SECTION 3

Alternatives
This section describes the alternatives development process. The alternatives retained for
study and those dropped from consideration are identified. The alternatives retained are
also evaluated for their ability to meet the purpose and need discussed in Section 2.

3.1 Alternatives Development
3.1.1 Alternatives Development Overview
The following engineering efforts have contributed to development of potential alternatives
to meet travel needs along the NSH corridor from Rabbit Creek Road to 36th Avenue:
•

Reconnaissance Study—ADOT&PF published a reconnaissance study report for the
NSH corridor in 1999 that analyzed improvements to the corridor between Huffman
Road and 20th Avenue. The improvements considered included adding lanes to the
mainline, interchange upgrades, and new east-west crossings along the corridor. The
reconnaissance study report was intended to provide baseline information for
improvements to the corridor in support of the NEPA process.

•

Major Investment Study—The 1991 LRTP (MOA) identified the NSH corridor as a
candidate for an MIS to provide a focused analysis of the corridor’s transportation
problems, along with a broader perspective on the options available to solve those
problems. The AMATS Policy Committee requires MIS analysis for projects in
Anchorage that meet three primary criteria: cost exceeding $70 million, inclusion of a
facility classified as a freeway in the study area, and project length greater than 1 mile.
The MIS identified and investigated the feasibility of alternative modes ranging from
guideway transit systems (systems that use a track or other structure to support and
physically guide transit vehicles) to highway improvements. The AMATS Policy
Committee reviewed the results of the MIS analyses and adopted its recommendations
for more detailed analyses in October 2002. The MIS findings are documented in the
New Seward Highway, Rabbit Creek Road to 36th Avenue, Scoping Summary Report (CH2M
HILL, 2002)

•

Alternatives Refinement—In 2003, preliminary engineering began refining alternatives
recommended by the MIS for further consideration. Components examined in greater
detail included interchanges, ramp access, and cross-street connections.
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3.1.2 Major Investment Study Alternatives Development
3.1.2.1 Alternatives Evaluation
The alternatives evaluation in the NSH MIS progressively considered transportation modes,
approaches to minimize reliance on automobiles, and highway system improvements. The
evaluation focused on the following potential improvements:
•

Light-rail transit

•

Commuter rail

•

Express bus service

•

Transit

•

TSM/TDM strategies

•

High-occupancy vehicle (HOV) lane

•

Reversible lane

•

East-west connectivity and circulation

•

Mainline lane additions

•

Mainline with east-west crossings and IAR interchange

3.1.2.2 Alternative Recommendations
The MIS planning process was used to define, analyze, and apply evaluation screening
criteria to a broad, multimodal array of potential transportation alternatives. The findings
from this planning and evaluation determined the recommendations about which
alternatives should be advanced for more detailed planning, engineering, and
environmental assessment and be carried forward in the NEPA evaluation process.
On the basis of background and condition studies, public involvement input, and analytical
evaluation findings, the MIS recommendations identified the following alternatives for NSH
corridor improvements in the study area for continued evaluation (CH2M HILL, 2002):
•

The no-build alternative, as required in NEPA procedures for a benchmark comparison
against other alternatives

•

The HOV lane alternative for feasibility with complementary intermodal integration of
bus transit improvements and TSM/TDM strategies

•

Six-lane expansion alternative (including the east-west crossing alternative) with
refinements to address capacity-demand balance and spot improvements

•

Six-lane expansion alternative (including the east-west crossing alternative) with an IAR
interchange and refinements to address capacity-demand balance and spot
improvements

•

Bus transit and TSM/TDM strategies as companion elements of an integrated
multimodal transportation solution that includes highway improvements
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The same evaluation considerations mentioned immediately above resulted in MIS
recommendations that the following alternatives not be carried forward in the evaluation
process:
•

Light rail transit and commuter rail service

•

Standalone express bus on NSH

•

Standalone bus transit

•

Standalone TSM/TDM strategies

•

Reversible lane alternative

3.1.3 Preliminary Engineering Alternatives Development
3.1.3.1 Alternatives Evaluation
Preliminary engineering evaluation further developed information about the feasibility of
components in the MIS-recommended alternatives. Potential scenarios for interchanges,
grade separations, arterial extensions, frontage roads, pedestrian and bicycle components,
and mainline variations were examined. Analysis included updates of travel forecasts and
operational modeling for peak-period travel conditions to refine information on
performance metrics of the alternatives.

