGB Road intersection, contributes to the congestion. The crossing is equipped with
overhead flashing lights, automatic gates, signing, and railroad preemption connected to the Parks
Highway traffic signal to prevent westbound highway traffic from making a left turn while a train is
occupying the crossing. The roadway length available for storage of northbound vehicles on KGB Road
between the Parks Highway crosswalk and the ARRC crossing gate is 45 feet, enough for approximately
two vehicles. Additional vehicles waiting to cross or turn onto the Parks Highway must queue 50 feet
further south beyond the ARRC crossing behind a stop bar. When trains are occupying the tracks in the
project area, all northbound traffic along KGB Road southbound through traffic on Main Street is halted.
The vehicle queues spill back through the project area intersections and side streets, further exacerbating

the congestion.

Given the tight spacing of the intersections in the project area, the 2006 Traffic Study and the 2012
Update Reports conclude that downtown traffic flow is controlled by intersection congestion rather than
roadway segment capacity. Reducing intersection congestion is required to address overall system

congestion and traffic delays.

Congestion at intersections is defined in terms of the average delay experienced by approaching vehicles
and is expressed using a measure called Level of Service (LOS). LOS criteria for signalized intersections

describe conditions ranging from free flow at LOS A to forced flow (jammed) at LOS F.

e From LOS A to LOS B, traffic is light to moderate with flow conditions ranging from free flow to
stable flow. In the LOS A/B range, motorists experience slight delays, but don’t wait longer than
one light cycle before proceeding.

e From LOS C to LOS D, traffic congestion begins changing conditions from stable flow to
unstable flow. In the LOS C/D range, motorists experience acceptable or tolerable delays
occasionally having to wait through more than one light cycle before proceeding.




e From LOS E to LOS F, traffic is heavy with congested conditions ranging from unstable flow to
forced flow. In the LOS E/F range, motorists experience intolerable delays and frequently wait
through several light cycles before proceeding.

Volume of traffic approaching an intersection is a major factor in determining LOS. Table 1 summarizes
traffic volumes forecasted within the project area. For purposes of the project traffic analysis, the current
or “existing” year is 2010, a construction year of 2015 is assumed, and the future or “design” year is
2035.

Annual Average Daily Traffic (AADT)
Road Segment 2010 Vehidzeoszzer o 2035
(Existing Year) (Mid-Year) (Design Year)
I(\g:rlﬂssljrlsstto Bogard Road) 9,480 10895 12,645
(I?’SFESRI'?V?IS to Palmer-Wasilla Hwy) 10,015 10.184 10,353
(P(?rrlji(sst;)'/_l é%rr:avgta t)g Main Street) 28,330 37,163 41,492
(P&;II([? ?.tlrgest\l\t/gyLucille Street) 31,220 35,752 43,130

Source: 2010 data (DOT&PF); 2025 and 2035 forecast data from 2012 Traffic Study Update (Kinney).

The roadway segment capacity of the Parks Highway within the project area is estimated to be 35,000
vpd. Traffic volumes on the Parks Highway are forecast to exceed this level by the year 2020 (2012
Traffic Study). For purposes of this intersection capacity analysis, Parks Highway segment volumes were
limited to the estimated capacity on the corridor because modeling an intersection with a volume that
exceeds the capacity of a roadway would skew the results for the associated intersections. If modeled with
the forecast volumes, the results would not accurately reflect potential congestion relief along the Main
Street/KGB Road corridor. Regardless of the configuration modeled, the overwhelming majority of the
green signal time would be assigned to the Parks Highway movements, leaving insufficient time for

traffic movement on the Main Street/KGB Road corridor (Figure 2: Intersection Level of Service).

The LOS for traffic movements at the Main Street/KGB Road intersections through the downtown area

was determined for the current and design years, assuming the roadway system is not improved. For
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intersections where failure is anticipated before the design year, the failure year was also predicted.
Traffic analyses were performed for each intersection with and without the Parks Highway Alternative
Corridor (often referred to as the Wasilla Bypass, it is a long-considered proposal to reroute through
traffic of the Parks Highway around downtown Wasilla); for intersections in the project area there was no

significant difference in the LOS with a bypass.

Within the project area, the entire Main Street/KGB corridor is impacted by poor LOS. Currently, three of
the seven intersections (Paulson Avenue, Herning Avenue, and Susitna Avenue) are operating in the LOS
E/F range. By the design year, if no improvements are made, two additional intersections are predicted to
fail. The Parks Highway and Main Street/KGB Road intersection is currently operating at LOS D;
without improvements, it is projected to decline to LOS F by 2020, and continue to degrade through
2035. Similarly, the Main Street and Swanson Avenue intersection is currently operating at LOS C and is

projected to decline to LOS F by 2025 if no improvements are made.

