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PREFACE
PROJECT ADVISORY GROUP
This plan has been guided by a project advisory group made up of agency staff and members of the
general public. The four advisory group meetings held over the course of developing this plan have
provided a forum to present, discuss, and receive feedback on major issues throughout the
development of the project. Feedback from this group has been invaluable to this plan’s
development. Advisory group members are identified below.
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1.0 EXECUTIVE SUMMARY
The purpose of the College Road Corridor Study is to establish a long-range plan for College Road
through the identification of safety improvements that will consider access and mobility for all
users. The FMATS 2035 Metropolitan Transportation Plan (MTP) and the FMATS Non-Motorized
Transportation Plan identified College Road as exceeding the statewide average for crashes and as
one of the most popular routes in the region for bicyclists and pedestrians. Figure 1 illustrates the
corridor and the segmentation of the corridor for this study.

Figure 1. Study Area

The three segments were determined based on their unique characteristics. The West Segment has
four-lanes (two through lanes in each direction), is primarily surrounded by residential and local
commercial uses, and has relatively long spacing between signalized intersections. The Middle
Segment serves as a transition between the five-lanes at the Johansen Interchange and the fourlanes in the West Segment. The East Segment has five lanes (two through lanes in each direction
and a center left-turn lane) and is surrounded primarily by larger commercial retail developments,
including the Bentley Mall.

EXISTING AND FUTURE 2035 TRAFFIC AND SAFETY ANALYSIS
Safety and mobility were evaluated for each segment. The evaluation of the existing conditions
identified the following findings:


All of the intersections currently operate acceptable levels of service and have excess
capacity ranging between 20 percent and 60 percent depending on the intersection.

Kittelson & Associates, Inc.
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Analysis of historical crash records did not identify any intersections or segments with
significantly higher crash rates based on the ADOT&PF evaluation procedures.
o Only the section between Danby Street and Margaret Avenue exceeded the
statewide average but did not exceed the critical crash rate.
o The intersections at the Steese Highway, Old Steese Highway, Illinois Street, and
University Avenue exceeded the statewide average but not the critical crash
rate.



The pedestrian level of service is generally LOS B on the western section and LOS C on
the eastern section of the study corridor.



The bicycle level of service is generally LOS D and E due to a lack of specific on-street
accommodation of bicycles. Following are some of the key observations:
o The narrow travel lanes, relatively high speeds, and sections with a high density
of driveways are difficult and challenging for higher speed bicyclists in the west
and middle segments.
o The high speeds, large intersections and driveways, and lack of shoulders in the
east segment create a relatively poor environment for bicycles.



The corridor has a very high level of transit ridership and is a critical connection to the
University, which accounts for one third of MACS transit trips.

A similar evaluation of future conditions was completed. The future horizon year was identified to
be 2035. Future traffic forecasts were developed using the regional travel demand forecasting
model. The future 2035 conditions analysis identified the following:
•
•

•

All intersections are projected to continue to operate acceptably in 2035 with the turn-lane
and intersection improvements programmed by FMATS and DOT&PF in the next few years.
The pedestrian and bicycle levels of service are impacted by the traffic growth projected in
2035 but not significantly.
o The bicycle LOS is reduced to LOS E for a greater amount of the corridor and LOS F in
the vicinity of the Old Steese Highway.
The lack of marked pedestrian crossing locations west of Danby Street is a concern and
therefore crossings may be necessary in the future. Following are the potential pedestrian
crossing locations that should be considered for an marked crossing:
o Near Hess Avenue
o Near Westwood Way
o Near Old College Road
o Near Kathryn Avenue

As identified above, the vehicle mobility is projected to remain acceptable through 2035. On the
other hand, the bicycle level of service was found to be relatively poor because the current
Kittelson & Associates, Inc.

3

College Road Corridor Study
1.0 Executive Summary

September 2014

configuration of College Road requires bicycles to share the sidewalk with pedestrians. This is
considered undesirable because this configuration has shown to result in a significantly higher
incidence of bicycle-motor vehicle crashes with bicyclists riding on the sidewalk as opposed to
bicyclists operating on the roadway. For higher-speed riders, riding on the sidewalk can create
dangerous conflicts with pedestrians, especially on sidewalks that do not provide the typical 10 foot
minimum for a multi-use path. Another key issue with sidewalk bicycle riding is the potential for
bicyclists riding against the flow of adjacent traffic, as motorists crossing or turning left or right at
driveways and intersections usually do not look for bicyclists traveling on the sidewalk.

EVALUATION OF CROSS-SECTION OPTIONS
The development of cross-section options was based on key goals formed as part of a robust public
outreach process that included a project advisory group, an interactive project web site, updates to
the FMATS Technical and Policies Committees, and two public open houses. Based on input from
the public and project advisory group, the following key goals were developed which include:
•

•
•

•
•

Improve mobility for all modes of
travel:
o Accommodate existing and
future travel demand.
o Provide improved bicycle
facilities to accommodate
higher-speed users.
Improve safety for all users.
Minimize impacts on land-uses and
right-of-way:
o Minimize impact to existing
Figure 2. Public Open House Meeting
development.
o Support local development
along the corridor.
Create a corridor and streetscape that supports healthy and walkable communities.
Identify a cost effective and implementable plan that:
o Can be efficiently maintained over time.
o Can be implemented over time.

A key constraint in the development of options was that they require little or no additional right-ofway. Therefore, options that required additional right-of-way to accommodate new travel lanes or
potentially included new roadway or separated pathway alignments were not considered as
options.
Based on these factors, four general options were developed for each segment with include:

Kittelson & Associates, Inc.
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1. No-build (do nothing)
2. Restripe the existing curb-to-curb to add bicycle lanes which:
a. Requires 4-Lane to 3-Lane conversion for the West and Middle Segments.
b. Requires the lanes and the median to be narrowed on East Segment.
3. Create multi-use pathways with a buffer from traffic on both sides which requires moving
curbs inward and:
a. Requires 4-Lane to 3-Lane conversion
west of the Margaret Avenue (See
Figure 3).
b. Requires the lanes and the median to be
narrowed on East Segment.
4. Create multi-use pathway with a buffer from
traffic on north side with which requires moving
the north curb inward and:
a. Requires 4-Lane to 3-Lane conversion
west of the Margaret Avenue.
b. Requires the lanes and median to be
narrowed on East Segment.
The evaluation of options yielded the following results:
•

•

•

The West Segment and Middle Segment can
function through 2035 and still remain
approximately 30 percent below the capacity
of those segments with a reduction to one
travel lane in each direction and addition of a
center turn lane (three-lane section).
The most significant safety benefit would be the
result of converting the exiting four-lane
sections of the West Segment and Middle
Segment to three lanes (one through lane in
each direction and a center turn lane). National Figure 3. Example of Three Lanes with Bicycle
Lanes and Existing Four Lanes in West
data suggests conversion from four lanes to
Segment
three lanes would result in a 29 percent
reduction in crashes for those segments.
The following is a brief summary of findings based on the application of the evaluation
criteria for each cross-section option:
o Option 1: The no-build alternative is cost effective, but does not address the future
needs of the West Segment and Middle Segment to provide a continuous facility
that can accommodate bicycles and pedestrians and result in improved safety for
vehicles.

Kittelson & Associates, Inc.
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o Option 2: The installation of bicycle lanes ranked high with respect to the evaluation
criteria and can be accomplished with relatively low impacts and low cost with the
exception of a few locations in the Middle Segment in which curbs and medians will
require modifications
o Option 3 and 4: The multi-use pathway options ranked lowest due to the impact on
businesses on the West Segment resulting from the need to consolidate driveways,
higher costs due to moving the curbs, and significantly more ongoing maintenance
since the buffer area would need to be maintained.
The East Segment already has wider multi-use sidewalks, lower driveway densities that
reduce conflicts with the sidewalk users, and some complexities such as the railroad
crossing. These factors resulted in similar rankings for both the no-build and the creation of
on-street bicycle lanes.

Based on the technical evaluation and public involvement process, installation of bicycle lanes is
recommended on the West and Middle Segments. The bicycle lanes could potentially be installed in
conjunction with other vehicular capacity improvements. In addition, additional bus pullouts should
be installed to ensure adequate vehicle operations. At the Johansen Expressway interchange,
bicycles would be routed back onto the sidewalk to traverse the interchange and continue to the
Steese Highway.
East of the Johansen Expressway interchange, minor modifications to the lane and median widths
are recommended to provide a narrow shoulder that will act as a buffer area between the vehicles
and the pedestrian and bicycles on the multi-use sidewalk. The key driving factors for these
recommendations include:
•

•

•

•

High Multimodal Usage/Pedestrian-Bicycle Functionality: The College Road corridor has one
of the highest amounts of pedestrian, bicycle, and transit usage throughout the City of
Fairbanks and that trend is expected to continue into the future. The current sidewalks in the
West Segment and Middle Segment are narrow and do not support future growth in
pedestrian and bicycle use. The wider sidewalk in the East Segment provides better
accommodation of pedestrians and bicycles, but the comfort level is compromised without
any buffer between the sidewalk and pedestrians.
Traffic Functionality: The ability to serve future traffic demand through 2035 is unaffected
with the addition of bicycle lanes and changes in cross sections in the West and Middle
Segments.
Vehicular Safety: Converting the West Segment and four-lane sections of the Middle
Segment from four to three lanes is expected to reduce crashes by 29 percent in those
sections.
Bicycle Safety: Bicycle lanes on the West and Middle Segments provide the best safety for
both pedestrians and bicycles. Slower speed bicycles and children can continue to use the
sidewalk and higher-speed cyclists can utilize the in-street bicycle lanes which reduce
conflicts with vehicles turning into and out of driveways.

Kittelson & Associates, Inc.
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Cost Effectiveness: Bicycle lanes can be installed along the West and Middle segments
without changing the outside curbs, with the exception of a few isolated locations and
therefore are cost effective.
Minimal Maintenance Impact: Bicycle lanes on the West Segment and Middle Segment will
not significantly affect the maintenance costs or snow removal process.
Right-of-way Constraints: The recommendations require only right-of-way in a few locations
for traffic merging and creation of additional bus pullouts.

RECOMMENDATIONS
West Segment
The typical cross section for the West Segment, as illustrated in Figure 4, maintains the existing curb
lines and reallocates the existing four travel lanes into two vehicle travel lanes, a center turn lane,
and a bike lane in each direction.

Figure 4. Recommended West Segment Cross Section: Three Lanes with Bicycle Lanes

Key operational and safety aspects for these changes to the West Segment include the following:
•

•

•

The evaluation of this option confirmed that the three-lane cross section can effectively
serve 2035 projected traffic volumes with approximately 30 percent available capacity
remaining.
This option improves the bicycle level of service along the corridor, provides a safer option
for confident bicyclists to ride where they are more visible to drivers, and allows younger
riders and recreational riders to continue to be able to utilize the multi-use sidewalk.
The three-lane conversion is forecast to reduce crashes on the corridor by 29 percent as
described in the previous sections.

Kittelson & Associates, Inc.
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In addition to the typical cross section recommended for this segment, key improvement
recommendations are described below and are illustrated in Figure 5.
•
•
•
•

Conversion to three lanes with bicycle lanes. This includes traffic signal modifications to
accommodate the left-turn lane, cross-section changes.
A new westbound right-turn lane at the Aurora Drive intersection.
Additional bus pullouts at locations with high user demand to allow for buses to stop
outside the travel lane.
Future designated pedestrian crossings which will incorporate pavement markings and
potentially other safety enhancements if warranted by high pedestrian use.

Also shown in Figure 5, are the recommended time horizons for the improvements, and some
concepts and pictures shown possible configurations for improvements.
These improvements can be generally be done incrementally as funds and concurrent projects
emerge although it is important to provide consistency within an area of the corridor and avoid
short sections with bicycle lanes between existing sections without bicycle lanes. Some of these
measures could potentially be implemented as part of the upcoming FMATS College Road
rehabilitation project, pending project schedule and environmental review, or through the creation
of an additional pavement rehabilitation project.
The cost of the improvements on the West Segment was estimated to be approximately $2.1
million. As the majority of that estimate is construction costs such as repaving and restriping, these
modifications could likely be implemented more efficiently as part of the upcoming FMATS
Rehabilitation project.

Kittelson & Associates, Inc.
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Middle Segment (Transition Area)
The Middle Segment is an existing transition area from four lanes (two through lanes in each
direction) to five lanes (two through lanes in each direction and a center turn lane. In the existing
four-lane section, the existing curbs remain and the existing four travel lanes are reallocated into
two vehicle travel lanes, a center turn lane, and a bike lane in each direction. On the eastern end of
this segment, five lanes will remain and minor roadway widening and narrowing of the median will
be necessary to add bicycle lanes. Figure 6 shows the recommended cross sections for the Middle
Segment.

Margaret Avenue to Blanche Avenue

West of the Johansen Expressway

Figure 6. Recommended Middle Segment Cross Section: Three/Five Lanes with Bicycle Lanes

At the Johansen Expressway interchange, bicycles would be transitioned via bicycle ramps onto the
sidewalk. They would then proceed across the ramp intersections as they do today.
The key operational and safety aspects of this recommendation for the Middle Segment include the
following:
•

•

The evaluation of this improvement option confirmed that the three-lane cross section can
effectively serve 2035 projected traffic volumes with approximately 30 percent available
capacity remaining.
This option improves the bicycle level of service along the corridor, provides a safer option
for confident bicyclists to ride where they are more visible to drivers, and allows younger
riders and recreational riders to continue to be able to utilize the multi-use sidewalk.
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When combined with the West Segment, bicycle lanes will be provided from University
Avenue to the Johansen Expressway.

At the Johansen Expressway interchange, bicycles would be transitioned via bicycle ramps onto the
sidewalk. They would then proceed across the ramp intersections as they do today.
While there are significant advantages to adding bicycle lanes to the Middle Segment, there are
impacts due to the transition from the recommended three lanes to five lanes west of the Johansen
Expressway interchange. The key recommendations are described below and are illustrated in
Figure 7.
•
•

•

The existing bus stops can be relocated and bus pullouts provided on the east approach to
the College Road/Margaret Avenue/Antoinette Avenue intersection.
The transition from four/five travel lanes at the Johansen interchange to the east requires
additional right-of-way due to the design requirements for merging westbound traffic at 35
mph.
The westbound interchange ramp and acceleration lane would be reconfigured to reduce
conflicts with bicycles and provide improve sight lines for vehicles making right-turns from
the ramp.

A planning-level cost of approximately $2.0 million was estimated for the 0.3-mile length of the
Middle Segment. A significant portion, approximately 75 percent, is due to the impacts on right-ofway to accommodate the merge of the westbound lanes into one lane. Given the need to acquire
right-of-way and the changes required at the Johansen Expressway ramp, modification of this
section of College Road will likely require additional study as part of an environmental process.
Results of additional study may not yield the same outcome.
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East Segment
The cross section for the East Segment, as illustrated in Figure 8, maintains the existing curb lines
and reallocates lane width within the existing five lanes (four travel lanes and center median) to add
a three-foot shoulder in each direction. In addition, trimming the center median by approximately
two feet to 14 feet provides additional width and still allows the median to be maintained the full
length of the corridor although the median against the left-turn lanes will be a narrower design.
Key operational and safety aspects of this option include the following:
•
•

Traffic capacity is unaffected with the narrowing of the travel lanes and median.
The added shoulder, though not wide enough to serve as a bike lane, provides a buffer
between the sidewalk and the travel lanes, increasing the comfort of pedestrians and
bicyclists.

Figure 8. Recommended East Segment Cross Section: Five Lanes with Shoulders

In addition to the cross-sectional changes illustrated in Figure 8, key recommendations are
described below and are illustrated in Figure 9.
•

•
•

Modification of the College Road/Illinois Street intersection to bring the right-turn lanes
through the intersection to reinforce the pedestrian and bicyclist crossings to drivers, slow
vehicle speeds across the crossings, and reduce conflicts with bicycles.
A westbound right-turn lane at the northbound College Road/Johansen Expressway ramp
terminal to accommodate forecast vehicle growth.
Elimination of the right-turn acceleration lane at the eastbound off-ramp from the Johansen
Expressway onto College Road to reduce bicycle conflicts and ease pedestrian crossings.
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While the recommended improvements in the East Segment are focused on restriping, they also
require the center median to be modified as well as minor modifications to the signalized
intersections. Due to these factors, the implementation in this segment was estimated to cost
approximately $1.5 million.