3.1.3.2 Alternatives Considered Reasonable
During the preliminary engineering effort, the following alternatives were found to be the
most reasonable solutions to satisfy the purpose and need of the proposed project:
•

No Build Alternative (through 2035) (required by NEPA)

•

Build Alternative 1—Mainline expansion with grade separations and Tudor Road
interchange improvements

•

Build Alternative 2—Mainline expansion with grade separations and IAR interchange

In addition, both build alternatives include TSM/TDM strategies to improve the efficiency
of operation on the NSH corridor. These alternatives are described in Section 3.2.

3.1.3.3 Alternatives Considered Unreasonable
Further evaluation during the preliminary engineering efforts found that the HOV lane
alternative was deficient in meeting the purpose and need of the proposed project. The need
to couple bus service and other TSM/TDM strategies with accompanying highway
improvements was further supported through examination of those options.
Additional information about the evaluation and screening of these alternatives and the
roadway improvement options not included in the build alternatives is provided in
Section 3.5 below.
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3.2 Detailed Description of Alternatives Considered and
Advanced
The descriptions for the build alternatives in Sections 3.2.3 and 3.2.4 below are presented by
segment, from beginning (Rabbit Creek Road) to end (36th Avenue) of the study area.
Figure 3-1 identifies the segments.
The following figures portraying improvements in the build alternatives are included at the
end of Section 3:
•

Figure 3-2, Dowling Road to Tudor Road Segment, Build Alternatives 1 and 2

•

Figure 3-3, Existing Mainline Typical Sections

•

Figure 3-4, Proposed Mainline Typical Sections

•

Figure 3-5, Frontage Road Typical Sections

•

Figure 3-6, Ramp Typical Sections

•

Figures 3-7a and 3-7b, Build Alternative 1 Typical Section Layout

•

Figures 3-8a and 3-8b, Build Alternative 2 Typical Section Layout

•

Figure 3-9, Proposed Mainline Typical Section

3.2.1 Design Criteria Applied to the Build Alternatives
Appendix B provides the design criteria for the mainline, frontage roads, ramps, and cross
streets. The design criteria were established to conform with guidance provided in
Chapter 11 of the Alaska Preconstruction Manual (ADOT&PF, 2003b) and the Policy on
Geometric Design of Highways and Streets (American Association of State Highway and
Transportation Officials [AASHTO], 2000).
Additional design details are provided as follows:
•

Appendix B, Design Criteria

•

Appendix C, Mainline Plan and Profile Drawings for Build Alternative 1

•

Appendix D, Cross-Street Plan and Profile Drawings for Build Alternative 1

•

Appendix E, Plan and Profile Drawings for Variations in Build Alternative 2

Appendix F, Cost Estimate and Implementation Plan Drawings, contains cost estimates for
the improvements and illustrations of the preliminary implementation plans that are
discussed in Section 4 of this report.

3.2.2 No Build Alternative
The No Build Alternative maintains the existing four-lane divided highway from Rabbit
Creek Road to 36th Avenue. No improvements to the mainline, interchanges, or frontage
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ALTERNATIVES

roads within the corridor would be performed. Although major facility improvements
would not be made, maintenance of the facilities would require activities such as
resurfacing, reconstruction of deteriorated shoulders on frontage roads, and illumination
replacement and additions.
The No Build Alternative does include consideration of the effects of projects expected to be
built in the corridor during the next 30 years, as specified in the 2001 LRTP (MOA, 2001a),
including the following arterial improvements:
•