The project area has businesses and services located on both sides of the Parks Highway and railroad
corridor. Several residential neighborhoods are located south of the Parks Highway, and the schools are
on the north side. KGB Road/Main Street is the only road crossing of the railroad in the area, and it does

not have the capacity to carry current and forecasted traffic volumes.

Downtown Wasilla is bounded by lakes — Wasilla Lake to the east and Lake Lucille to the west — that
constrain constructing other, nearby north-south travel options. The nearest north-south corridor
alternative to drivers — the Palmer-Wasilla Highway — intersects the Parks Highway one mile east of the
project area. An ongoing project to extend South Mack Drive would provide a new north-south corridor at
the intersection of the Parks Highway with Church Road and South Mack Drive, two miles west of the
project area. While these roadways may provide alternative traffic routes, they do not sufficiently address
the existing bottleneck occurring downtown at Main Street/KGB Road. If not addressed, the lack of

north-south connections will increasingly aggravate congested conditions as traffic volumes increase.

The 2010 Annual Average Daily Traffic (AADT) count on Main Street was almost 9,500 vehicles per day
(vpd) and on KGB Road it was slightly higher, just over 10,000 vpd. Traffic modeling forecasts the Parks
Highway AADT to exceed the roadway capacity (35,100 vpd) by 2020. When volume exceeds capacity
on a section of roadway, drivers typically begin to seek alternative routes, change the time of their travel,
or simply choose not to make the trip. This project scope does not address Parks Highway capacity
issues. However, ongoing traffic modeling for other projects suggests the concepts under consideration to

reduce the Parks Highway congestion, including the Parks Highway Alternative Corridor and the Knik




Arm Crossing, would not sufficiently address the capacity problems associated with the Main Street/KGB
corridor. Additional north-south capacity is needed in the downtown Wasilla area to improve the system

connectivity.

Pedestrians trying to access local businesses encounter inadequate and incomplete pedestrian facilities
throughout the project area. Pedestrian facilities on the Main Street/KGB Road corridor are limited to a
short section of sidewalk on Main Street north of the Parks Highway intersection, a section of pathway on
the east side of Main Street between Swanson and Bogard Road, and a pathway along the west shoulder
of KGB Road between the Parks and Palmer Wasilla Highways. KGB Road/Main Street is the only road
crossing of the railroad in the area. Lack of continuous pedestrian facilities connecting residential
development and the senior center to downtown creates unsafe conditions for pedestrians from these areas
who wish to access downtown businesses and services. Discontinuous bicycle facilities in the project area

force bicyclists onto the already congested roadway and into the traffic stream.

Safety concerns within the project area include the close proximity of the railroad tracks to the highway

and high intersection crash rates.

Trains occupying the tracks, from either thru-travel or passenger loading and unloading at the Wasilla
Historic Depot located on Railroad Avenue increase travel delays through the project area. Such delays
contribute to driver frustration and can result in increased risk taking to cross intersections in advance of
oncoming trains. There is also a risk the lowered gates and signals could trap a vehicle on the tracks
should northbound drivers fail to stop to provide the necessary clearance on the tracks. Additionally, the
gates do not provide full closure of the roadway approach due to the lack of a median on KGB Road. No
fatalities have occurred to date; however, City planners, emergency personnel, and the railroad have long

been concerned about the potential risks.

Ten years (1999-2008) of crash data were reviewed for 26 intersections within the project area,
identifying seven intersections with crash rates above the statewide average for similar intersections
(Table 2). Traffic and safety engineers consider an above average crash rate “critical” if statistical
analyses indicate the intersection has a crash rate likely to be higher than other similar intersections,

rather than elevated due to random chance. Five of the seven intersections have above average crash rates




that exceed the “critical” threshold. The intersections with above average crash rates are clustered around

the Parks Highway and Main Street/KGB Road intersection (Figure 3: Intersection Crash Rates). Crash

analyses indicate congestion is likely a contributing factor in these crashes. Data suggest many of the

crashes attributed to the Parks Highway and Boundary Street intersection are rear-end crashes of

westbound traffic due to backup from the Parks Highway and Main Street Intersection.