IMPLEMENTATION RECOMMENDATIONS
Implementation of the recommendations varies based on the unique elements of the
recommendations, implementation cost and need, and the outcome of other ongoing or future
studies.
Table 1 shows a summary of the implementation recommendations. For the purpose of identifying
a prospective timeframe for improvements, the following timeframes were used:
•
•
•

Near-Term: Generally intended to be in the next 5 years.
Medium-Term: Generally in the next 5-10 years
Long-Term: Generally in the next 10-20 years

The recommendations included in this study establish a long-range plan for College Road through
the identification of safety improvements that will consider access and mobility for all users. The
implementation recommendations provide a framework for roadway, pedestrian, bicycle, and
transit improvements over the next twenty years. This framework sets the stage for FMATS,
DOT&PF, and the City of Fairbanks to achieve and integrated corridor with improved safety for all
users.

Kittelson & Associates, Inc.
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Timeframe

Transit Operations/Safety

Bicycle Safety

Pedestrian Safety

Vehicle Capacity

Segment & Recommendation
Element

Vehicle Safety

Table 1. Implementation Recommendations

Expected Benefits

West Segment

Near-Term

Restripe to three lanes with bicycle
lanes

x

Margaret/Antoinette intersection realignment

x

x

Westbound right-turn lane at Aurora
Drive

x

x

x

Completion of sidewalk on south side
Install Bus Pullouts
Long-Term

x

- Separate right-turning vehicles from traffic lane
- Reduce necessary green time
- Provide path connectivity
- Reduce pedestrian crossings
- Serve adjacent uses

x

x

Enhance Pedestrian Crossings as
Warranted

Reduce vehicle crashes by 29%
Separate left-turning vehicles from travel lane
Improve visibility and comfort of bicyclists
Separate fast bicyclists from pedestrians

- Reduce vehicle crashes
- Simplify signal phasing
- Improve pedestrian crossings

x

x
x

-

x

- Separate stopped buses from through traffic
- Improve the safety and efficiency of pedestrian
crossings where warranted.

x
Middle Segment

MediumTerm

Restripe western half to three lanes
and modify eastern half to add
bicycle lanes

x

x

x

-

Re-align Johansen off-ramp

x

x

x

- Enhance sight distance for merging vehicles
- Reduce vehicle/bicycle conflicts

Install Bus pullouts

x

x

x

Reduce vehicle crashes by 29%
Separate left-turning vehicles from travel lane
Improve visibility and comfort of bicyclists
Separate fast bicyclists from pedestrians

- Separate stopped buses from through traffic

East Segment
Near-Term

Eastbound dual right-turn lane at the
Steese Highway

x

x

- Additional capacity, reduced delay, and reduced
queuing at the Steese Highway intersection

Near-Term

Westbound right-turn lane at the Old
Steese Highway

x

x

- Additional capacity, reduced delay, and reduced
queuing at the Old Steese Highway intersection

Long-Term

Narrow median and restripe travel
lanes to provide a 3-foot shoulder

Kittelson & Associates, Inc.
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2.0 INTRODUCTION
PLAN BACKGROUND
The
FMATS
2035
Metropolitan
Transportation Plan (MTP) and FMATS
Non-Motorized
Transportation
Plan
identified College Road as having sections
with high numbers of vehicle crashes and
also being one of the most popular routes
in the region for bicyclists and pedestrians.
As such, the purpose of this study is to
identify projects to improve the safety for
all roadway users.

PUBLIC INVOLVEMENT

Figure 10. Bicyclist Approaching an Intersection on
College Road

This plan is the result of collaboration across agencies and input from the general public. This
outreach has been accomplished through:


A project advisory group;



A project website;



Seven FMATS Technical and Policy Committee meetings; and



Two public open houses.

Project Advisory Group
This plan has been guided by a Project Advisory Group made up of agency staff and members of the
general public. The four Project Advisory Group meetings held over the course of developing this
plan have provided a forum to present, discuss, and receive feedback on major issues throughout
the development of the project. These meetings have covered the following items:


Role of the Project Advisory Group; draft goals, objectives; and review of evaluation
criteria.



Draft existing conditions analysis.



Draft needs analysis.



Draft roadway section alternatives.



Draft improvement and implementation recommendations.

Kittelson & Associates, Inc.
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All of the Project Advisory Group meetings have been open to the general public and advertised on
the project and FMATS websites. Their comments, as well as notes from all four meetings, are
included in the Technical Appendix.

Project Website
The project team has maintained an interactive
project website throughout the duration of this
plan (http://maps.kittelson.com/collegeroad). This
website was advertised on, and linked to from the
FMATS home page. It also received additional
advertising through FMATS newsletters, and
targeted e-mailings to participants. The primary
purpose of the website is to engage area residents
outside of the traditional open house setting. This
has been accomplished through comments and Figure 11. Web Interactive Mapping Tool
including a map-based feedback tool and an
electronic survey, posting project status updates, and providing relevant project documents for
download and viewing by the general public.
The interactive map-based feedback tool, shown in Figure 11, opened for comments in mid-April
2013 and closed at the end of June 2013. During this time, the website received a total of 39
comments.

Public Open House
In addition to the project website and advisory group meetings, the general public has had the
opportunity to learn about the project and provide input via two open houses held on the evenings
of May 14th, 2013 and September 3rd, 2013. The first open house was held at the Artisan’s
Courtyard on College Road and the second open house was held at the Bentley Mall. Each open
house was conducted in a general open house format where the public could view presentation
boards and provide comments to the project team and agency staff. Feedback from each meeting
was received through general comment forms provided at the meetings and from specific
comments provided on map displays placed throughout the open house.
At the public open houses, two forms of commenting were offered at the first public workshop:


Notes on large aerial maps of each section of the corridor.



Submission of comment sheets.

Kittelson & Associates, Inc.
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Each open house was staffed by members of the
consultant team, FMATS, and ADOT&PF.
Approximately 45 people attended the first open
house and 43 people attended the second open
house. Outreach for the events spanned a
number of mediums to various groups. Ads were
published in the Fairbanks Daily News-Miner, on
the project and FMATS websites, and e-mails
were been sent to targeted audiences. In
addition, post cards were mailed to property
Figure 12. First Public Open House
owners along the corridor.
The primary purpose of the first public open house was to introduce the project to the community
and gather input on needs for the corridor and potential types of cross-sectional improvements that
might be considered. Consequently, much of the space at this meeting was dedicated to providing
maps that residents could mark-up and comment on. Informational boards were provided to cover
the project purpose, goals, and existing bicycle and pedestrian networks.
The second public open house took place after completion of the evaluation of conceptual options.
The purpose of this meeting was to inform members of the public of the draft set of identified
needs and cross-sectional options in order to gather feedback on those needs and identify which
options were the most supported by the public.

FMATS Technical and Policy Committees
FMATS is guided by two standing committees, which are the Policy Committee and the Technical
Committee. The Policy Committee has the ultimate responsibility of adopting this plan. Each
committee has been regularly updated on the progress of this plan and members of both
committees have provided feedback on project deliverables and what issues they feel are important
to be addressed in this plan. Three updates were provided to the Technical Committee and four
updates were provided to the Policy Committee over the course of the project.

GOALS AND OBJECTIVES
The goals and objectives were derived from transportation‐related goals in applicable
transportation plans for the study area and based on input received from the Project Advisory
Group. The goals provide discrete components that, if achieved, will provide an implementation
plan for improvements on College Road that satisfy the purpose of this study to identify projects to
improve the safety of the corridor while facilitating access and mobility for all roadway users. The
objectives provide specific direction to accomplish the plan’s goals and the measures provide a
means to assess progress toward these goals. Table 2 displays the goals and objectives and, where
possible, some form of measure.
Kittelson & Associates, Inc.
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Table 2. Summary of Goals and Objectives
Key Goal/Criterion

Mobility

Improve Mobility of All
Modes of Transportation

Safety

Improve safety for all
users

LandUse/Access &
ROW

Maintain Local Land-Use
Accessibility and
Minimize Right-of-Way
Impacts

Streetscape

Ability to Improve the
User Environment

Implementation,
Cost,
Maintenance
Flexibility to Implement
Over Time and Cost

Kittelson & Associates, Inc.

Objectives

Measures

Ensure vehicle capacity is available along the
corridor to accommodate future traffic growth.

Maintain acceptable volume-to-capacity ratios at key
intersections through year 2035.

Provision of improved bicycle facilities to
accommodate higher-speed bicycle users.

Improve the pedestrian and bicycle level of service to
the extent possible.

Enhance connectivity with continuous sidewalks
and additional crossing opportunities

Provide continuous sidewalk connections along the
corridor and pedestrian crossings as needed and
warranted.

Reduce conflicts between motor vehicles through
measures such as improvements to the roadway
and provision of left-turn lanes at key
intersections.

Identify cross-sectional improvements and intersection
improvements to reduce crashes.

Reduce bicycle/pedestrian conflicts by providing
separate bicycle lanes or a wider sidewalk that
functions as a multi-use path.

Improve separation of high-speed bicycles from
pedestrians and provide buffers between vehicles and
pedestrians.

Provide bus pullouts at high-use stops if an
additional lane for through traffic to pass is not
provided.

Provide bus pullouts at high-use bus stops. Consider
local ordinances requiring vehicles to yield to buses
merging back into traffic.

Provide for appropriate access for emergency
vehicles

Maintain a cross section in which emergency vehicles
can get by traffic using a travel lane or traversable turn
lane in the case of an emergency.

Design improvements with consideration of how
existing development is impacted, supported, or
leveraged for future development. Enhance
property values where possible.

Maintain or enhance vehicular access to the
neighborhoods, businesses, and public facilities along
the corridor. Enhance access through provision of turn
lanes and interconnect parking lots within or between
adjacent parcels

Ensure integration and coordination with plans
and standards of ADOT&PF, FMATS, City of
Fairbanks, and the Fairbanks North Star Borough
(FNSB).

Develop a process for monitoring the implementation of
improvements

Supports healthy and walkable communities

Provides a comfortable environment for pedestrians by
providing connections to transit and neighborhoods.

Improves the bicycle and pedestrian experience

Separates pedestrians from bicycles and vehicles and
minimizes conflicts at driveways and intersections

Creates opportunities to create activity centers or
extensions of business toward the street

Provides a nice sidewalk area which could connect to the
frontages of businesses and incorporate street furniture.

Identify improvements that be completed through
phased funding over time.

Focus on cross-section options that are constructed as
smaller improvements over time.

Develop state, regional, and local partnerships to
fund and implement the corridor plan. Develop an
ongoing monitoring program to assess plan
implementation and to identify needed
adjustments.

Utilize the existing FMATS committees to oversee the
implementation of the recommendations for College
Road.

Minimize implementation cost due to the lack of
funding available for projects in the region.

Focus on improvements that can be done as extensions
of other planned or programmed projects in order to
optimize capital improvement budgets.

Minimize the need for costly items such as
structures, environmental mitigations, and
maintenance of traffic.

Only consider options that require minimal or no
additional right-of-way.

Does not significantly increase the cost of
maintenance over time

Minimize treatment such as landscaping that requires
constant maintenance
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3.0 EXISTING CONDITIONS
This section provides a summary of the existing conditions along the College Road corridor. In doing
so, it sets the stage for developing and recommending improvements to the system. Opportunities
for near-term improvements are identified based on historical crash data, an analysis of the levelof-service (LOS) provided by select corridors, gaps in the system, and other deficiencies identified
by the public.

TRANSPORTATION FACILITIES
College Road is a Minor Arterial that generally runs east-west and connects the Steese Highway at
the eastern end to University Avenue on the western end. Within the study section of College Road,
the corridor has three distinct characters. Figure 13 illustrates the three study segments within the
study corridor.

Figure 13. Study Area

The West Segment is approximately 2.8 miles long and is bordered by small businesses and singlefamily homes. The Middle Segment includes the ramps from the Johansen Expressway and is
approximately 0.3 miles long. The Middle Segment serves as a transition area between the western
section and eastern section. The East Segment is approximately 0.8 miles in length and serves the
large retail district as well as connects the Johansen Expressway to the Old Steese Highway and the
Steese Highway. The East Segment, between the Steese Highway and the Johansen Expressway is
adjacent to the Bentley Mall shopping center and serves as a the primary access to the adjacent
retail businesses. Table 3 summarizes the characteristics of College Road.
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Table 3. Existing Transportation Facilities

Roadway

Functional
Classification

Cross section

Posted
Speed
(mph)

Sidewalks

College Road
(University Ave-Margaret Ave)

Urban Minor
Arterial

4 Lanes

35/40

College Road
(Margaret Ave-Johansen Expy)

Urban Minor
Arterial

5 Lanes

College Road
(Johansen Expy-Steese Highway)

Urban Minor
Arterial

5 Lanes

1

Bicycle
Lanes

On-Street
Parking

Yes

1

No

No

35

Yes

No

No

35

Yes

No

No

The south side of College Road between Aurora Drive and Alaska Way does not include a sidewalk.

EXISTING LAND USE
Figure 14 displays the existing zoning along the study corridor. The land use adjacent to College
Road near University Avenue is primarily commercial transitioning to primarily residential on the
south side of the road east to the Johansen Expressway. East of the Johansen Expressway is zoned
primarily general use and is largely developed as large-scale retail. Areas classified as “Multi-Family
Residential” are comprised of several zoning districts that allow for more than one dwelling unit per
lot.

Figure 14. College Road Corridor Land Use Zoning

Kittelson & Associates, Inc.
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TRAFFIC VOLUMES AND PEAK HOUR OPERATIONS
Traffic volumes, pedestrian and bicycle counts, and crash data were assembled and analyzed for the
corridor and are described below and in the following sections.

Historical Traffic Data
Historical traffic counts show a distinct decline in volumes during the late 1990s with the
construction of the Johansen Expressway, as shown in Figure 15. This decline is particularly evident
on the West Segment of the corridor. Traffic volumes have showed a low rate of growth since the
middle 1990s. Figure 15 also illustrates the general ADT ranges for three-, four-, and five-lane
roadways based on Florida DOT generalized ADT tables and serve as a rule-of-thumb. Locationspecific daily roadway capacities vary by volume peaking, turning vehicle volumes, and intersection
control.

Figure 15. College Road Historical Average Daily Traffic
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Figure 16 shows the existing daily trafffic along College Road. As shown in Figure 16, the daily traffic
varies from approximately 9,000 to 12,000 on the West Segment to approximatley 14,000 to 21,000
on the East Segment.

Figure 16. Existing Average Daily Traffic on College Road (2012)

Existing Traffic Data
Fairbanks Metropolitan Area Transportation System (FMATS) and Alaska Department of
Transportation and Public Facilities (DOT&PF) staff provided recent average daily traffic and
weekday intersection turning movement counts at the study intersections along the study corridor,
including:


College Road/Steese Highway



College Road/Old Steese Highway



College Road/Crossover Way



College Road/Illinois Street-Bentley Trust Road



College Road/Johansen Expressway



College Road/Margaret Avenue-Antoinette Avenue



College Road/Danby Street



College Road/Aurora Drive



College Road/University Avenue-Famers Loop Road

Kittelson & Associates, Inc.
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The weekday peak hour turning movement counts were collected primarily in 2011 and 2012 with
the exception of the College Road/Illinois Street-Bentley Trust Road intersection. Due to the traffic
impacts of the ongoing construction at this intersection, pre-construction turning movement counts
from 2009 were the most reliable counts available.
Each of the study intersections was inventoried to identify the lane configurations and signal
phasing. DOT&PF staff supplied the existing signal timing sheets for each of the study intersections.
These data were assembled to determine the existing traffic conditions along the corridor. Two
measures of effectiveness were evaluated for the traffic operations. The first was Level of Service
(LOS) which is based on the average delay to the vehicles. The second was the volume-to-capacity
(V/C) ratio which is a measure of the amount of intersection capacity that is being utilized at the
intersection. Figure 17 shows the existing lane configurations and traffic control devices. Figure 18
shows the existing weekday a.m. and p.m. peak hour traffic operations at the study intersections.