Dowling Road—widening the segment between OSH and Lake Otis Parkway from two
to five lanes and constructing roundabouts at NSH ramp intersections

•

O’Malley Road—widening the segment between NSH and Lake Otis Parkway from two
to four lanes with capacity improvements at major intersections

•

Huffman Road—widening the segment between OSH and Lake Otis Parkway to
provide two travel lanes in each direction

3.2.3 Build Alternative 1—Freeway Expansion with Grade Separations and Tudor
Road Interchange Improvements
Rabbit Creek Road to O’Malley Road. In this segment, the existing NSH mainline, which is
four lanes (two each traveling north and south) with a center grassed median, remains
unchanged. Minor safety and capacity enhancements may be incorporated at the Rabbit
Creek, DeArmoun, and Huffman road interchanges.
Pedestrian and bicycle improvements consist of separated multi-use pathways on the east
side, running along the Brayton Drive frontage road, and on the west side, adjacent to the
freeway right-of-way (ROW) line. At the existing Rabbit Creek Road pedestrian
overcrossing, Americans with Disabilities Act (ADA) upgrades include ramp access
improvements. (Details about pathway and pedestrian facilities are detailed in the 2003 New
Seward Highway Pathway and Pedestrian Facilities report by Land Design North and CH2M
HILL.)
O’Malley Road to Dimond Boulevard. In this segment, the NSH mainline is widened from
the existing four lanes to six lanes. The grass median will be retained.
Pathways are included adjacent to both east and west frontage roads. The pathways are
separated from the roadways as much as possible where ROW is available. In areas of
limited space, the pathways are adjacent to the roadway, separated only by curb and gutter.
On the west side, the Homer Drive frontage road is extended south from Dimond Boulevard
to O’Malley Road, providing a one-way frontage road system from O’Malley Road to Tudor
Road.
This segment includes interchange improvements. At O’Malley Road, minor modifications
include widening of the southbound off-ramp to two lanes to accommodate the transition
from the mainline lane from three to two lanes in the southbound direction.
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A half-diamond interchange constructed at 92nd Avenue1 includes slip ramps from the
NSH mainline to the frontage roads. (A slip ramp provides a lane for vehicles to merge into
the NSH traffic flow.) This grade-separated interchange raises the NSH mainline on a bridge
above 92nd Avenue. The work also includes extension of 92nd Avenue from Homer Drive
(west frontage road) to Brayton Drive (east frontage road). This portion of 92nd Avenue is
four lanes, providing a through lane in each direction and side-by-side left-turn lanes
between intersections with the frontage roads. (The turn lanes in this configuration are
constructed inside the through lanes.)
In addition, 92nd Avenue is extended as a two-lane road west to OSH, where auxiliary turn
lanes are incorporated for the turning movements.
Dimond Boulevard to Dowling Road. In this segment, the widened, six-lane NSH mainline
continues. Pathways are included adjacent to both east and west frontage roads. The
pathways are separated from the roadways as much as possible where ROW is available. In
areas of limited space, the pathways are adjacent to the roadway, separated only by curb
and gutter.
As part of new grade separations at 76th and 68th avenues, the existing frontage roads are
reconstructed to achieve the grade changes. To accommodate a two-lane exit southbound
exit ramp at Dimond Boulevard, the Homer Drive west frontage road turns west toward
OSH, instead of merging with the ramp.
Improvements at the Dimond Boulevard interchange include ramp upgrades,
channelization between ramp intersections, and bridge replacement. As part of the ramp
upgrades, the southbound off-ramp is expanded to two lanes and the ramp intersection is
realigned to the east to provide continuity to Homer Drive and 92nd Avenue. The work
requires rechannelization of Dimond Boulevard to remove the eastbound left-turn pocket to
Brayton Drive, where replacement access is provided with the Sandlewood Place extension.
The bridge is replaced with a wider structure to accommodate an additional lane in the
northbound direction, added with a loop ramp.
Sandlewood Place on the east side of the NSH between Dimond Boulevard and Lore Road is
extended. The road is 30 feet wide with sidewalks on each side to match the existing street
north of Dimond Boulevard. The extension provides continuity to the north for Brayton
Drive and replacement access to the properties along Brayton Drive in conjunction with the
removal of the uncontrolled eastbound left-turn pocket from Dimond Boulevard.
A new half-diamond interchange joins 76th Avenue with the NSH. The improvement
incorporates grade separation and maintains the existing slip ramps to and from the north.
The NSH highway is raised on a bridge over 76th Avenue to allow the extension of 76th
Avenue to Brayton Drive. As it passes below the NSH, 76th Avenue consists of four lanes,