. . . Crashes Per Statewide -
Intersections with Intersection i Critical
Million Average by .
Crash Rates Above Crashes . 5 Limit
Statewide Average 1999-2008 [Entermg MEESEION Yo (Crashes/MEV)
Vehicles (MEV) | (Crashes/MEV)

Knik Street

@ Herning Avenue 7 1.559 0.669 1.415
Main Street

@ Heming Avenue 41 1.102 0.669 0.906
Parks Highway

@ Main Street/KGB 224 1.639 1.395 1.565

Road

KGB Road

@ Railroad Ave 30 0.795 0.669 0.901
Boundary Street

@ Heming Avenue 18 1.179 0.669 1.046
Parks Highway

@ Boundary Street 74 0.661 0.535 0.653
Parks Highway 63 0.555 0.535 0.652

@ Yenlo Street

NOTE: Shaded rows indicate “critical” intersections. The “critical limit” is determined by statistical analyses that
indicate whether the intersection crash rate is likely to be higher than other similar intersections, rather than elevated
due to random chance. Intersections that exceed the critical limit are identified as critical intersections.

Source: Kinney, 2012.



BOGARD RD

= gE oy

*

| * -

RAILROAD AVESE:

: m
w
- | | ” L i :
Lweille e T

Lalke o B ; g

&

PARK'AVE

"Wﬂﬂ

250 500 750 1,000| LEGEND
I Intersection Crash Rate —— Railroad

T #¢ Below Average [ Project Area FIGURE 3:
uz;x;t..ko.;\lr s‘It 1-“r| '33%‘ Above Average INTERSECTIO N
i * crita CRASH RATES




The following objectives were developed based on the purpose and needs identified in the previous

sections.

» Reduce congestion in the design year for users at intersections along Main Street/KGB Road

e Increase north-south corridor capacity
e Decrease travel time for local trips

e Remove pedestrians and bicyclists from the traffic stream

* Reduce intersection crash rates

e Minimize the roadway-railroad conflicts
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The Main Street/Parks Highway intersection congestion has been an identified problem in Wasilla’s road
grid since the early 1980s. Several previous studies and proposed projects have been initiated to address
the issue. The 1993 DOT&PF Wasilla-Fishhook Road Rehabilitation Project included this project area,
and its stated purpose and need was to provide an upgraded facility that complies with current design
standards, improves capacity, and enhances traffic safety. The Environmental Assessment (EA) for that

project presented a Proposed Action — a two-way couplet — consisting of:

* Athree-lane Main Street with at-grade crossings at the Parks Highway and the Alaska Railroad

* Athree-lane Knik Street with a bridge over the Parks Highway and the Alaska Railroad

While a finding of no significant impact (FONSI) was made, the Proposed Action was not advanced to
final design. When the selected alternative was reconsidered in 2001 by the Wasilla City Council,
additional details in the design identified the footprint of the bridge abutments and road embankments
along Knik Street. The impacts associated with the bridge, which included property impacts to several

businesses and the City Hall property, were considered excessive and intolerable to the City.

The city council then passed a resolution in 2001 supporting a three-lane section along Main Street as an
interim solution to some of the existing problematic issues. Main Street was converted to a three-lane
road with a travel lane in each direction and a two-way center left-turn lane (TWCLTL) during the late

summer of 2001 through a re-striping project.

DOT&PF recognized that this temporary measure would not solve the underlying issue of insufficient
north-south connectivity, and continued to look for a more permanent solution for the downtown area.
The project corridor was divided into segments to allow phased improvements, and construction on the
segment of Wasilla-Fishhook Road from Bogard Road north to Seldon Road was completed in January
2008.

The concept of implementing a one-way couplet was proposed in 2001 as a new alternative that may
provide safe and efficient means of at-grade transportation across the Parks Highway. The DOT&PF then
commissioned a traffic study in 2004 to determine which road alternatives would alleviate Main Street’s

congestion issues and included the one-way couplet concept in this analysis.

The Wasilla Main Street Traffic Study was completed in 2006 (Tryck Nyman Hayes, 2006) and found

that the two-way couplet using Main Street/KGB Road and Knik Street corridors and the one-way couplet




using Main Street/KGB Road and Talkeetna/Yenlo Street corridors would both provide acceptable levels
of service through the 2025 design year. However, the one-way couplet would have fewer right-of-way
(ROW) impacts than other alternatives (see Section 2.5 for more information about other alternatives
considered). The Wasilla City Council passed a resolution in support of the one-way couplet in the
summer of 2006. As the DOT&PF prepared to move forward into the design stage of the project, it
became apparent that a new EA would be required. Since the 1993 EA did not consider the one-way

couplet, the FONSI no longer applied, and a new EA process was initiated.