Level of Service Evaluation
Vehicle operations at intersections are chiefly assessed by volume-to-capacity ratio and average
control delay, the latter of which is used to assign a Level of Service (LOS). Motorists using an
intersection that operates at LOS A experience very little delay, while those using an intersection
that operates at LOS F will experience intolerably long delays. While FMATS nor the DOT&PF do not
have set minimum LOS guidelines for studies such as this, generally, LOS D and better is considered
acceptable. While LOS is not directly related to the intersection V/C ratio, it generally coincides
with a V/C ratio of approximately 0.81-0.90. Therefore, for the purpose of this analysis LOS D and a
V/C ratio of less than 0.90 is considered acceptable.
Based on the thresholds described above, all of the study intersections operate at acceptable levels
of service and are within the available capacity as the highest calculated V/C ratio is 0.79 at the
College Road/Illinois Street-Bentley Trust Road intersection. Based on the V/C ratios, the
intersections generally have approximately 20 percent to 60 percent excess capacity available for
future growth. All intersections are estimated to operate and LOS C or better with the exceptions of
College Road at the Old Steese Highway and the Steese Highway, which operate at LOS D.
While the levels of service and V/C ratio’s indicate acceptable operation, intersection spacing and
turning movements at some locations causes traffic to queue between intersections which can
result in worse operation than indicated by the analysis. Some of these locations include College
Road between the Illinois Street and the Johansen Expressway Eastbound Ramp and between the
Old Steese Highway and the Steese Expressway
In general, the intersections on the western portion of the corridor have lower V/C ratios than the
eastern portion, which is consistent with the lower volumes on that segment. This indicates that the
existing intersection configurations and traffic control have excess capacity, which can
accommodate traffic growth. In addition, this result suggests that some intersections may be able
to accommodate traffic demand with traffic control modifications that reduce capacity.
Kittelson & Associates, Inc.
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CRASH HISTORY
The project team reviewed the crash histories of the study intersections to quantify and assess
safety performance. DOT&PF provided crash records along the study corridor for the period from
January 2006 through December 2010. Figure 19 illustrates these crashes mapped along the
corridor.
The crashes were split into signalized intersection and segment crashes, with intersection crashes
assigned by DOT&PF’s 200-foot intersection threshold. Alaska DOT&PF provided statewide average
crash rates at a variety of intersection configurations—based on number of approaches and traffic
control types—and roadway segment classifications. The average crash rate represents the
approximate number of crashes that are “expected” at a study intersection. Additionally, this
average crash rate was used to calculate the critical crash rate for each study intersection and
segment, based on the ADOT&PF Highway Safety Improvement Program (HSIP) Handbook
methodology. The critical crash rate is calculated for each site based on the average crash rate for
each facility and serves as a threshold for further analysis. Observed crash rates exceeding the
associated critical crash rate indicates that those locations exceed the average crash rate with 95percent confidence.

Figure 19. College Road Crashes (January 2006 - December 2010)

Per the ADOT&PF HSIP Handbook, intersections are flagged for further review when the safety
index, calculated by the observed crash rate over the critical crash rate, is greater than or equal to
0.9. Intersections and segments further review in the HSIP process if the intersection has
experienced one fatal or two major injuries in the past five years. Though the ADOT&PF standard is
intended for network safety screening, the method is still a useful measure of safety performance.
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Intersection crash rates are determined by calculating the number of crashes per million entering
vehicles (MEV) while segment crash rates use million vehicle miles traveled (MVMT) as a basis,
accounting for both traffic volume and segment length. The summary crash data for intersections is
shown in Table 4, including the observed crashes, MEV/MVMT, the observed crash rate per
MEV/MVMT 1, the statewide average crash rate, critical crash rate, and safety index for the study
intersections.
Table 4. Intersection Crash Rate Results (January 2006 - December 2010)

College Road Intersection

Total
Crashes

Annual Million
Entering Vehicles
(MEV)

Crash Rate
(per MEV)

DOT&PF Average
Crash Rate (per
MEV)

Critical
Crash Rate

Safety
Index

Steese Highway

87

10.9

1.60

1.38

1.65

0.97

Old Steese Highway

79

11.2

1.40

1.38

1.65

0.85

Crossover Way

19

7.2

0.53

1.38

1.72

0.31

Illinois Street/Bentley Trust Road

73

8.4

1.73

1.38

1.69

1.02

Johansen Expressway

46

8.0

1.14

1.38

1.70

0.67

Margaret Avenue/Antoinette Avenue

34

5.2

1.31

1.38

1.78

0.73

Danby Street

7

4.4

0.32

1.38

1.82

0.18

Aurora Drive

15

4.1

0.73

1.38

1.83

0.40

University Avenue/Famers Loop Road

47

6.5

1.45

1.38

1.73

0.84

As shown in Table 4, the Steese Highway, Old Steese Highway, Illinois Street/Bentley Trust Road,
and University Avenue intersection exceed the statewide average crash rate, but are lower than the
critical crash rate. The safety indices at the Steese Highway and Illinois Street/Bentley Trust Road
intersections with College Road exceed the 0.90 ADOT&PF threshold. In addition, two major injury
crashes occurred at the intersection of College Road with University Avenue/Farmers Loop Road.
No fatal crashes occurred on the corridor during the study period. The segment crash information is
shown in Table 5.
The roadway segment crash rate summary shown in Table 5 indicates that one segment, College
Road between Margaret Avenue and Danby Street, exceeds the statewide average for four-lane
undivided arterials, but is below the critical crash rate. In addition, the Aurora Drive to University
Avenue segment experienced two major injury crashes in the five study years. Though this segment
has the most reported crashes, this is the longest segment in the study at 1.7 miles and the
observed crash rate is below the statewide average.

1

Per page 4-10 of the Highway Safety Manual, the crash rate screening method may mistakenly prioritize low-

volume sites.
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Table 5. Roadway Segment Crash Rate Results (January 2006 - December 2010)

College Road Segment

Total
Crashes

Annual Million
Vehicle Miles
Traveled
(MVMT)

Crash Rate
(per MVMT)

DOT&PF
Average
Crash Rate
(per MVMT)

Critical
Crash Rate

Safety
Index

East Segment
Old Steese Highway-Crossover Way

7

0.79

1.78

1.83

3.08

0.58

Crossover Way-Illinois Street

16

2.14

1.49

1.83

2.56

0.58

Illinois Street-Johansen Expressway

4

1.35

0.59

1.83

2.76

0.22

1.73

1.83

2.71

0.64

Middle Segment
Johansen Expressway-Margaret Avenue

13

1.51
West Segment

Margaret Avenue-Danby Street

21

2.02

2.08

1.83

2.58

0.81

Danby Street-Aurora Drive

13

1.61

1.62

1.83

2.68

0.60

Aurora Drive-University Avenue

34

5.18

1.31

1.83

2.29

0.57

Also shown in Figure 19 are graphs illustrating the type of crashes at each intersection separated
into categories of rear-end crashes, angle crashes, and other types of crashes. Base on a review of
the crash types, the following observations can be made:
 The roadway section of the West Segment between Margaret Avenue and Danby Street
exceeds the average DOT&PF crash rate for similar roadways.


The intersections in the Middle Segment and West Segment generally have a greater
percentage of rear-end crashes as opposed to the eastern section. The only exception is
the Margaret Avenue/Antoinette Avenue intersection.



Rear-end crashes are the predominant type of crash at the University Avenue, Danby
Street and Johansen Expressway intersections.



Angle crashes are the predominant type of crash at the Margaret Avenue/Antoinette
Avenue, Illinois Street, and Bentley Mall intersections.

Based on the observations of the crash types, some of the contributing factors at specific locations
may be:
 Margaret Avenue/Antoinette Avenue: The higher number of angle crashes could be due
to the offset of the intersections. DOT&PF is currently planning to re-align the north and
south approaches and add a center turn lane on College Road in the next two years
which is expected to reduce crashes improve the safety.


Illinois Street, the Old Steese Highway, and the Bentley Mall intersections have a high
amount of turning volumes which could be contributing the high percentage of angle
crashes.

Kittelson & Associates, Inc.

32

College Road Corridor Study
3.0 Existing Conditions



September 2014

The Aurora Drive and Danby Street, and Margaret Avenue/Antoinette Avenue
intersections do not have center turn lanes which could result in a higher number rearend crashes due to vehicles stopped in the travel lane waiting to turn left.

PEDESTRIAN AND BICYCLE OPERATIONS
Pedestrian and bicycle data for the study corridor was assembled from DOT&PF and from the
FMATS Non-Motorized Transportation Plan. The FMATS Non-Motorized Transportation Plan
identified College Road as one of the most popular routes in the region for bicyclists and
pedestrians, as documented in the Table 6 and Table 7. The FMATS Non-Motorized Plan also
identified the need to improve the current configuration which requires bicycles to share the
sidewalk with pedestrians.
Table 6. Top Ten Bicycle Count Locations
Location

Number of Cyclists

College Road / Johansen Expressway

131

Airport Way / University Avenue

115

Airport Way / Peger Road

110

College Road / Illinois St

108

Airport Way / Cowles Street

105*

Airport Way / Cushman Street

96*

1st Avenue / Cushman Street

95*

Farmers Loop Road / Ballaine Road

94

Trainor Gate Road / Old Steese Highway

93

Geist Road / Parks Highway

81

Due to the high usage by pedestrians and bicycles
along the corridor and the issues with bicycles on
the sidewalk identified by AASHTO, the FMATS
Non-Motorized Plan identified an option to add
bicycle lanes on both sides of the roadway.
Table 7. Top Ten Pedestrian Count Locations

*ADOT&PF 3-hour count

Recent twelve-hour counts were available at four
intersections as shown in Figure 20. While
pedestrian and bicycle count data was not
collected throughout the corridor, counts were
conducted at the major intersections on each
end of the corridor and at the Johansen
Expressways interchange.

Location

Number of
Pedestrians

Airport Way / Cowles Street

228 (152)*

1st Avenue / Cushman Street

154 (103)*

Airport Way / Cushman Street

114 (76)*

College Road / University Avenue

90 (60)*

Airport Way / University Avenue

55

Airport Way / Barnette Street

50

Airport Way / Peger Road

46

Trainor Gate Road / Old Steese Highway

43

Geist Road / Parks Highway

40

College Road / Steese Expressway

39

*ADOT&PF 3-hour count (2-hour estimate in
parentheses)

As shown in Figure 20, the pedestrian and bicycle counts found that the pedestrian activity varied
from approximately 40 to 90 pedestrians at the key count locations. Bicycle counts varied from 50
to 130 bicycles at the key count locations.
The project team used the 2010 Highway Capacity Manual (HCM) multimodal level of service
analysis methodology for evaluating the bicycle and pedestrian modes of travel on College Road.
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The HCM provides a scientific basis for evaluating multimodal level of service (MMLOS) on urban
streets for autos, bicyclists using the roadway, pedestrians, and transit riders. The MMLOS analysis
method for urban streets consists of a set of recommended procedures for predicting traveler
perceptions of quality of service and performance measures for urban streets. The HCM method
calculates a level of service (LOS) for each mode based on several inputs related to conditions along
the corridor. The types of inputs considered by this analysis for bicyclists and pedestrians include
peak hour traffic volumes, presence and width of sidewalks and bicycle lanes, crossing delay, and
driveway and unsignalized intersection density.

Figure 20. Twelve-Hour Bicycle and Pedestrian Counts

The following is a list of parameters that influence the bicycle and pedestrian LOS scores.
Pedestrian
•
•
•
•
•

Vehicle volume in outside (right) lane
Vehicle speeds
Presence and width of sidewalk and
buffer
Lateral separation between vehicles and
pedestrians
Crossing delay (signalized and
uncontrolled)

Bicycle
•
•
•
•
•
•

Vehicle volume in outside (right) lane
Heavy vehicle percentage
Vehicle speeds
Travel lane and bicycle lane widths
Pavement quality
Unsignalized intersections/driveway density

A critical factor in evaluating the LOS for bicycles is how sidewalks are treated in the analysis
procedures. The procedure assumes the typical bicyclist is in the travel lane and therefore does not
account for the sidewalk serving both pedestrians and bicycles. This is generally consistent with
research findings regarding the safety of bicycles riding on sidewalks. The current configuration of
College Road requires bicycles to share the sidewalk with pedestrians. This configuration is
undesirable because the bicycles conflict with pedestrians walking at much lower speeds and the
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bicycles must navigate driveway ramps and fixed objects which are common in along a sidewalk.
The American Association of State Highway Officials (AASHTO) Guide to Bicycle Facilities states:
“In general it is undesirable for bicyclists to ride on sidewalks. There is significantly higher
incidence of bicycle-motor vehicle crashes with bicyclists riding on the sidewalk than with
bicyclists operating on the roadway. The issue with sidewalk bicycle riding is compounded by
bicyclists riding against the flow of adjacent traffic, as motorists crossing or turning left or
right at driveways and intersections usually do not look for bicyclists traveling on the
sidewalk.”
Given that utilization of the sidewalks by bicycles is common in Fairbanks, the LOS should only be
viewed as one indicator in additional to other factors affecting the safety and mobility of bicycles. It
should be noted that while College Road is signed to encourage bicycles to use the sidewalk, the
corridor is within the Central Business District boundary where bicycles on sidewalks are prohibited.

Pedestrian Level of Service
The pedestrian LOS along College Road is summarized in Figure 21. The corridor is rated primarily
LOS B and LOS C. However, College Road scores LOS D between Aurora Drive and Alaska Way and
between the Steese Highway and Crossover Way. The key factors degrading pedestrian LOS are as
follows:


Lack of sidewalk buffer along the length of the corridor.



High vehicle volumes near the Johansen Expressway interchange and near the Steese
Highway.



Lack of sidewalk along south side of College Road between Aurora Drive and Alaska Way
(Note: this sidewalk section will be completed as part of a FMATS project).



Lack of a controlled pedestrian crossing(s) between Aurora Drive and University Avenue.

One of the most difficult issues to address is the lack of pedestrian crossing locations. As shown in
Figure 22 there are locations along College Road which have been documented as key locations for
pedestrians to cross. Two of these locations are at Aurora Drive and Alaska Way, likely due to the
lack of sidewalk on the south side of the roadway in that section. Other locations are near bus
stops or popular commercial areas.
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Figure 21. Existing Pedestrian Level of Service

The challenge with pedestrian crossings is that pedestrian volume criteria exists to ensure
pedestrian crossings are installed in locations where there are not many pedestrian crossings and
therefore vehicles may not expect a pedestrian to
cross. This situation could give the pedestrian a
potentially false sense of security. On the other
hand, by not having designated crossing locations,
pedestrians may not cross at the best locations or
may not feel like there is a safe and acceptable
location for crossing. Therefore sometimes it is
very difficult to determine whether to install
pedestrian crossings because the usage may not
occur until after the crosswalk is installed. Based
on observations, none of typical locations
identified by stakeholders have enough usage to Figure 22. Pedestrian Crossing Warning Sign
on College Road
meet the DOT&PF criteria for installing a crosswalk.

Bicycle Level of Service
The College Road bicycle level of service summarizes a bicyclists experience using the roadway and
therefore do not account for the bicycles being on the existing sidewalks. The existing LOS is
summarized in Figure 23. Bicycle LOS is generally LOS D on the west section and LOS D and E on the
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east section of College Road. These scores are primarily driven by the lack of dedicated bicycle
facilities and therefore do not encompass the current operational characteristics in which most
bicyclists utilize the existing sidewalk.
In addition to the level of service, some other observations were made regarding challenges for
bicycles along the corridor:


West of the Johansen Expressway, there are no paved shoulders with very narrow lanes
(11 to 12 foot outside lanes against the curb which include the gutter), and most cyclists
ride on the sidewalk, which is the signed bicycle route. In addition, some sections have a
high density of driveways which are common locations for vehicles to conflict with
unexpected bicycles. Traffic volumes are not very high west of the Margaret Avenue
intersection, so some cyclists are comfortable riding on the roadway.



The offset Margaret Street and Antoinette Avenue intersections are awkward for
cyclists. Motorists often pull through the crosswalk in order to acquire better visibility,
introducing another potential hazard for cyclists. This should be improved with the
upcoming DOT&PF project.



The interchange at the Johansen Expressway creates a potential safety hazard for
cyclists. No facilities are provided on the street, and the sidewalk crossing is confusing
and difficult to navigate. Also, the design of the interchange encourages high-speed
turning movements and creates four conflict points in each direction for cyclists on
College Road. Given the configuration of the interchange, significant improvement is
likely not possible, but adjusting the ramp alignments to be more perpendicular to the
roadway would provide improved sight lines for vehicles and reduce the challenge of
the bicycle crossing or weaving maneuvers when bicycles ride in the travel lanes.
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Figure 23. Existing Bicycle Level of Service



East of the Johansen Expressway, the
character of College Road changes
considerably. Land use patterns reflect
suburban style development with “bigbox” retail stores in the area. While the
sidewalk width is wider and therefore
can better accommodate pedestrians
and bicycles, there are a number of
challenges in this segment including:
o Traffic tends to have relatively
high speeds
o There is no shoulder to act as a
Figure 24. Bicyclists at the Johansen
buffer for pedestrians and
Expressway/College Road
bicycles
Interchange
o While the driveway density is
less than some sections of the West segment, the driveway designs encourage
high-speed turning which could increase the likelihood of injury crash with a
bicycle.
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The East Segment sidewalk is in poor condition in many locations and therefore feels
narrower than ten feet.

As part of the public outreach, similar key issues were identified. The most common comments
included:


Difficulty for pedestrians to cross between approximately Westwood Way and Hess
Avenue.



Sidewalks are too narrow for bicycles and pedestrians and bicycles go too fast.



There is a need for Improvements such as turn lanes and a crosswalk for the Farmers
Market.