1

The half-diamond interchange at 92nd Avenue actually is constructed on a short segment of road between
OSH and the NSH that aligns with 92nd Avenue but is labeled Abbott Road. The alignment of four east-west
road segments is generally the same. From east to west, the segments are (1) Abbott Road; (2) Academy Road
from Vanguard to Brayton drives; (3) Abbott Road, on the west side of the NSH and extending to OSH; and
92nd Avenue, on the west side of OSH. A portion of Abbott Road on the east side of the NSH deviates from the
alignment and curves to join Dimond Boulevard. This report follows the naming practices used in previous
transportation documents such as LRTPs and refers to both road segments west of OSH as “92nd Avenue.”
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providing a through lane in each direction and side-by-side left-turn bays between
intersections with the frontage roads.
Grade separation at 68th Avenue raises the NSH, but does not include ramps for highway
access. The extension of 68th Avenue consists of four lanes between Homer and Brayton
drives.
Dowling Road to Tudor Road. In this segment, the widened, six-lane NSH mainline
continues. Pathways for bicycle and pedestrian travel are constructed the length of the
segment close to the existing frontage roads.
At the Dowling Road interchange, the ramps require reconstruction for the lane added to
the outside of the NSH mainline.
At IAR, grade separation incorporates raising the NSH by bridge. Extension of IAR connects
Homer and Brayton drives. The IAR roadway extension consists of four lanes, providing a
through lane in each direction and side-by-side, left-turn auxiliary lanes between
intersections with the frontage roads. Between Homer Drive, and OSH, IAR is reconstructed
to three lanes. As part of elevating the mainline over IAR, the bridges over the nearby
Campbell Creek for the mainline and frontage roads also are reconstructed. Replacement of
the Campbell Creek bridges provides adequate clearance for a future trail extension under
the NSH.
Tudor Road to 36th Avenue. The existing six-lane NSH mainline in this segment is basically
unchanged. Because the additional through lanes on the mainline match the existing
auxiliary lanes south of the 36th Avenue intersection, the intersection does not require
reconstruction. Roadway improvements at 36th Avenue may include minor channelization
enhancements.
Bicycle and pedestrian improvements consist of a new separated pathway on the east side,
adjacent to the mainline, and ADA upgrades for the existing pathways at 36th Avenue and
along Tudor Road.
For the Tudor Road interchange improvement, two options are being considered:
•

Option 1—Upgrade the existing diamond interchange to provide dual left-turn lanes on
Tudor Road serving westbound-to-southbound traffic. The addition of a left-turn lane
between the ramp intersections requires reconstruction of the Tudor Road bridge.

•

Option 2—Construct a loop ramp in the northwest quadrant of the interchange to serve
westbound to southbound traffic. This improvement requires acquisition of ROW in the
northwest quadrant. In addition, this option adds a lane between ramp intersections and
requires reconstruction of the Tudor Road bridge.