As part of this new EA process, the 2006 Traffic Study was updated in 2012 (Kinney, 2012), improving
upon the traffic models used in the original report and extended traffic projections out to the new design
year (2035). The 2012 update confirmed the 2006 Traffic Study’s finding that the one-way couplet
concept is the most successful in terms of addressing traffic capacity and safety, however found that the

two-way couplet no longer provided sufficient capacity through the new design year.

One-way couplets are pairs of one-way parallel streets with opposite traffic flow that function as a single
higher-capacity street. One way streets offer greater traffic capacity than two-way streets. Because all
traffic is flowing in the same direction on each street, average speeds can increase and congestion

decrease.

A couplet may reduce the number of intersection crashes in the area or reduce the severity of crashes,
since one-way streets remove the conflict of opposing left-turn movements. Crash analyses performed as
part of the 2012 Traffic Study Update (see Appendix A) project that the one-way couplet concept would
improve safety in the area—along with achieving the primary goals of improving mobility, increasing

north-south capacity and connectivity, and reducing congestion.

The Proposed Action consists of a one-way couplet with a southbound corridor along Main Street/KGB
Road and a northbound corridor on the Yenlo Street/Talkeetna Street corridor. It was identified as
Modified Alternative D in the 2006 Traffic Study and as Alternative D, Option 2 in the 2012 Traffic
Study. The typical section would be two and three lane one-way legs, with turning lanes as needed. An at-
grade intersection would be constructed at the intersections of Yenlo Street/Talkeetna Street corridor with
the Parks Highway and the Alaska Railroad, and traffic signals would be installed and replaced along

several intersections. Figure 4 provides a detailed schematic of the proposed improvements.
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The Yenlo Street/Talkeetna Street corridor would also
need to be extended at both the north and south ends of
the existing roads. A southern expansion would start
from KGB Road near Enter Way and connect into the
existing Talkeetna Street dead-end at Park Avenue. A
northern expansion would extend Yenlo Street to
Bogard Road. The new roadway segments would be

approximately one-third mile (south end) and one-

Existing Signal
1 7 e sigu

tenth mile (north end). i e g = ™

Other alternatives were considered in the 1993 EA, - 2
2006 and 2012 Traffic Studies, and prior planning | : M "

studies (see Section 2.5). This alternative was chosen

as the preferred route for several reasons including:

e Only alternative providing an acceptable level of service for the study area through the 2035

design year, regardless of whether or not the Parks Highway bypass has been built

< Allows full control of traffic at the railroad crossings by providing complete gate arm coverage

with a relatively short gate

e Crash Analysis suggests a nine percent crash rate reduction across all affected intersections in
study area, as well as a nine percent crash rate reduction at intersections with crash rates greater
than the average rate

e Minimizes ROW impacts to business and residential properties

This alternative would also provide facilities to separate pedestrians and bicyclists from vehicle traffic
and provide opportunities for downtown core area enhancements, consistent with the City Comprehensive

Plan.

$*)
Evaluation of a No Build Alternative is required under National Environmental Policy Act (NEPA)
regulations as a baseline for comparing the effects associated with the build alternatives. The No Build
Alternative uses the existing roadway with no capital improvement, meaning only routine activities such

as road maintenance and repair would occur during the next 20 years along the corridor. The No Build




Alternative does assume that other projects (ongoing or planned) within the project area or vicinity would
proceed.

Under the No Build Alternative, the existing roads would remain unchanged with no improvements. Main
Street would retain its existing at-grade crossing of the Parks Highway and three-lane typical section. No
improvements to any of the other downtown roads would be made. Consequences of taking no action
would be increased congestion and occasional immobility during peak traffic periods. The LOS rating
would degrade to “F” and the capacity of roads and intersections would be exceeded. The crash rates for

the involved intersections would continue to increase and longer queues would become inevitable.

Because the No Build Alternative does not reduce congestion along the corridor(s), address any of the
intersection safety concerns, traffic delays, or reduce potential vehicle conflicts with trains, it does not

meet the purpose and need for the proposed project and is not recommended.
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This Alternative, known as Alternative B in

the Traffic Studies, would widen Main

Street/KGB Road to five lanes, two lanes in
each direction with a TWCLTL, between

Bogard Road and Susitha Avenue. This
scenario would not provide the minimum
LOS for the intersections involved. More
turning conflicts at the Parks Highway
intersection would result, as well as conflicts
within the TWCLTL. It would create

pedestrian/vehicle conflicts when pedestrians
cross five lanes of traffic. It also has
detrimental ROW acquisitions in downtown
Wasilla. The business frontage along Main
Street would be nearly eliminated by this
alternative’s widening requirements. This
would diminish the small town atmosphere of

the city center.