Merging right-turns at the Illinois Street and the Johansen expressway are difficult.



The offset of the Margaret/Antoinette intersection is a problem.



Filling in the gap in the sidewalk on the south side of the road east of Alaska Way is
needed.

The public comments very closely matched the results of the technical review and analysis which
indicates the public perception closely matches the technical analysis.

TRANSIT OPERATIONS
College Road is served by the Red, Blue, and Brown Lines of the Fairbanks North Star Borough
Metropolitan Area Commuter System (MACS) as shown in Figure 25. The Red and Blue routes have
the highest ridership of the existing MACS lines, serving over 150,000 riders each based on historical
data. The Red Line and Blue line operate with half-hour peak and hourly off-peak service along
College Road between University Avenue and the Johansen Expressway, connecting the University
to the Bentley Mall retail district and on to downtown. The Red line runs eastbound and the Blue
line runs westbound. The bus stops with the largest numbers of boardings and alightings are UAF
and the downtown transit center; the Bentley Mall stops are the busiest along the study corridor.
Ridership data indicates that approximately 33 percent of MACS rides are associated with the
University, which supplies its students, faculty, and staff with free bus passes.
The Brown line runs hourly service connecting the Bentley Mall area and Fred Meyer to downtown.
The most utilized stops on the Brown line are the downtown transit center and the several stops in
the Bentley Mall retail area.
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Timed Bus Stop
Untimed Bus Stop
Train Station Stop

Figure 25. FNSB MACS College Road Transit Stops (Source: FNSB MACS)

EXISTING CONDITIONS SUMMARY
Based on the existing conditions evaluation, the following can be concluded:


Historical traffic volumes indicate very little growth on College Road since the
completion of the Johansen Expressway.



All of the intersections currently operate acceptable levels of service and have excess
capacity ranging between 20 percent and 60 percent depending on the intersection.



Analysis of historical crash did not identify any intersections or segments with
significantly higher crash rates than similar roadways throughout the state.



College Road is a key nonmotorized route with relatively high pedestrian and bicycle
use.



The pedestrian level of service is generally LOS B on the western section and LOS C on
the eastern section of the study corridor.



The bicycle level of service is generally low at LOS D and E due to a lack of specific onstreet accommodation of bicycles. Following are some of the key observations:
o The narrow travel lanes, relatively high speeds, and sections with a high density
of driveways are difficult and challenging for higher speed bicyclists in the West
Segment and Middle Segment.
o The high speeds, large intersections and driveways, and lack of a shoulders in
the East Segment is creates a relatively poor environment for bicycles although
it is better than the other segments.



The corridor has a very high level of transit ridership and is a critical connection to the
University, which accounts for approximately one-third of MACS transit trips.
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4.0 FUTURE NEEDS
The College Road corridor was studied under future year 2035 traffic conditions to identify needs
and opportunities for consideration when developing corridor design options. This section describes
the traffic operations under 2035 conditions with traffic growth and identified roadway and
intersection improvements. In addition, this section includes an evaluation of the West Segment
and Middle Segment with a three-lane cross section.

2035 TRAFFIC OPERATIONS
2035 Traffic Volumes
The 2035 Fairbanks Travel Demand Model was utilized to forecast future year no-build traffic
volumes. The version of the model used for this evaluation included recent modifications for the
Richardson – Steese Corridor Study. The modifications made to the model for that study included
network changes along the Steese Expressway and Richardson Highway in order to better calibrate
the model in those area. No substantial modifications were made to the 2035 model for this
project. The 2035 base daily traffic volumes generated by the model were adjusted via NCHRP 255
procedures to calibrate the output to observed traffic volumes. Table 8 shows the existing and
projected 2035 daily traffic volumes as well as the approximate percentage growth (total growth)
over the 25-year period.
Table 8. Projected Traffic Growth by 2035
2035 Base No Build

2010 Existing
Volume

College Road Segment

Percent
Model
Growth

Forecasted
Volume

Steese Highway to Old Steese Highway

16,200

+3.5%

16,800

Old Steese Highway to Illinois Street

14,800

+18.7%

17,500

Illinois Street to Johansen Expressway

21,300

+17.4%

25,100

Johansen Expressway to Margaret Avenue

13,000

+10.8%

14,400

Margaret Avenue to Aurora Drive

10,400

+13.7%

11,800

Aurora Drive to Westwood Way

8,800

+14.1%

10,000

Westwood Way to University Avenue

8,800

+11.1%

9,800

Planned Intersection Improvements
For the 2035 traffic operations analysis, the following improvements were assumed to be in place at
the study intersections on College Road:
•

College Road/Aurora Drive: Addition of a westbound right-turn lane (existing DOT&PF
project) at Aurora Drive
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Margaret Avenue/Antoinette Avenue: Alignment and addition of eastbound and westbound
left-turn lanes (existing DOT&PF project)
College Road/Illinois Street: Addition of a second northbound left-turn lane (Illinois Street
Project). This was completed during preparation of the study.
College Road/Old Steese Highway: Addition of a westbound right-turn lane (HSIP Project)
College Road/Steese Highway: Additional of an eastbound right-turn lane (HSIP Project)
Helmericks Avenue Extension: Connect Helmericks Avenue to Bentley Trust Road. This was
completed during preparation of this study.

The future no-build lane configurations, including these improvements, are shown in Figure 26.

2035 No Build Conditions
Figure 27 shows the 2035 traffic operations analysis results for the 2035 weekday a.m. and p.m.
peak hour projections for this study. As shown in Figure 27, all intersections operate at LOS D or
better during the 2035 p.m. peak hour with planned improvements. Some of the notable results
include the following:
•

The V/C ratios on the West Segment and Middle Segment of the corridor range between
0.26 and 0.66 with most of the key intersections operating in 0.40 to 0.60 range. This
indicates approximately 60 to 40 percent of the estimated capacity is still available beyond
2035 to accommodate very-long-term growth (beyond 20 years).
• The V/C ratios for the East Segment section of the corridor range between 0.60 and 0.73
with most between 0.60 and 0.70. This indicates 30 to 40 percent of the estimated capacity
is still available beyond 2035 to accommodate very-long-term growth (beyond 20 years).
• The intersection spacing between the Johansen Expressway and Illinois Street and the
Steese Highway and Old Steese Highway will create operational challenges even though the
operations of each intersection are acceptable.
Based on the 2035 analysis results, the West Segment and Middle Segment of the corridor are
projected to have more than sufficient capacity to address future growth, even beyond 2035.
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While the East Segment also has a reasonable amount of excess capacity, much if that would likely
be used if any travel lanes were to be removed. In addition, because of the close intersection
spacing between the Johansen Expressway and Illinois Street and the Old Steese Highway and
Steese Highway, the existing lanes will continue to be needed to provide vehicle storage between
intersections. Therefore, the East Segment and the Johansen Expressway interchange intersections
were not considered for a reduction in lanes, but will function acceptably through 2035 with the
current cross-section configuration.

2035 Three-Lane Alternative Conditions – West and Middle Segments
The potential option for converting the existing four-lane sections of College Road to three lanes
(one travel lane in each direction with a center turn
lane) has been proposed in previous plans for two
key reasons. These include:
•
•

Improved safety for all vehicles due to the
provision of a left-turn lane.
The ability to utilize the width gained from
the removal of a travel lane for either a
shoulder or bicycle lane.

In order to evaluate the impacts of a three lane
Figure 28. Existing Three-Lane Section Example
conversion an evaluation of the safety and
on 23rd Avenue (Davis Road)
operational effects of a conversion to three lanes
was evaluated for the west and middle segments.

Safety Implications of Three Lanes for the West and Middle Segments
Based on data in the Highway Safety Manual, published by the American Association of State
Highway and Transportation Officials, conversion from four lanes to three lanes is projected to
decrease the total number of crashes by approximately 29 percent. In sections of the Middle and
East segments that already have turn lanes or medians, safety is not expected to change and
therefore conversion to three lanes was not reviewed. The safety implications of the three-lane
conversion is discussed further in Section 5: Concept Development

Traffic Operations Implications of Three Lanes for the West and Middle Segments
The Figure 29 and Figure 30 show the lane configurations and resulting traffic operations with the
conversion from four lanes to three lanes in the West Segment between University Avenue and the
Johansen Expressway.
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Under the 2035 traffic conditions, all study intersections west of the Johansen Expressway operate
at LOS C or better with a three-lane section. A westbound merge would be required west of the
Johansen interchange which will have some impact on lane utilization through the interchange
which was considered in the analysis. The intersection operations are compared in Table 9.
Table 9. 2035 P.M. Peak Traffic Operations Comparison with Three Lanes
2035 Projected Volumes
W/Planned
Improvements and
Existing Four Lanes
Study Intersection

V/C Ratio

2035 Projected Volumes
Three-Lane Alternative
West/Middle Sections

LOS

V/C Ratio

LOS

University Avenue

0.60

C

0.60

C

Aurora Drive
Includes:
- WB Right-Turn Lane

0.43

A

0.60

B

Danby Street

0.45

B

0.63

B

Antoinette Avenue/Margaret

0.35

A

0.66

C

1

C

Johansen Expressway

0.66

C

Illinois Street/Bentley Access Road
Includes:
- EB Dual Left-Turn from Illinois
- WB Right-Turn Lane
(Mitigated - Add Dual SB Lefts + Dual EB Rights)

0.60

C

Crossover Way

0.70

B

Old Steese Highway
Includes:
- WB Right-Turn Lane

0.64

D

Steese Highway
Includes:
- EB Dual Right-Turn from College

0.73

D

0.70

1. Saturation flow rate for westbound through movement in outside lane reduced by 50 percent to account for
westbound merge after the interchange

As shown in Table 9, the reduction to three lanes increases the V/C ratios to between 0.60 and 0.70
and maintains LOS B and C at all of the intersections in 2035. Therefore, beyond 2035 there remains
approximately 30 to 40 percent available capacity for future growth or other seasonal variations or
events.

2035 Pedestrian Operations
The MMLOS analysis was completed under 2035 traffic conditions. The differences that are present
reflect the influence of traffic volumes on the level-of-service for each mode. The pedestrian LOS, as
shown in Figure 31, decreased for the segments just west of the Johansen Expressway due to the
increased traffic volumes adjacent to the sidewalk.
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Figure 31. 2035 No-Build Pedestrian Level of Service

As discussed in the existing conditions section, a challenge with the pedestrian connectivity is the
availability of pedestrian crossing locations west of Aurora Drive. With the completion of the
sidewalk on the south side between Aurora Drive and Alaska Way, crossings in that area should
decrease. That still leaves the issue of not having identified locations for pedestrians to cross. Some
of the locations that were identified for potential crossings include:
•
•
•
•

Near Hess Avenue
Near Westwood Way
Near Old College Road
Near Kathryn Avenue

The Alaska Traffic Manual provides guidance for the installation of marked crosswalks at
uncontrolled intersection approaches and midblock locations. The recommended threshold for
installation of a marked crossing is 20 pedestrian crossings or 15 child or elderly pedestrian
crossings during a peak hour for a roadway such as College Road.
Based on the existing pedestrian counts at key intersections and observations, none of the locations
identified above is expected to meet the minimum pedestrian volume threshold for a
marked/striped crosswalk in the near-term. The problem is that there is no marked crosswalk or
other crossing measure is present in the 1.8 miles of College Road between University Avenue and
Aurora Drive. While a crosswalk is not required for a pedestrian to cross College Road, they are
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recommended if pedestrian volumes increase to
meet the minimum requirement or if significant
numbers of pedestrians begin to cross at
undesirable locations. For future pedestrian
volume locations the following options should be
considered:
•

•

Low pedestrian crossings with good
intersection sight distance:
o Signing and striping
o Potential installation of a refuge
island for pedestrians to cross the
road in two stages. This is typically
only an applied at mid-block or
tee intersections. Islands can add to
maintenance costs.
High pedestrian crossings or limited
intersection sight distance.
o Flashing beacons
o Rectangular rapid flash beacons
o Pedestrian hybrid beacon (highest
level of protection next to a full
traffic signal)

Figure 32. High Pedestrian Volume Crossing
Beacon Options for Improved Safety
While not recommended at low pedestrian volume
crossings, crossing beacons, such as shown in Figure 32, are a good option for crossings used by
school children or at locations where safety or the number of crossings is determined to be an
issue.

2035 Bicycle Operations
Figure 33 shows the bicycle LOS. As shown in Figure 33, the sections with a bicycle LOS E or LOS F
expands west toward Alaska Way and gets worse at the east end between the Steese Highway and
the Old Steese Highway. Similar to existing conditions, the bicycle operations are primarily due to
the lack of a designated area for bicycles that does not conflict with pedestrians or vehicles.
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Figure 33. 2035 No-Build Bicycle Level of Service

FUTURE TRANSIT OPERATIONS
While future transit operations were not evaluated, the use of the existing bus pullouts will be more
critical as traffic volumes increase. The need for additional pullouts at higher volume transit stops is
recommended if the through travel lanes were to be reduced to one lane in each direction.
The use of bus pullouts can be controversial because of difficulty they can create difficulty for buses
trying to merge back into the traffic stream. Many states have passed laws requiring motorists to
yield to buses attempting to merge back into traffic in order to encourage the use of bus pullouts.
One way to encourage vehicles to allow the buses to merge is the use of a flashing yield sign on the
back of the bus. These types of measures should be considered if buses have difficultly utilizing the
bus pullouts.

FUTURE ROADWAY CONDITIONS SUMMARY
Based on the future conditions evaluation, the following can be concluded:
•
•

All intersections are projected to continue to operate acceptably in 2035.
The West Segment and Middle Segment between University Avenue and the Johansen
Expressway could be reduced to three lanes and still have sufficient capacity for traffic
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growth beyond 2035. No lane reductions would occur through the Johansen expressway
interchange.
The pedestrian and bicycle levels of service are impacted by the traffic growth projected in
2035 but not significantly.
o The most significant reduction in bicycle LOS is use of the sidewalks for pedestrians
and bicycles.
The lack of marked pedestrian crossing locations west of Danby street is a concern and
therefore the need for a marked pedestrian crossing should be monitored at the following
locations:
o Near Hess Avenue
o Near Westwood Way
o Near Old College Road
o Near Kathryn Avenue
Use of a beacon at future marked pedestrian crossings should be considered at highervolume crossings to provide greater warning for approaching vehicles.
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5.0 CORRIDOR CONCEPT DEVELOPMENT
This section presents and evaluates cross-section options to address the vehicle, pedestrian, and
bicycle needs identified in the existing conditions and future needs analysis. The purpose of these
conceptual options is to provide feasible roadway concepts that generally meet the intent of the
project goals and objectives of the study. The steps involved in developing the conceptual options
included the following:
•

•
•

Step 1: Concept Development:
o Ideas from the Project Advisory Group were solicited during the first meeting.
o Conceptual cross-sectional options were developed and evaluated against the
future conditions needs analysis results.
Step 2: Concept Evaluation: The conceptual options for each section were qualitatively
evaluated against the project evaluation criteria.
Step 3 Public and Stakeholder Input: The conceptual options and evaluation results were
brought back to Project Advisory Committee and the public for comment.

The development of the conceptual improvement options maintained the same three corridor
segments:
•
•
•

West Segment: University Avenue to Margaret Avenue/Antoinette Avenue.
Middle Segment (transition segment): Margaret Avenue/Antoinette Avenue to the
Johansen Expressway
East Segment: Johansen Expressway to the Steese Highway

CONCEPT DEVELOPMENT
Concept development began with the findings of the existing and 2035 traffic conditions analysis.
The technical analysis included the following key findings:
•

•

•
•

The West Segment and Middle Segments can function through 2035 and still remain
approximately 30 percent below the capacity of those segments with a reduction to only
one travel lane in each direction and addition of a center turn lane (three-lane section).
The East Segment requires the existing five-lane (four lanes plus turn lanes at intersections)
to accommodate 2035 traffic demands although the existing travel lanes are approximately
13 feet which is above the typical standard of 12 feet.
Pedestrian level-of-service will remain generally fair to good through 2035 with sidewalk
improvements planned by FMATS.
Bicycle level-of-service is poor and will remain poor through 2035 due to the lack of
separate bicycle facilities for commuter and higher-speed riders.
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Options for Improving Safety
Given the technical analysis confirmed the ability to reduce the number of lanes on existing fourlane sections of the West and Middle Segments, the safety of the lane reduction and adding bicycle
lanes was evaluated. Relative crash frequencies were obtained from the Highway Safety Manual to
identify the impact of various cross-section options. Figure 34 shows a comparison of the relative
crash frequencies under the existing configurations and the option of reducing the West and Middle
Segments to three-lanes and adding bicycle lanes.