The current five-lane configuration of Tudor Road west to OSH is retained.
Illumination. From Huffman Road to 36th Avenue, continuous illumination is added to the
NSH to augment the high-mast lighting already available at the interchanges.
TSM/TDM Components. The TSM elements of Build Alternative 1 include advanced traffic
management focus at 36th Avenue and selected auxiliary lane treatment for the critical
sections of the NSH mainline where bottlenecks have been identified.
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These TSM elements and deployment of advanced traffic management at the signalized
intersections where NSH ramps terminate and along the mainline are intended to improve
traffic flow and reduce congestion. The key TSM improvements on the NSH corridor are as
follows:
•

Modernization of the traffic signal control system at 24 intersections in the corridor—As
a smart corridor, the NSH corridor incorporates a system to optimize traffic signal
system management. The signalized ramp intersections are instrumented with state-ofthe-art controller technologies, real-time video monitoring, automated data collection,
real-time communications to a traffic management center, incident monitoring and
management, and adaptive traffic controls responsive to specific traffic conditions. The
MOA, which is responsible for all traffic signal operations in Anchorage, controls the
traffic management system through its traffic management center.

•

Strategic traffic control focus at the intersection of the NSH and 36th Avenue as a
network hot spot—Advanced traffic management and engineering initiatives
implemented at this intersection include advanced traffic signal timing and traffic
engineering approaches consisting of signing, striping, and operation monitoring to
maximize intersection throughput and improve safety.

•

Use of video traffic monitoring and incident management capabilities on the mainline
and at ramp terminals and cross streets

•

Access management on the frontage roads and use of these roads as reliever routes for
excess congestion and incident conditions

•

Provision of park-and-ride facilities near the NSH freeway, initially at DeArmoun and
O’Malley roads for ride-sharing participants and future bus service passengers

The TDM program initiatives implemented include the following:
•

Expansion of transit service, including vanpool operations

•

Promotion of employer-based support and implementation of incentives for shifting
travel times

•

Encouragement of voluntary travel reduction

•

Promotion of expanded use of telecommuting in normal business practices

3-10
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3.2.4 Build Alternative 2—Freeway Expansion with Grade Separations and IAR
Interchange
Improvements in the first three segments of the study area—Rabbit Creek Road to O’Malley
Road, O’Malley Road to Dimond Boulevard, and Dimond Boulevard to Dowling Road—are
the same as those described for Build Alternative 1. The illumination and TSM/TDM
improvements for Build Alternative 2 are also identical to those under Build Alternative 1.
Dowling Road to Tudor Road. For this segment, the mainline and pathway improvements
are the same as those for Build Alternative 1.
At the Dowling Road interchange, the northern entrance and exit ramps connecting
Dowling Road to the NSH are removed. As a result of this change, southbound traffic on the
NSH traveling to Dowling Road must exit at IAR and travel on the Brayton Drive frontage
road south to Dowling Road. Northbound traffic from Dowling Road travels on the frontage
road to IAR, where a ramp is available to enter the NSH.
The new interchange at IAR consists of a diamond configuration. The NSH is raised over
IAR on a bridge. IAR is extended east to meet Brayton Drive and is four lanes, providing a
through lane in each direction and side-by-side left-turn lanes between intersections with
the frontage road and OSH. The four-lane IAR continues from the NSH to the OSH, where it
joins the existing five-lane configuration. The existing Campbell Creek bridge on IAR is
reconstructed to provide the additional roadway width. Elevating the NSH mainline over
IAR also requires replacement of the NSH bridges over Campbell Creek. Replacement of the
Campbell Creek bridges will provide adequate clearance for a future trail extension under
the NSH.
Tudor Road to 36th Avenue. The NSH mainline, pathway, and 36th Avenue intersection
improvements are the same as those described for Build Alternative 1.
Two options are considered for use at the Tudor Road interchange:
•

Option 1—To accommodate the IAR interchange, the southern ramps joining Tudor
Road to the NSH are removed. (AASHTO] recommends 1-mile spacing between
intersections.) The traffic entering NSH southbound from Tudor Road must travel on
the frontage road to IAR for freeway access. The NSH northbound traffic destined for
Tudor Road exits at the IAR ramp and takes the frontage road north to Tudor Road.
Tudor Road does not require expansion west of the NSH to the OSH intersection with
this alternative. Between the ramp intersections, Tudor Road is expanded to provide an
additional left turn lane between the ramp intersections. This modification requires
reconstruction of the Tudor Road bridge.