Figure 34. Safety Comparison of Conversion to Three Lanes and Additional of Bicycle Lanes

As illustrated in Figure 34, the crash frequency for the West Segment is projected to decrease by
approximately 29 percent with the reduction from four lanes (two travel lanes in each direction) to
three lanes (one travel lane in each direction and a center turn lane).
In sections of the Middle and East segments that already have turn lanes or medians, safety is not
expected to change. In addition, while bicycle lanes are expected to increase safety for bicycles and
pedestrians on the corridor, the reduction in total crashes is minor as compare to vehicle-vehicle
crashes.
Some of the impacts of the three-lane cross-section on the West and Middle Segments will be lower
speeds due to the lack of ability to pass slower-moving vehicles. In the case of buses, use of
pullouts is important and additional pullouts should be placed at high-use stops.
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Options for Improving Bicycle Level of Service
The most significant benefits for bicycles would be addition of bicycle lanes. Figure 35 shows the
resulting 2035 bicycle LOS with the propose improvements. As shown in the bicycle LOS improved
significantly with the addition of bicycle lanes.

Figure 35. Bicycle Level of Service with Bicycle Lanes

Public Input on Cross-Section Elements
The second step in the concept development process was to engage the public to confirm the
project objectives and ask the public about their observations of the corridor and what they think
should be considered. Below is summary of the key public comments from the first public open
house.
Vehicles
•
•
•

High speeds and narrow lanes are a safety issue.
There is a need for center turn lane.
The study should focus on safety at key locations (e.g. Farmers Market, Creamers Field,
and Artisans Courtyard).
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Bicycle/Pedestrian/Transit
•
•
•

There was divided opinion between separated path and on-street bike lanes.
There are not enough crosswalks.
Option of a separated path to the north on a different alignment should be considered
in the long-term.

Land-Use
•
•
•

College Road is an “opportunity” corridor.
Commercial access is important for retailers.
The road should create a stronger neighborhood feel

Maintenance
•
•
•

Drainage and maintenance is an existing issue.
The options should consider funding.
The roadway features must be easy to maintain.

Cross-Section Options Studied
For each segment of College Road, four cross-section options were developed based on the
technical analysis, Project Advisory Committee input, and public input. The four general options
were developed for each segment with include:
1. No-build (do nothing).
2. Restripe the existing curb-to-curb to add
bicycle lanes which:
• Requires 4-Lane to 3-Lane
conversions for West and Middle
Segments.
• Requires the lanes and the median
to be narrowed on East Section.
3. Create multi-use pathways with buffer
from traffic on both sides which requires
moving the curbs inward and:
• Requires 4-Lane to 3-Lane Figure 36. Example of Three Lanes with Bicycle
Lanes
conversion for the West and
Middle Segments.
• Requires the lanes to be narrowed on East Segment.
4. Create multi-use pathway with buffer from traffic on north side which requires moving the
north curb inward and:
• Requires 4-Lane to 3-Lane conversion for the West and Middle Segments.
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Requires lanes and the median to be
narrowed on the East Segment.

Table 10, Table 11 and Table 12 illustrate the crosssection options for the West Segment, Middle
Segment, and East Segment, respectively. The lane
widths and sidewalk widths shown in the crosssection options were developed based on
minimizing additional right-of-way and maintaining
the existing curbs and sidewalks where possible.
Figure 37. Example of Multi-Use Path on One
Side of the Roadway
As show in the figures, each of the options was
given a number designation based on segment (W=West, M=Middle, E=East) the cross-section
option number (1, 3, 3, 4). This numbering system is used through the evaluation in order to more
easily describe the range of options.

West Segment Options
The west segment options all maintain a 61-foot cross-section. In addition, all the options except
the no-build (W1) change the existing four-lanes to three lanes. Option W2 maintains the existing
curbs, gutters, and sidewalks. Therefore, the primary changes for option W2 is pavement striping
and signal modifications for the lane changes.
Option W3 maintains the same cross-section, but moves the curbs inward to accommodate a 10foot multi-use path with a 3-foot buffer area. Due to the narrow buffer area, a short railing or other
device is necessary to provide delineation between the roadway and pathway. Other considerations
related to implementing Option W3 include:
•
•
•

Some driveway consolidation would be required to minimize driveway conflicts with the
multi-use pathway.
The design of the railing would need to consider maintenance.
This option results in the highest costs

Option W4 maintains the southern curb, gutter, and sidewalk, but moves the northern curb, gutter,
and sidewalk inward to accommodate a 10- foot or 12 – foot multi-use path. The 12-foot width
option is shown. Due to the wider buffer width, a railing is not required for this option. Similar to
Option W3, some driveway consolidation is would be required in areas of high driveway density.
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Table 10. West Segment Cross-Section Options

Segment Option

Conceptual Cross section

West Segment
Option W1 – No
Build

West Segment
Option W2 – Three
Lanes with Bicycle
Lanes

West Segment
Option W3 – Three
Lanes with MultiUse Pathways on
Each Side

West Segment
Option W4 – Three
Lanes with MultiUse Pathway on
North Side
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Table 11. Middle Segment Cross-Section Options
Segment Option

Margaret Avenue to Blanche Avenue

West of the Johansen Expressway WB Ramp

Middle Segment Option M1 –
No Build

Middle Segment Option M2 –
Three/Five Lanes with Bicycle
Lanes

Middle Segment Option M3 –
Three/Five Lanes with Multi-Use
Pathways on Each Side

Middle Segment Option M4 –
Three/Five Lanes with Multi-Use
Pathway on North Side
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Table 12. East Segment Cross-Section Options

Segment Option

Conceptual Cross section

East Segment
Option E1 – No
Build

East Segment
Option E2 – Three
Lanes with Bicycle
Lanes

East Segment
Option E3 – Three
Lanes with MultiUse Pathways on
Each Side

East Segment
Option E4 – Three
Lanes with MultiUse Pathway on
North Side

Middle Segment Options
The options for the west part of the Middle Segment are similar to the West Segment. For the east
part of the Middle Segment, Option M2 adds bicycle lanes to the existing five-lane cross-section.
This is accomplished by reducing lane and median widths. Option M3 moves the curbs on both sides
of the road to create a three-foot buffer and Option M4 moves the north curb to create a 12-foot
multi-use pathway.
Under all of the Middle Segment options, with the exception of M1, some minor widening is
required on the north side of College Road to the west of the Johansen Expressway off-ramp rightturn. This widening is require to accommodate the lane-drop taper for the outside lane to create
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the transition from five-lanes down to three lanes and at the same time accommodate the crosssection elements illustrated in Table 10.

East Segment Options
All of the options maintain the existing five lanes on the East Segment and utilize lane width and
median width variations to accommodate the addition of bicycle lanes (Option E2) or expansion of
the existing 10-foot sidewalks to create multi-use pathways (Options E3 and E4). For this option,
both Options E3 and E4 include a five-foot buffer.
The most significant cross-section impact of all of these options is the need to reduce the center
median width from approximately 16 feet to 12 feet. The current 16 feet allows for a 4-foot raised
median against a 12-foot left-turn lane. This provides width for the median to extend in front of
three driveways located within the sections of left-turn lanes. By reducing the total median area
width to 12 feet, the median would have to be eliminated in the sections with left-turn lanes. This
would require in-driveway right-in, right-out channelization which is not as effective as the current
medians.

CROSS SECTION EVALUATION
Each option was evaluated against the evaluation criteria. Table 13 presents the key evaluation
criteria and the measures used to determine if a conceptual cross-section option supports, is
neutral, or does not support each of the evaluation criteria. Table 14 provides a preliminary review
of each option as compared with the evaluation criteria.
For the West Segment, Option W2 (three lanes with bicycle lanes) resulted in the best overall
ranking based on the evaluation criteria. This was primarily due to the improvement to safety and
provision of separate bicycle lanes, in addition to the sidewalk which lower-speed bicyclists could
continue to use. Option W3, with multi-use paths on both sides, was ranked lower due to the
impacts on business access since it would require some driveway consolidation. In additional it
would be very costly to build and implement in phases over time. Option W4 included a multi-use
path only on the north side of College Road and was neutral in most categories and neutral overall.
For the Middle Segment, the three alternative cross-section options resulted in similar positive
ratings for pedestrian/bicycle mobility, although Option M1 (no-build) and Option M2 three/five
lanes with bicycle lanes yielded the best overall results. The evaluation of Option M3 with multi-use
paths on both sides was ranked lower due to the implementation challenges and impacts, similar to
option W3 for the West Segment. Option M4, with a multi-use path only on the north side, was
generally neutral which was also due to the right-of-way impacts and high implementation costs.
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Table 13. Summary of Evaluation Criteria Measures
Criteria

Vehicular &
Bicycle/
Pedestrian
Mobility

Safety

Right-ofWay/LandUse/ Business
Accessibility

Street-scape

Implementation
/Cost/
Maintenance

General Notes
Vehicle: All
options
provide
sufficient
capacity for
2035
Bicycle/Pedest
rian: All
options
provide
adequate
facilities
Multi-modal
safety relative
to the options
being
considered
ROW/LandUse:
Alternatives
generally fit
within existing
right-of-way
Business
Access:
Provides
adequate
access
No options
Measures the
opportunity to
improve the
streetscape

Implementatio
n/Cost: The
ability to
complete the
improvements
given costs
and impacts
Maintenance:
Measures the
expected
issues with
future
maintenance
operations

Kittelson & Associates, Inc.

Measures (Italics Identify Key Revisions)
Supports Criteria:
•
No change or increase in available capacity for future growth
Meets Criteria/Neutral:
•
More than enough available capacity in 2035 future conditions
Does Not Support Criteria:
•
Near capacity in year 2035
Supports Criteria:
•
Substantially better or more options for pedestrians and bicycles
Meets Criteria/Neutral:
•
Level of pedestrian and bicycle facilities and conflicts with vehicles similar to the no-build
Does Not Support Criteria:
•
Higher vehicle speeds
•
More difficult conflicts at driveways and intersections
Supports Criteria:
•
Cross-section elements that are known to improve safety (turn lanes, medians…etc.)
Meets Criteria/Neutral:
•
Cross section includes at least one major element that increases safety
Does Not Support Criteria:
•
The cross section does not increase safety
Supports Criteria:
•
No expected additional right-of-way needed
Meets Criteria/Neutral:
•
No or minimal expected additional right-of-way needed
Does Not Support Criteria:
•
Additional right-of-way is needed
Supports Criteria:
•
Minimal, if any, driveway adjustments needed
•
Net benefits such as addition of a left-turn lane or median refuge
Meets Criteria/Neutral:
•
Similar to the no-build condition
Does Not Support Criteria:
•
Likely requires reducing driveways in some sections
Supports Criteria:
•
Provides an opportunity to improve the streetscape (creates areas for landscaping or
furniture)
Meets Criteria/Neutral:
•
Similar streetscape to the no-build condition
Does Not Support Criteria:
•
Reduces the ability to improve the streetscape by reducing non-roadway areas
Supports Criteria:
•
Can be implemented easily with minimal impacts
•
Generally lower cost improvements
Meets Criteria/Neutral:
•
Substantial changes, but can be done in phases over time
•
Some level of roadway or curb changes and/or right-of way needed
Does Not Support Criteria:
•
Requires a large project to be done over a relatively long section of roadway
•
Most of the roadway requires reconstructing because both curb lines are modified
Supports Criteria:
•
Provides for easier maintenance than the no-build condition
Meets Criteria/Neutral:
•
Similar maintenance to the no-build condition
Does Not Support Criteria:
•
Creates areas that will be more difficult to maintain than the no-build condition
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Table 14. Cross-Section Option Evaluation Results

Implementation/Cost

Implementation

Maintenance

Right of Way Impacts

Local Access/Business
Accessibility

Safety

Cross-Section Option

ROW/ Land-Use

Bicycle/Pedestrian
Mobility

Long-Term Vehicular
Mobility /Capacity

Mobility

Streetscape Opportunities

Evaluation Criteria

Overall

West Segment

W1. No Build (Multi-Use Sidewalk)
W2. Restripe 3 Lanes with Bicycle Lanes
(bicycles still allowed on sidewalk)
W3. 3 Lanes + Multi-Use Paths on Both Sides
W4. 3 Lanes + Multi-Use Path on North Side
Middle Segment

M1. No Build (Multi-Use Sidewalk)
M2. Restripe 3 Lanes with Bicycle Lanes
(bicycles still allowed on sidewalk)

Note 1

M3. 4 Lanes + Multi-Use Paths on Both Sides
M4. 4 Lanes + Multi-Use Path on North Side
East Segment

E1. No Build (Multi-use Sidewalk)
E2. Restripe 5 Lanes with Bicycle Lanes
(bicycles still allowed on sidewalk)
E3. Multi-Use Paths on Both Sides
E4. Multi-Use Path on North Side

LEGEND:

Supports Criteria

Marginally Meets Criteria/Neutral

Does not Support Criteria

Note 1: Adequate capacity is available for the future but the the Johansen Expressway interchange capacity is affected
due to a required lane drop west of the Johansen Expressway. See Table 4 and Figure 6.
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For the East Segment, the no-build option and the Option E2, with a five-lane cross section and bike
lanes yielded a positive score with positive or neutral marks in all categories but it did not yield a
better overall result than Option E1 (no build). This is primarily because the no-build provides fair
pedestrian and bicycle facilities with the 10-foot pathway without any cost for improvements with
the exception of maintenance to fix existing locations. Option E3, with multi-use paths on both
sides, did not support criteria in a number of categories and overall due to the limited benefit since
the section already has 10-foot multi-use sidewalks. Option E4 with a multi-use path on the north
side was neutral overall and for the majority of the categories.
Based on the evaluation of cross-section options the following general findings can be made:
•
•
•
•

Safety for all roadway users is expected to improve under the three-lane concepts with
bicycle lanes.
The no-build alternative is cost effective, but does not address the future needs to
accommodate higher-speed bicycles on the West Segment and Middle Segment.
The installation of bicycle lanes ranked highest with respect to the evaluation criteria
although the difference was less significant in the East Segment.
The multi-use pathway options ranked lowest due to:
o The impact businesses resulting from the need to consolidate driveways.
o Highest costs due to curb changes.
o Significantly more ongoing maintenance since the buffer area would need to be
maintained.

STAKEHOLDER AND PUBLIC COMMENTS ON CORRIDOR OPTIONS
Stakeholders and the public were provided three methods to offer input on all four options for each
segment. Comments were received during July, August, and September 2013. The methods for
input are described below:
1. Project Advisory Group: The Project Advisory Group met in July and September 2013 to
review the study options review technical information and provide input on the options.
This included a survey among the members. These meetings were advertised as public
meetings.
2. Open House Poll: A public open house was held on September 3, 2013 and the public was
polled regarding their preferred options (up to two) for each segment. A total of 42
residents participated in the open house.
3. Public Comment Form/Web Comment Form/Emails: The public was asked at the open
house to fill out a comment form and the comment form was made available on the web
site and in hard-copy form for two weeks following the open house. A total of 29 comment
forms were received during and after the September 3, 2013 public open house.
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PROJECT ADVISORY GROUP SURVEY RESULTS
In addition to the comments received from the Project Advisory Group, the members were also
asked to complete an online survey. The members were asked to prioritize the proposed options
for each segment of College Road. Each member was asked to score/rank the options with numbers
1 (best) through 4 (worst) for each roadway segment. Eight members of the Project Advisory Group
completed the survey. The rankings were then averaged and yielded the following results:
West Segment Scores (Best to Worst):
1. W2 Restripe 3 Lanes with Bicycle
Lanes (score 1.9)
2. W3 Multi-Use Paths Both Sides
(score 2.5)
3. W4 Multi-Use Paths North Side
(score 2.8)
4. W1 No Build (score 2.9)
Middle Segment Scores (Best to Worst):
1. M2 Restripe 3 lanes with Bicycle
Lanes (score 2.1)
2. M3 Multi-Use Paths Both Sides
(score 2.4)
3. M1 No Build (score 2.8)
Figure 38. Stakeholder Group Discussion
4. M4 Multi-Use Paths North Side
(score 3.0)
East Segment Scores (Best to Worst):
1. E3 Multi-Use Paths Both Sides (score 2.3)
2. E2 Restripe 5 Lanes with Bicycle Lanes (score 2.4)
3. E1 No Build (score 2.6)
4. E4 Multi-Use Paths North Side (score 3.1)
Beyond the survey, the project team sought out the opinions of the Project Advisory Committee
members through four meetings and additional email communication. Some of the key comments
from members included:
•
•
•
•
•
•

The increased safety with the three-lane conversion is a significant benefit in the West
Segment.
There are positive and negative implications of reduced speeds and travel time associated
with reducing the West Segment to three lanes.
Concern regarding children using the bicycle lanes and not staying on the sidewalk.
The inability to use a bicycle lane in the winter due to snow removal limits the use of bicycle
lanes.
Increased maintenance with the raise buffer area or railing is an issue.
Constructability and impacts during construction are important.
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In addition to these findings, the DOT&PF had concern over the impacts of installing bicycle lanes
on the East Segment due to the impact on the center median width which would require indriveway channelization at some of the Bentley Mall driveways. One additional idea that was
discussed was to create a two or three foot shoulder by reducing lane widths to provide some
buffer area to the existing sidewalk without narrowing the median significantly.

PUBLIC INPUT ON SPECIFIC SEGMENT CROSS-SECTION OPTIONS
The residents who registered and participated in the final project open house on September 3,
2013, were each given three pairs of colored
dots with each pair colored coded to
correspond with each one of the three
segments for which different future options
were presented. Attendees were asked to place
their two dots on their favorite(s) of the four
options presented for each segment. Figure 39
shows attendees reviewing the options for each
segment. Participants at the open house were
asked to consider the following criteria as they Figure 39. Public Reviewing Cross-Section
Options at Second Open House
rated each option: 1) long term vehicular
mobility and capacity, 2) bicycle and pedestrian
mobility, 3) Safety, 4) right-of-way / land use impacts, 5) streetscape, 6) maintenance, and 7)
implementation/cost.
While not all who attended participated in this exercise, the results are shown in Table 15. As
shown in Table 15, Option 1 and Option 2 were the clear preference based on the public placement
of dots house.
Table 15. Public Rankings of Alternatives
Number of Dots Indicating Preference Placed on Each Option

Option 1

Option 2:

Option 3:

Option 4:

Multi-use Path on

Multi-use Path on

Both Sides

North Side Only

No Build

Re-stripe with Bike
Lanes

West Segment

15

39

4

1

Middle Segment

25

35

7

1

East Segment

23

34

7

1

Segment

As shown in Table 15, Option 2, (restriping with bike lanes), was the most popular alternative for all
three segments. The second most popular alternative was Option 1, (no-build). The multi-use path
options did not receive many votes.
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Public Response to Comment Form Questions
The public was also asked to fill out comment forms. The majority of the public expressed a
preference for a change to the existing configuration in each of the three segments studied.
Following were the responses to the question of whether each segment of College Road should be
changed:
•
•
•

West Segment – 19 Yes/7 No
Middle Segment – 14 Yes/8 No
East Segment – 13 Yes/9 No

Roughly two thirds of the respondents strongly supported a change the character of College Road
to better serve all users of the corridor. The greatest support for change was in the West Segment.
About one-third of the written public comments received expressed a strong preference for no
changes in the traffic patterns or road design along this corridor.
Similar to the rankings using the dots, Option 2 was the most frequently chosen alternative in the
comments. The results by segment are shown below:
•
•
•

West Segment – Option 2, Restripe for 3 Lanes with Bicycle Lanes (14 of 15)
Middle Segment – Option 2 Restripe for Bicycle Lanes (12 of 15)
East Segment – Option 2 Restriped for 5 Lanes and Bicycle Lanes (11 of 13)
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6.0 CORRIDOR RECOMMENDATION
Based on the technical evaluation and public involvement process, installation of bicycle lanes is
recommended on the West and Middle Segments. East of the Johansen Interchange, minor
modifications to the lane and median widths are recommended to provide a shoulder that will act
as a buffer area between the vehicles and the pedestrian and bicycles on the multi-use sidewalk.
The key driving factors for this recommendation include:
•

•

•

•

•

•
•

Vehicular Safety: Converting the West Segment and four-lane sections of the Middle
Segment from four to three lanes is expected to reduce crashes by 29 percent in those
sections.
Traffic Functionality: The ability to serve future traffic demand through 2035 is unaffected
with the addition of bicycle lanes and changes in cross sections in the West and Middle
Segments.
Bicycle Safety: Bicycle lanes on the West and Middle Segments provide the best safety for
both pedestrians and bicycles. Slower speed bicycles and children can continue to use the
sidewalk and higher-speed cyclists can utilize the in-street bicycle lanes which reduce
conflicts with vehicles turning into and out of driveways.
High Multimodal Usage/Pedestrian-Bicycle Functionality: The College Road corridor has
one of the highest amounts of pedestrian, bicycle, and transit usage throughout the City of
Fairbanks and that trend is expected to continue into the future. The current sidewalks in
the West Segment and Middle Segment are narrow and do not support future growth in
pedestrian and bicycle use. The wider sidewalk in the East Segment provides better
accommodation of pedestrians and bicycles, but the comfort level is compromised without
any buffer between the sidewalk and pedestrians.
Cost Effectiveness: Bicycle lanes can be installed along the West and Middle segments
without changing the outside curbs, with the exception of a few isolated locations and
therefore are cost effective.
Minimal Maintenance Impact: Bicycle lanes on the West Segment and Middle Segment will
not significantly affect the maintenance costs or snow removal process.
Right-of-way Constraints: The recommendations require only right-of-way in a few
locations for traffic merging and creation of additional bus pullouts.

While the addition of bicycle lanes on the East Segment was supported by the public, Alaska
Department of Transportation & Public Facilities staff had significant concerns about the bicycle
lanes on the narrow sections of the raised medians which would require removal of the median in
those sections. The DOT&PF concerns coupled with the evaluation which identified the current
configuration for the East Segment is generally good overall, resulted in a decision to maintain the
existing multi-use sidewalks on the East Segment. In order to improve the pedestrian and bicycle
environment on the East Segment, modifying the travel lane widths and some sections of median in
the East Segment to provide three-foot shoulders is recommended. The narrow shoulder will
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provide a buffer between vehicles and the pedestrians and bicyclists on the sidewalk adjacent to
the roadway.

CONCEPT DESIGN
Based on the evaluation of options for each segment and public input, conceptual design
improvements were identified for key locations for each of the study segments of the College Road
corridor. The recommendations include a typical cross section as well as guidance for specific
roadway and transit improvements including potential bus pullout locations, pedestrian crossing
improvements, and intersection traffic control changes. However, additional analysis and design
evaluation may be required to further develop these recommendations into projects. Additional
work may include environmental studies, design and some limited right-of-way acquisition.

West Segment
The typical cross section for the West Segment, as illustrated in Figure 40, maintains the existing
curb lines and reallocates the existing four travel lanes into two vehicle travel lanes, a center turn
lane, and a bike lane in each direction. Key operational and safety aspects for these changes to the
West Segment include the following:
•

•

•

The evaluation of this option confirmed that the three-lane cross section can effectively
serve 2035 projected traffic volumes with approximately 30 percent available capacity
remaining.
This option improves the bicycle level of service along the corridor, provides a safer option
for confident bicyclists to ride where they are more visible to drivers, and allows younger
riders and recreational riders to continue to be able to utilize the multi-use sidewalk.
The conversion to three lanes is forecast to reduce crashes on the corridor by 29 percent as
described in the previous sections.
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Figure 40. West Segment Recommended Cross Section

In addition to the typical cross section recommended for the West Segment, conceptual
improvements at key areas requiring roadway design and right-of-way changes were identified. The
purpose of providing these concepts for key locations is to provide guidance for future study,
design, and implementation. The key areas with conceptual improvements are identified in Figure
41 and Figure 42. The key areas requiring roadway design and right-of-way changes are described
below:
•

•

Bus pullouts allow for buses to stop outside the travel lane. Based on high transit user
demand, bus pullouts should be considered at the following locations:
o Hess Avenue eastbound
o Hayes Avenue westbound
o Westwood Way westbound
o Kathryn Avenue eastbound and westbound
No marked crosswalk or other crossing measure is present in the 1.8 miles of College Road
between University Avenue and Aurora Drive. While a crosswalk is not required for a
pedestrian to cross College Road, they are recommended if pedestrian volumes increase to
a threshold specified in the Alaska Traffic Manual. Currently, these locations were not
observed to have the amount of pedestrian crossings that warrant installation of a
crosswalk. Therefore, pedestrian crossing demand and applicable treatments are
recommended to be evaluated approximately a year after project completion at the
following locations:
o Near Hess Avenue
o Near Westwood Way
o Near Old College Road
o Near Kathryn Avenue
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Traffic signal modifications will be required to accommodate the recommended cross
section at the Danby Street/College Road and Aurora Drive/College Road intersections.
Modification to existing signal heads may be needed to better control the revised lane
configurations as the addition of the bicycle lanes will shift the vehicle lanes toward the
centerline of the roadway.
Modification to the termini of the three-lane section including:
o Redesign of the upcoming Margaret/Antoinette intersection re-alignment project to
accommodate a westbound transition of the two through lanes down to one lane.
This assumes the recommendation for the Middle Segment is not completed.
o Modification of the pavement markings and median section for the west approach
to the University Avenue/College Road intersections to remove one eastbound
travel lane and the addition of bike lanes.

These improvements can be generally be done incrementally as funds and concurrent projects
emerge, although it is important to provide consistency within an area of the corridor and avoid
short sections with bicycle lanes between existing sections without bicycle lanes. Some of these
measures could potentially be implemented as part of the upcoming FMATS College Road
resurfacing project, pending project schedule and environmental review, or through the creation of
an additional pavement rehabilitation project.
The concept, as presented in Figure 41 and Figure 42, was estimated to cost approximately $2.1
million. As the majority of that estimate is construction costs such as repaving and restriping, these
modifications could likely be implemented more efficiently as part of future resurfacing projects by
FMATS.

Middle Segment (Transition Area)
The Middle Segment is an existing transition area from five lanes (two through lanes in each
direction and a center turn lane) to four lanes today (two through lanes in each direction) and will
remain a transition area. The cross section, as illustrated in Figure 43, shows the western section of
the Middle Segment (which is currently four lanes) as well as the eastern section (which is currently
five lanes). In the existing four-lane section, the existing curbs remain and the existing four travel
lanes are reallocated into two vehicle travel lanes, a center turn lane, and a bike lane in each
direction. On the eastern section of this segment, five lanes will remain and minor widening will be
necessary to add bicycle lanes.
Key operational and safety aspects of this option include the following:
•
•

The three-lane cross section can effectively serve 2035 projected traffic volumes with
approximately 30 percent available capacity remaining.
This option improves the bicycle level of service along the corridor, provides a safer
alternative than the sidewalk for confident bicyclists to ride where they are more visible to
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drivers, and allows younger riders and recreational riders to continue to be able to utilize
the multi-use sidewalk.
• When combined with the West Segment, provides a continuous bike-lane connection from
University Avenue to the Johansen Expressway.
While there are significant advantages of this option for the middle segment, there are impacts due
to the transition from the recommended three lanes to five lanes through the Johansen Expressway
interchange. The key areas with conceptual improvements are identified in Figure 44.

Margaret Avenue to Blanche Avenue

West of the Johansen Expressway

Figure 43. Middle Section Recommended Cross Section
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The key areas requiring roadway design and right-of-way changes are described in below:
•

The proposed DOT&PF realignment of the College Road/Margaret Avenue/Antoinette
Avenue intersection will need to be modified to include bicycle lanes through the
intersection.
• The existing bus stops can be relocated and bus pullouts provided on the east approach to
the College Road/Margaret Avenue/Antoinette Avenue intersection.
• The transition from four/five lanes at the Johansen interchange to the east requires
additional right-of-way due to the design requirements for merging westbound traffic at 35
mph.
• The westbound interchange ramp and acceleration lane would be reconfigured to reduce
conflicts with bicycles
A planning-level cost was estimated to be approximately $2.0 million for this 0.3-mile segment. A
significant portion, approximately 75 percent, is due to the impacts on right-of-way to
accommodate the merge of the westbound off-ramp. Given the need to acquire right-of-way and
the changes required at the Johansen Expressway ramp, modification of this section of College Road
will likely require additional study as part of an environmental process. Results of additional study
may not yield the same outcome.

East Segment
The cross section for the East Segment, as illustrated in Figure 45, maintains the existing curb lines
and reallocates lane width within the existing five lanes (four travel lanes and center median) to add
a three-foot shoulder in each direction. In addition, trimming the center median by approximately
two feet to 14 feet provides additional width and still allows the median to be maintained the full
length of the corridor although the median against the left-turn lanes will be a narrower design.

Figure 45. East Segment Recommended Cross Section
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Key operational and safety aspects of this option include the following:
•
•

Traffic capacity and the ability to accommodate large vehicles are not significantly affected
with the narrowing of the travel lanes and median.
The added shoulder provides a buffer between the sidewalk and the travel lanes, increasing
the comfort of pedestrians and bicyclists.

Specific improvements in key areas are shown in Figure 46. The key areas requiring roadway design
and right-of-way changes are described below:
•

•
•

•

A westbound right-turn lane at the northbound College Road/Johansen Expressway ramp
terminal is recommended to accommodate forecast vehicle growth. The ramp from
eastbound Johansen Expressway will need to be modified to eliminate the acceleration lane
to reduce bicycle conflicts and ease pedestrian crossings.
The existing railroad crossing gates should be able to be maintained since bicycles and
pedestrians would continue to be routed around the gates.
The College Road/Illinois Street intersection would be modified to bring the right-turn lanes
through the intersection which would reinforce the pedestrian and bicyclist crossings to
drivers, slow vehicle speeds across the crossings, and reduce conflicts with bicycles.
To accommodate the added shoulders, vehicle travel lanes would be narrowed from 13 to
12 feet and the median narrowed from 16 to 14 feet.

While the recommended improvements are focused on restriping, they also require the center
median to be modified as well as minor modifications to the signalized intersections. Due to these
factors, the implementation in this segment was estimated to cost approximately $1.5 million.
Implementation of the recommendations for this segment must consider a number of factors
including:
•
•
•
•

This segment is not identified for a near-term rehabilitation project by DOT&PF or FMATS.
The Richardson-Steese Corridor Study will include recommendations for some of the
intersections in this section of College Road that will need to be coordinated with this study.
The recommendations affect the existing railroad grade crossing will require additional
evaluation and potentially modifications to the crossing.
The cost of making the improvements is significant and unfunded.
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IMPLEMENTATION
Implementation of the recommendations varies based on the unique elements of the
recommendations, implementation cost and need, and the outcome of other ongoing or future
studies.
In the West Segment, FMATS has a pavement rehabilitation project planned. DOT&PF also has the
intersection reconfiguration project at the College Road/Margaret Avenue/Antoinette Avenue
intersection underway. Based on discussions with DOT&PF, including the three-lane restriping in
the rehabilitation project may require the bicycle lanes get striped after modification to three lanes
because the environmental analysis for the rehabilitation project only included an option for three
lanes and did not include bicycle lanes.
In the Middle Segment, further planning and analysis are necessary to establish funding, more
refined construction cost estimates, and right-of-way acquisition due to widening required for the
merge area west of the Johansen Expressway. The planning and project development process also
may yield new options for this Segment.
In the East Segment, the need for improvement, beyond maintenance, is the least priority of the
three segments. There are also significant roadway changes underway and new developments
occurring in the Bentley Trust and Bentley Mall areas. In addition, the DOT&PF has indicated that
this section of College Road is in relatively good condition. Therefore changes to the East Segment
are recommended to occur in the longer-term unless a future rehabilitation project is proposed
which might be able to implement some of the recommendations earlier.
Based on the factors described above and needs to improve pedestrian and bicycle facilities along
the corridor in a systematic approach, the following phasing is proposed:
•
•

•

Convert the West Segment to three vehicle lanes with bicycle lanes first and consider
incorporating them into existing projects to the extent possible.
Develop a project to extend the bicycle lanes in the Medium-Term through the Middle
Segment and complete the bicycle lanes to the Johansen Expressway interchange, which
has a separated pathway and where the existing ten-foot sidewalks start and extend east.
Modify the lane widths and median to create a shoulder in the East Segment in the longterm and try to incorporate the modification into a future rehabilitation project to reduce
costs.

Table 16 shows a summary of the implementation recommendations and which recommendations
impact safety and capacity for vehicles, pedestrians, bicycles, and transit. For the purpose of
identifying a prospective timeframe for improvements, the following timeframes were used:
•
•
•

Near-Term: Generally intended to be in the next 5 years.
Medium-Term: Generally in the next 5-10 years
Long-Term: Generally in the next 10-20 years
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As shown in Table 16, the implementation of improvements in the near-term horizon is primarily in
on the West Segment. Implementation of the improvements on the Middle Segment is identified in
the medium-term horizon, primarily due to the need for funding and right-of-way acquisition.
Implementation for the East Segment should be coordinated with future rehabilitation work or
other improvements if possible. Therefore the major East Segment improvements are shown in the
long-term horizon since no projects are currently identified. If a project in the East Segment is
identified earlier in time, there are not any issues with installing the recommended shoulders in the
near-term or medium-term horizons.

CONCLUSION
This study establishes a long-range plan for College Road through the identification of safety
improvements that will consider access and mobility for all users. Based on the technical evaluation
and public involvement process, installation of bicycle lanes is recommended on the West and
Middle Segments. East of the Johansen Interchange, minor modifications to the lane and median
widths are recommended to provide a narrow shoulder that will act as a buffer area between the
vehicles and the pedestrian and bicycles on the multi-use sidewalk. In addition, capacity
improvements at intersections, installation of additional bus pullouts, and future pedestrian
crossing improvements will further improve safety and mobility along the corridor.
The implementation recommendations provide a framework for roadway, pedestrian, bicycle, and
transit improvements over the next twenty years. This framework sets the stage for FMATS,
DOT&PF, and the City of Fairbanks to achieve and integrated corridor with improved safety for all
users.
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Timeframe

Transit Operations/Safety

Bicycle Safety

Pedestrian Safety

Vehicle Capacity

Segment & Recommendation
Element

Vehicle Safety

Table 16. Implementation Timeframe and Key Benefits

Expected Benefits

West Segment

Near-Term

Restripe to three lanes with bicycle
lanes

x

Margaret/Antoinette intersection realignment

x

x

Westbound right-turn lane at Aurora
Drive

x

x

x

Completion of sidewalk on south side
Install Bus Pullouts
Long-Term

x

- Separate right-turning vehicles from traffic lane
- Reduce necessary green time
- Provide path connectivity
- Reduce pedestrian crossings
- Serve adjacent uses

x

x

Enhance Pedestrian Crossings as
Warranted

Reduce vehicle crashes by 29%
Separate left-turning vehicles from travel lane
Improve visibility and comfort of bicyclists
Separate fast bicyclists from pedestrians

- Reduce vehicle crashes
- Simplify signal phasing
- Improve pedestrian crossings

x

x
x

-

x

- Separate stopped buses from through traffic
- Improve the safety and efficiency of pedestrian
crossings where warranted.

x
Middle Segment

MediumTerm

Restripe western half to three lanes
and modify the eastern half to add
bicycle lanes

x

x

x

-

Re-align Johansen off-ramp

x

x

x

- Enhance sight distance for merging vehicles
- Reduce vehicle/bicycle conflicts

Install Bus pullouts

x

x

x

Reduce vehicle crashes by 29%
Separate left-turning vehicles from travel lane
Improve visibility and comfort of bicyclists
Separate fast bicyclists from pedestrians

- Separate stopped buses from through traffic

East Segment
Near-Term

Eastbound dual right-turn lane at the
Steese Highway

x

x

- Additional capacity, reduced delay, and reduced
queuing at the Steese Highway intersection

Near-Term

Westbound right-turn lane at the Old
Steese Highway

x

x

- Additional capacity, reduced delay, and reduced
queuing at the Old Steese Highway intersection

Long-Term

Narrow median and restripe travel
lanes to provide a 3-foot shoulder
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Technical Memorandum #6 –
Response to Public
Comments

MEMORANDUM
Date:

August 5, 2014

To:
CC:

Donna Gardino, FMATS
College Road Project Advisory Group (PAG)

From:

John Ringert, PE, Andrew Ooms, PE, and Phill Worth

Project:

College Road Corridor Study
Technical Memorandum 6 – Response to Public Comments

Subject:

Project #: 12735

INTRODUCTION
The purpose of this memorandum is to provide responses to the key comments and concerns
regarding the recommended three-lane option for the West Segment and a portion of the Middle
Segment along College Road. In addition, this memorandum identifies the impacts to existing and
recommended projects on College Road in response to the Policy Committee (PC) motion “To
approve the College Road Corridor Study Final Report, excluding the three lane option, and to
recommend to the Technical Committee to consider the scopes of affected projects and report back
to the Policy Committee.”

BACKGROUND
The public and directly affected stakeholders have had multiple opportunities to contribute to the
preparation of the College Road Corridor study and its final recommendations. Two open houses that
were well-attended (based on comparisons of attendance numbers at other transportation-related
planning events), an on-going project website with public comment capabilities, committee meetings
open to the public, and direct access to FMATS and DOT&PF staff provided multiple opportunities for
input. This public input was supplemented with a public meeting that was held on June 25, 2014. That
meeting was held as part of the College Road Rehabilitation project which will be implementing some
of the College Road Corridor Study recommendations including the 3-lane option for the West
Segment.
The motion by the Policy Committee appears to be in response to the most recent public input during
the June 25th public meeting and the 166 comments received. To ensure that all comments received
to date are given equal consideration, we have reviewed and compiled the records of all comments
and summarized them below.
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Approximately 300 participants are known to have been engaged, either through their direct
participation in meetings, submittal of comment forms, or entries to the project website. It is
unknown how many individuals that represents, as it is possible for one person to have submitted
multiple comments over the period of the project and through the various means of interaction.
Among the 254 comments that were received and expressed a preference for an option for the West
Segment of College Road, 143 were in favor of a 3-lane cross section, 11 were neutral, and 100
preferred a different cross section or were against the 3-lane option. In addition, the Interior
Delegation, in response to communications received from constituents, provided a letter expressing
opposition to the 3-lane option. Thus, to date, approximately 56% of comments can be categorized
were in favor of a change to the 3-lane option, 39% preferred a different treatment or were opposed
to the 3-lane option, and 4% were neutral. Of those expressing a preference, 59% were in favor of the
3-lane option for the west segment of College Road. The remaining 41% preferred a different cross
section or were against the 3-lane option.

RESPONSE TO KEY COMMENTS
DOT&PF received approximately 166 comments from a public meeting held on June 25, 2014. The
comments were summarized by DOT&PF into one of seven categories with respect to the reasons for
their support and their concerns regarding implementing the 3-lane option recommended in the
College Road Corridor Study versus maintaining the existing 4-lane cross section in the upcoming
pavement rehabilitation project for the West Segment of College Road.
Figure 1 illustrates the
percentage
of
comments
supporting the existing 4-lane
option and the proposed 3lane option for the West
Segment. As shown in Figure
1, the public comments were
mixed with the 3-lane option
receiving highest amount of
support by approximately 7%.

Figure 1. Public Meeting Summary of Support for Cross-Section
Options
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Figure 2 shows a summary of the key
categories of issues identified in
comments from the June 25, 2014
meeting and the frequency of
comments for each category.
As shown in Figure 2, the highest
numbers of comments regarding the
proposed 3-lane option were related
to the following categories:




Traffic congestions and delay
Bicycle safety benefits
Traffic safety benefits

Following is a summary of each
comment category, the key items
identified in the public comments,
Figure 2. Frequency of Comments for Key Categories from June
and a response for each category.
25, 2014 Meeting

Category #1: Bus Stop Delay
Key Concern:
There will be increased motorist delay due to an inability to go around a bus stopping to pick up or
drop off passengers at a stop without a bus pullout under the 3-lane option.

Response:
Existing peak transit service along College Road operates at 30-minute headways eastbound and at
alternating 30-minute and 45-minute headways westbound. Off-peak service in each direction is
hourly. There are no bus routes between Aurora Drive and Danby Street. Given these headways,
getting caught behind a bus is not expected to be a frequent occurrence for most people driving on
the corridor. In order for this to occur, their trip would need to coincide with the exact time and
location of the bus on the corridor. The potential is less than approximately 4% in the frequent
direction and less than 2% in the hourly direction.
Currently there are 19 bus stops on the corridor with 7 that are equipped with bus pullouts. The 3lane option includes installing bus pullouts at 7 more stops, for a total of 14 out 19 bus stops being
equipped with bus pullouts. These pullouts allow drivers that follow a bus to legally pass while
remaining in the travel lane. For the less than 4% of drivers (during peak hours) that may be caught
behind a bus, there will be multiple opportunities to legally pass the bus while at one of the many bus
pullouts. With 14 of 19 bus stops having pullouts, there is a very high probability that no drivers
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would ever be forced to follow a bus for more than a few stops before being able to legally pass,
while remaining in the travel lane of College Road.
While the College Road Corridor Study did not recommend pullouts at the five lower-volume stops
due to the relative benefit versus the likely costs, pullouts at the additional stops could be
considered. In addition, adding more pullouts under the existing 4-lane section could also be
considered in a future study.

Category #2: Added Traffic Congestion and Delay
Key Concern:
The possibility that the 3-lane option will result in additional delay, lower travel speeds, higher
congestion during events such as the Tanana Valley Fair, and lower capacities during snow events.

Response:
These concerns focus on the potential for increased delay and reduced maneuverability.

Causes of Current Recurring Delay
With the existing 4-lane cross section, drivers that end up following a left-turning vehicle must slow
and stop until the vehicle has made the turn or there is an opportunity to move to the outside travel
lane. This type of delay is occurring today and most frequently during peak periods of demand. Based
on turn movement counts collected at study area intersections, roughly 20 percent of westbound
vehicles on this segment of the corridor make left-turn movements at the key intersections.
Frequently, these vehicles experience delay as they wait for a gap in oncoming traffic. This is
compounded by the fact that they must find a gap in two lanes of on-coming traffic and then
successfully cross both lanes of traffic. This circumstance is eliminated with the 3-lane option. The
left-turning vehicle would move out of the travel lane and into the left-turn lane and virtually no
following drivers would be stopped or delayed.

Causes of Current Non-recurring Delay
National research has shown that 4-lane roads have a higher incidence of crashes than 3-lane roads.
Crashes create non-recurring delay. The amount of delay resulting from one incident can be
significant, depending on the severity of the crash and the level of traffic occurring at the time of the
incident. Hours of delay can accumulate (across all affected drivers) as the result of one traffic
incident during the peak period of demand on College Road.

Lower Travel Speeds
The College Road Corridor Study report (June 2014) has indicated the potential for an overall lower
85th-percentile travel speed as a result of implementing the 3-lane option. The estimate of a 4 to 5

Kittelson & Associates, Inc.

Anchorage, Alaska

College Road Corridor Study TM #6 – Response to Comments
August 5, 2014

Project #: 12735
Page 5

mph speed reduction is based on national research (see Table 1). Some have expressed concern that
this will create added delay.
A travel speed survey was conducted on College Road during the course of the study. The survey
revealed that the current 85th-percentile travel speed was 43 to 45 mph. This is 3 to 5 mph above the
posted speed limit, in the section where speeds were measured. A reduction in measured speeds of 4
to 5 mph would mean more drivers were obeying the speed limit. Based on an evaluation of the
impacts of lower speeds and delay at signals, drivers may see an increase of 48 to 66 seconds to
traverse the segment, as reported in Table 1.
The reason travel speed tends to moderate as a result of this type of conversion is that drivers who
are prone to higher speeds (particularly those that exceed the speed limit) end up having to follow
drivers that drive at more moderate speeds.
Table 1: Three-Lane Comparison (Johansen Expressway to University Avenue)

Intersection LOS
Intersection V/C Ratios
Johansen Expressway / University Avenue
Aurora Dr, Danby St, and Antoinette Ave
Change in Travel Speed (Peak Hours)

Additional Total Travel Time
1.

2.

Option 1

Option 2

4 Lanes (No Build)

3 Lanes

A–C

B–C

0.66 / 0.60
0.35 – 0.45

0.70 / 0.60
0.60 – 0.66

N/A
(Existing Average: 40 mph) (2)
(Existing 85th Percentile 43-45 mph) (2)
N/A

4-5 mph reduction (1)
Eastbound – 48 seconds
Westbound – 66 seconds

References:
a.
FHWA, Evaluation of Lane Reduction “Road Diet” Measures on Crashes, Highway Safety Information
System.
b.
Knapp, K. and Giese, K, (1999), Speeds, Travel Times, Delays, on US 75 4/3 Lane Conversion through
Sioux Center, Iowa during the AM and PM Peak Periods. Iowa State University/Center for Transportation
Research and Education for the Iowa Department of Transportation, Ames, IA.
2013 DOT&PF Speed Study near Westwood Way

Higher Congestion
As shown in Table 1, all of the intersections on the segment recommended for the 3-lane option are
expected to operate acceptably at LOS B or LOS C in the year 2035. In addition, the following can be
concluded from the results provided in Table 1:



The intersection LOS remains similar under both the 3-lane and 4-lane segments.
There is little to no difference in the V/C ratio in the year 2035 for the intersections at the
Johansen Expressway ramp terminal and at University Avenue. This is because the cross
section at each intersection will remain as currently configured.
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The year 2035 V/C ratios for the other intersections on the segment in question are
approximately 15 – 25% higher with the 3-lane option, but remain within acceptable ranges,
as defined by DOT&PF.
The difference in travel speed between intersections is projected to decrease approximately
4-5 mph.
The total additional travel delay (includes speed reduction on segments and intersection
delay) to drive from one end of the corridor to the other is expected to increase by 48 to 66
seconds.

Regular users of the corridor who prefer to travel at or above the posted speed limit rely on the
opportunity to quickly change lanes to avoid being delayed by vehicles making a left-hand turn from
the inside through lane of the 4-lane cross section. This is only possible when traffic conditions are
relatively light and gaps between vehicles in the outside through lane are large enough to allow such
maneuvers to occur without slowing or stopping. However, each day when traffic is busy on College
Road (e.g. during morning and evening commute periods and mid-day activity periods)
maneuverability becomes more limited and drivers in those circumstance must slow and sometimes
stop or make risky maneuvers that jeopardize the safety of others on the road. This issue is
eliminated by the 3-lane option. As a result, there is some delay that currently occurs from leftturning vehicles in the through lane, which will be eliminated by the 3-lane option.
The improved operational flow (3-lane versus 4-lane) during higher-volume periods and reduced
potential for risky driver behavior should not be ignored. The reduced crash rate associated with the
3-lane option results in fewer injuries, less property damaged, and substantially less non-recurring
delay, which all benefit a large portion of the Fairbanks community.
Tanana Valley Fair & Farmer’s Market
A number of people commented on the impact of the 3-lane conversion during the Tanana Valley Fair
and some similar comments were made regarding the Farmers Market. While the College Road
Corridor Study evaluation acknowledged the high traffic demand during the fair, the traffic
management for the fair was not evaluated. The comments and concerns regarding the Tanana Valley
Fair were generally focused on two issues:



Traffic congestion and delays getting into the fairgrounds.
Vehicles parking on College Road and blocking the outside lane of traffic.

In response to existing traffic needs during the fair, a new westbound right-turn lane will be
constructed at the Aurora Drive/College Road intersection in either cross-section option. In addition,
the 3-lane option will add a new eastbound left-turn lane at the intersection. The addition of the
westbound right-turn lane should improve access to the fairgrounds and the addition of the
eastbound left-turn lane is also beneficial. Still, the fair generates significant traffic demand that is
above what can be normally accommodated at the intersection. Therefore, using special traffic
Kittelson & Associates, Inc.
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control measures during the fair is the most common approach as opposed to expanding the roadway
to accommodate the high level of traffic demand for the week of the fair.
The 3-lane conversion reduces the intersection capacity. The relative V/C ratio change at the Aurora
Drive/College Road intersection is approximately 0.17 (V/C ratio change from 0.43 to 0.60 which
equates to approximately a 17 % change in capacity). This amount of change will reduce the ability of
the intersection to accommodate fair traffic to a similar extent, but the most significant impact on
accommodating fair traffic will be developing a good traffic management plan. Therefore we
recommend a more detailed study of the traffic management during the fair, with or without the 3lane option.
Similar access concerns were expressed with regard to the Farmer’s Market. Discussions with
DOT&PF and FMATS staff indicated that a likely contributor to current congestion at the entrance is
due to drivers entering and then stopping to look for a parking space or wait for someone to back out
of a space. It was suggested that the operators of the Farmer’s Market should consider additional onsite traffic management to minimize this issue. A traffic study should be considered which is focused
on managing the flow of traffic into the farmers market to minimize the impacts on College Road and
reduce delay for customers.
Snow and Ice Covered Roadways
The impacts of the 3-lane option during the winter when snow and ice are on the roadway were
reviewed as part of the corridor study. Members from DOT&PF design, DOT&PF maintenance, and
City of Fairbanks Engineering were on the Project Advisory Group and asked about how College Road
is maintained during time periods with a high amount of snow and ice. Based on the discussion with
the DOT&PF and City representatives, three key items were identified:
1. Traffic volumes on College Road are significantly lower in the winter months and even lower
during days with significant snow.
2. When the roadway is snow-covered, drivers use the roadway as if it only had one through
lane in each direction in most sections.
3. A bicycle lane or shoulder provides a good temporary snow storage area in comparison to the
existing condition where snow must be stored on the sidewalk.
4. Plowing occurs at night to expedite removal and minimize conflicts with the traveling public.
Figure 3 shows the monthly traffic profile and how the winter months of November through March
have approximately 20% to 30% lower traffic volumes on average than during the peak summer
months.
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Because of the lower traffic
volumes and the input that the
roadway essentially functions as a
3-lane roadway when it is snowcovered, the impact of the 3-lane
option during winter conditions
should be minimal.

Category #3: Additional Headon Collisions
Key Concern:




Head-on collisions between
two vehicles utilizing the
two-way-left-turn lane at Figure 3. College Road Monthly Traffic Profile
the same time.
Head-on collisions due to vehicles using the two-way-left-turn lane as a passing lane to pass
slower moving vehicles.

Response:
Throughout the United States, the use of two-way-left-turn lanes (TWLTLs) is a standard of practice
based on proven crash reduction benefits. A summary of research prepared by FHWA found that
adding TWLTLs reduced crashes by 20.3% overall, reduced Injury crashes by 26.1 percent, and
reduced rear-end crashes by 38.7% on two-lane highways (Ref. FHWA, Safety Evaluation of Center
Two-Way Left-Turn Lanes on Two-Lane Road, FHWA Publication No. FHWA-HRT-08-046). No
significant change in head-on collisions was identified, primarily due to the small sample size. Further,
the AASHTO Highway Safety Manual (2010) notes that converting a 4-lane road to a 3-lane road leads
to an expected reduction in crashes of approximately 29%.
A concern was raised that people may use the TWLTL to pass a slower moving vehicle that is traveling
in the same direction. Discussions with DOT&PF staff indicate that this has not been a problem on
other facilities in Fairbanks with TWLTLs.

Category #4: Increases Accidents
Key Concern:
Concern was expressed that the 3-lane option (with on-street striped bike lanes) would lead to an
increase in crashes between vehicles and between bicycles and vehicles.
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Response:
As noted in the response to the previous concern, conversion to 3 lanes is a proven measure to
reduce vehicle crashes. The AASHTO Highway Safety Manual (2010) identifies a 29% reduction in
crashes when a 4-lane road is converted to 3 lanes. The expected change in crashes of the 3-lane
conversion and adding bicycle lanes (or a shoulder) was evaluated in detail as part of the study.
Relative crash frequencies were obtained from the Highway Safety Manual to identify the impact of
various cross-section options. Figure 4 shows a comparison of the relative crash frequencies under
the existing configurations and the option of reducing the West and Middle Segments to 3 lanes and
adding bicycle lanes.
As illustrated in Figure 4, the crash frequency for the West Segment is projected to decrease by
approximately 29% with the reduction from 4 lanes (two travel lanes in each direction) to 3 lanes
(one travel lane in each direction and a center turn lane).
In sections of the Middle and
East segments that already
have turn lanes or medians,
crash frequency is not
expected to change. In
addition, while bicycle lanes
are expected to reduce
crashes for bicycles and
pedestrians on the corridor,
the reduction in total crashes
is minor as compared to
vehicle-vehicle crashes.
Bicycle and Pedestrian Safety Figure 4. College Road Crash Frequency Comparison to Existing 4-Lane
Section
While it was not possible to identify a specific reduction in bicycle crashes with the 3-lane option, the
4-lane configuration is undesirable because the bicycles conflict with pedestrians walking at much
lower speeds and the bicycles must navigate driveway ramps and fixed objects along the sidewalk. In
addition, if the bicycles decide to travel in the vehicle lanes, they must compete with vehicles
traveling at much higher travel speeds. The American Association of State Highway Officials (AASHTO)
Guide to Bicycle Facilities states:
“In general, it is undesirable for bicyclists to ride on sidewalks. There is significantly higher
incidence of bicycle-motor vehicle crashes with bicyclists riding on the sidewalk than with
bicyclists operating on the roadway. The issue with sidewalk bicycle riding is compounded by
bicyclists riding against the flow of adjacent traffic, as motorists crossing or turning left or
right at driveways and intersections usually do not look for bicyclists traveling on the
sidewalk.”
Kittelson & Associates, Inc.
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The addition of the bicycle lanes provides two options for bicycles. The sidewalk is still an option for
children and slower speed bicyclists that don’t want to be on the roadway. However, most people
bicycling will probably use the bike lanes.
In addition, the bicycle lanes or shoulders (near-term) provide a 5-foot buffer between vehicles on
College Road and pedestrians on the sidewalk. This will reduce the potential for crashes with
pedestrians as well as provide a more enjoyable walking experience.

Category #5: Negative Business Impacts
Key Concern:
Concerns over access to businesses on the College Road corridor were raised, including a concern
that it will be more difficult to enter and leave business driveways and that drivers won’t be able to
drive as fast to get to the businesses. In addition, there were some concerns expressed about large
delivery trucks for the Alaska Fun Center and Alaska Feed Company getting into traffic on College
Road from the site driveways.

Response:
Roadway improvements can have an influence on business activity, particularly during the
construction period. Long-term effects sometimes result from changes to access (e.g., closing a
driveway or converting the driveway to only allow rights in and out). The 3-lane option will not result
in any driveway closures and will not limit the types of turn movements into or out of any driveways.
While each driveway location and traffic demand is unique, there are several general benefits to
driveway access that will result from the 3-lane option, including:






Safety and operational improvements for left-turn into business driveways:
o Lower rates of crashes on the corridor mean safer access for customers and
employees at each business driveway.
o The lower rate of crashes should convey a feeling of personal safety to users and
therefore promote continued and increased use of College Road and the businesses
on the corridor.
o Left-turns into businesses are simplified for drivers because they do not conflict with
vehicles going in the same direction and they only have to cross one lane of oncoming
traffic to enter the driveway.
Providing a center turn lane allows left-turning vehicles out of a driveway to turn across just
one lane of conflicting traffic and then wait in the center turn lane for a gap to merge into the
travel lane. This is referred to as a two-stage left turn. Table 2 shows improved operation for a
typical outbound left-turn from a driveway along College Road.
Today drivers making left turns into business driveways must look for cyclists riding in either
direction on the sidewalk. When a bike lane or shoulder bikeway is provided on College Road
as a part of the 3-lane option, more cyclists will be riding in the same direction of travel as
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motorists. This simplifies the decision-making process for those drivers making the left-turn
movements.
Improved pedestrian and bicycle facilities often attract more activity by those modes and
increase traffic in front of each business on the corridor, which could attract more customers.
Table 2: Three-Lane Comparison (Johansen Expressway to University Avenue)

Outbound Left-Turn Delay

Outbound Left-turn V/C Ratio

Existing 4-Lane (Existing Traffic)

14.1 sec

0.05

Proposed 3-Lane (Existing Traffic)

11.2 sec

0.04

Percentage Change with 3-Lanes

21% decrease in delay for exiting leftturning vehicles

20% increase in capacity for
exiting left-turning vehicles

The conversion to 3-lanes is also projected to accommodate traffic through 2035 and, therefore, the
conversion will not restrict the amount of traffic driving by businesses due to lack of roadway
capacity. The potential 85th-percentile speed reduction will result in speeds much closer to the posted
speed limit and, as such, improve the safety and accessibility of business driveways on the corridor.
In summary, the conversion to 3-lanes provides improved safety and operations for left-turning
movements at site accesses along the corridor, reduces the conflicts between customers in vehicles
and bicycles, and provides the opportunity to increase the customer base with more bicycles and
pedestrians on the corridor.

Category #6: Bicycle Safety Improvement Benefits (In Support of 3-lane Option)
Key Reason for Support:
Bicycle safety improvements were the second most cited reason for supporting the 3-lane option for
the West Segment and portion of the Middle Segment.

Response:
As previously quoted, the American Association of State Highway Officials (AASHTO) Guide to Bicycle
Facilities states:
“In general, it is undesirable for bicyclists to ride on sidewalks. There is significantly higher
incidence of bicycle-motor vehicle crashes with bicyclists riding on the sidewalk than with
bicyclists operating on the roadway. The issue with sidewalk bicycle riding is compounded by
bicyclists riding against the flow of adjacent traffic, as motorists crossing or turning left or
right at driveways and intersections usually do not look for bicyclists traveling on the
sidewalk.”
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Capable and confident bicycle riders will use the bike lane. This will improve safety for pedestrians
and bicyclists, by removing conflicts with those bicyclists that would have otherwise been on the
sidewalk. The bike lane will also provide a buffer between the pedestrian and motor vehicles.
Inexperienced bicyclists and those that prefer the sidewalk will still be allowed to use it.

Category #7: Traffic Safety Improvement Benefits (In Support of 3-lane Option)
Key Concerns:
Traffic safety improvements were identified as the primary reason to support the 3-lane option for
the West Segment and portion of the Middle Segment.

Response:
As discussed in the response to Category #4, conversion to 3 lanes is a proven measure to reduce
vehicle crashes. The AASHTO Highway Safety Manual (2010) identifies a 29% reduction in crashes.
The expected reduction in crashes due to the 3-lane conversion and adding bicycle lanes was
evaluated in detail as part of the study. Relative crash frequencies were obtained from the Highway
Safety Manual to identify the impact of various cross-section options. Figure 4 shows a comparison of
the relative crash frequencies under the existing configurations and the option of reducing the West
and Middle Segments to 3 lanes and adding bicycle lanes.
In sections of the Middle and East segments that already have turn lanes or medians, crash frequency
is not expected to change. In addition, while bicycle lanes are expected to reduce the potential for
crashes involving bicycles and pedestrians on the corridor, the reduction in total crashes is minor as
compare to vehicle-vehicle crashes.
Finally, while this category is focused on traffic safety for motor vehicles, the 3-lane option also
reduces the potential for crashes involving pedestrians and bicycles. Quantifying the impacts on
pedestrian and bicycle crashes is difficult due to the low number of reported crashes involving
pedestrians and bicycles. But it has been shown that bicycles in bicycle lanes or on shoulders are
more visible to drivers because they are traveling in the location the driver is looking when looking
upstream and they are only traveling in one direction. This results in reduced conflicts, which benefits
both vehicles and bicycles.

Additional Comments Regarding use of the Florida DOT Generalized ADT Tables
In addition to the comments and responses provided above, a recent question emerged regarding a
reference in the report to the use of the Florida DOT generalized ADT tables for development of a
figure in the existing conditions section of the College Road Corridor Study. This is a good question
and we can understand that any reference to a Florida procedure seems extremely out of place for a
study in Alaska.
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All the analysis and results presented in the College Road Corridor Study were done utilizing peak
hour traffic volumes and the procedures contained in the Highway Capacity Manual (HCM). This is the
process followed by the DOT&PF and is consistent with other studies that have been done
throughout Fairbanks.
The advantage of the HCM procedure is that it provides a very accurate assessment of the traffic
conditions at an intersection and along a corridor. The disadvantage of the HCM procedure is that it
does not provide a “big picture” evaluation capability for use with historical average daily traffic (ADT)
volumes, which are more common and available to the public.
Given the availability of historical ADT volumes and the desire by some people to understand the
relationship between ADT volume and the need for capacity improvements on roads, we sometimes
will utilize ADT thresholds that have been developed by other agencies for similar purposes. This
eliminates the need to add significant cost and time to existing projects developing customized ADT
thresholds which will ultimately not be used for the final analysis. The thresholds are developed by
utilizing common traffic flow variables and converting the peak hour analysis procedure into general
ADT ranges for comparison. The HCM provides a methodology for development of ADT thresholds,
but does not provide a detailed set of such thresholds.
The Florida DOT has done extensive work developing and validating their ADT thresholds for many
types of roadways and traffic conditions. For this reason, many planners and agencies throughout the
Country will use those thresholds versus creating their own local or statewide thresholds. Since the
thresholds are typically used only for big-picture planning and are not used for the more detailed
analysis, this is typically considered acceptable.
We hope that his explanation helps explain how the Florida DOT ADT thresholds were utilized. Since
they were only used for development of a figure and not used for the analysis, hopefully any concern
is alleviated. Consideration could be given to developing specific Alaska or Fairbanks thresholds if
more accuracy at the big-picture level is desired.

AFFECTED PROJECTS IF THE 3-LANE OPTION IS EXCLUDED
In July, the FMATS Policy Committee voted “To approve the College Road Corridor Study Final Report,
excluding the three lane option, and to recommend to the Technical Committee to consider the
scopes of affected projects and report back to the Policy Committee.” Per the motion, we have
reviewed the College Road Corridor Study to identify the impact on the remaining study
recommendations if the existing 4 lanes are maintained on College Road.
Table 3 shows the recommendations of the College Road Corridor Study with the rightmost column
identifying the impact of excluding the 3-lane option that was recommended for the West Segment
and the western portion of the Middle Segment.
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As shown in Table 3, all of the recommendations of the College Road Corridor Study for the East
Segment (Johansen Expressway to the Steese Highway) are still applicable. For the West Segment and
Middle Segments, the key recommendations that will affect existing or future projects include:



The Margaret Avenue/Antoinette Avenue intersection re-alignment project plans will not
need to be modified to provide a lane-drop to three lanes along College Road.
No technical analysis has been completed to date that we are aware of that would verify the
need for or benefit from constructing additional bus pullouts. Addition of bus pullouts could
still be considered and verified for its cost benefit.

Projects on the West Segment that are still applicable include the completion of sidewalk
improvements and addition of a westbound right-turn lane at Aurora Drive to service the Tanana
Valley Fairgrounds. In the Middle Segment, one recommendation for the 3-lane option that should be
considered if the existing lane configuration remains is re-aligning the southwest-bound off-ramp
from the Johansen Expressway to bring the right-turn into the intersection at a more perpendicular
angle. This would reduce vehicle speeds at the crosswalk location and improve the crossing for
pedestrians and bicycles.

POTENTIAL ADDITIONAL STUDIES
A small number of potential studies have been identified through this review of public comments and
the discussions with DOT&PF and FMATS staff. These include the following:





Tanana Valley Fair – The event traffic management plan for this site could be reviewed and
updated to improve site access for vehicular ingress and egress
Farmer’s Market – On-site motorist guidance and parking management strategies could be
reviewed and updated to minimize or avoid on-site queuing that spills back to and adversely
impacts the site driveway and mainline operations of College Road.
Bus Pullouts – There may be benefit to completing an assessment of bus stops on the College
Road corridor to determine which would benefit from construction of a bus pullout if the
cross section remains as 4 lanes. The study could also confirm whether additional bus pullouts
are desired at the five remaining locations not recommended in this study under the 3-lane
option.
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Table 3: Implementation Timeframe and Key Benefits

Segment & Recommendation
Element

Timeframe

Expected Benefits

Impact of Excluding 3-Lane Option

West Segment

Near-Term

Long-Term

Restripe to three lanes with
bicycle lanes

- Reduce vehicle crashes by 29%
- Separate left-turning vehicles from
travel lane
- Improve visibility and comfort of
bicyclists
- Separate fast bicyclists from
pedestrians

Margaret/Antoinette intersection
re-alignment

- Reduce vehicle crashes
- Simplify signal phasing
- Improve pedestrian crossings

- No modification of existing design
required.

Westbound right-turn lane at
Aurora Drive

- Separate right-turning vehicles from
traffic lane
- Reduce necessary green time

- None

Completion of sidewalk on south
side

- Provide path connectivity
- Reduce pedestrian crossings
- Serve adjacent uses

- None

Install Bus Pullouts

- Separate stopped buses from through
traffic

- The need for bus pullouts should be
verified through additional study.

Enhance Pedestrian Crossings as
Warranted

- Improve the safety and efficiency of
pedestrian crossings where warranted.

- Still applicable

Restripe western half to three
lanes

- Reduce vehicle crashes by 29%
- Separate left-turning vehicles from
travel lane
- Improve visibility and comfort of
bicyclists
- Separate fast bicyclists from
pedestrians

- Recommendation removed

Re-align Johansen off-ramp

- Enhance sight distance for merging
vehicles
- Reduce vehicle/bicycle conflicts

- Would still be beneficial but not
required due to no bicycle lane
beginning at the Johansen
Expressway.

Install Bus pullouts

- Separate stopped buses from through
traffic

- The need for bus pullouts should be
verified through additional study.

- Recommendation removed

Middle Segment

MediumTerm

East Segment
Near-Term

Eastbound dual right-turn lane at
the Steese Highway

- Additional capacity, reduced delay, and
reduced queuing at the Steese Highway
intersection

- Not affected

Near-Term

Westbound right-turn lane at the
Old Steese Highway

- Additional capacity, reduced delay, and
reduced queuing at the Old Steese
Highway intersection

- Not affected

Long-Term

Narrow median and restripe
travel lanes to provide a 3-foot
shoulder

- Provides buffer for pedestrians and
bicyclists on multiuse sidewalk

- Not affected
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We trust that the information provided herein adequately addresses the transportation issues and
questions posed by the public and at the FMATS Policy Committee meeting. Please let us know if you
have any questions or need any additional information.
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