•

Option 2—To serve NSH traffic northbound to Tudor Road and Tudor Road traffic
traveling north on the NSH, “hook” ramps are constructed in the northeast quadrant of
the interchange. This option moves the northbound Tudor Road exit ramp (as opposed
to removing it in Option 1) so that adequate weaving distance (distance between ramps
sufficient to permit merging and lane changes for incoming, exiting, and through traffic)
is provided adjacent to the IAR interchange.

The current four-lane configuration of Tudor Road west to OSH is retained.
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3.3 Comparison of Alternatives with Purpose and Need
Table 3-1 illustrates which alternatives retained following preliminary engineering
evaluation meet the purpose and need identified in Section 2.
Table 3-2 provides information about the features of the build alternatives that address the
purpose and need.
TABLE 3-1

Comparison of Alternatives with Purpose and Need
Criteria

No Build Alternative

Build Alternative 1

Build Alternative 2

Implement improvements that
provide additional capacity,
connectivity, and safety
enhancements

No

Yes

Yes

Addresses current and future travel
demand and mobility needs for the
NSH corridor

No

Yes

Yes

Increase corridor capacity to
accommodate recent growth and
future demand

No

Yes

Yes

Improve system connectivity and
linkage of existing roadways

No

Yes

Yes

Enhance intermodal transportation

No

Yes

Yes

Upgrade design features to meet
industry standards and improve
safety

No

Yes

Yes

Purpose

Need
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TABLE 3-2

Features of the Build Alternatives that Address Purpose and Need
Features that Address Purpose and Need
Criteria

Build Alternative 1

Build Alternative 2

Purpose
Implement improvements that
provide additional capacity,
connectivity, and safety
enhancements

Wider mainline, east-west road
connections, upgrades to meet current
design standards

Same as Alternative 1

Addresses current and future
travel demand and mobility
needs for the NSH corridor

Improved capacity accommodates
demand generated by recent and
projected growth and relieves congestion;
incorporation of TSM/TDM strategies
further improves traffic flow

Same as Alternative 1

Increase corridor capacity to
accommodate recent growth and
future demand

Additional mainline lane in segments north
of O’Malley Road; ramp improvements
enhance traffic flow

Same as Alternative 1

Improve system connectivity and
linkage of existing roadways

Interchange improvements at O’Malley
Road, 92nd Avenue, Dimond Boulevard,
76th Avenue, and Tudor Road enhance
system connectivity; overcrossings at
92nd, 76th, and 68th avenues improve
neighborhood connections and link
existing roadways

Same as Alternative 1, plus
IAR interchange

Enhance intermodal
transportation

Improved highway travel time, increased
number of access points, and east-west
connections benefit travel to intermodal
transfer points; improvements for transit,
pedestrian, and bicyclists enhance travel
by those modes

Same as Alternative 1; in
addition, IAR interchange
reduces travel time to Ted
Stevens Anchorage
International Airport

Upgrade design features to meet
industry standards and improve
safety

Improvements including illumination,
roadway geometry, freeway ramps,
interchanges, and clearance and seismic
characteristics of structures; addition of
pedestrian overcrossing at Rabbit Creek
Road

Same as Alternative 1

Need

3.4 Comparison of Impacts for Alternatives
Preliminary impacts were identified for the No Build Alternative and each build alternative.
Comparisons of cost, ROW, and environmental impacts are shown in Tables 3-3, 3-4, and
3-5, respectively.
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TABLE 3-3

Preliminary Comparison of Costs for Build Alternatives by Segment

Segment
Rabbit Creek Road to O'Malley Road (Segment involves
construction of pathways and minor ramp work.)

Build Alternative 1
($)

Build Alternative 2
($)

9,540,000

9,540,000

O'Malley Road to Dimond Blvd. (includes O'Malley Rd.
interchange)

38,268,000

38,268,000

Dimond Boulevard to Dowling Road (includes Dimond
Blvd. interchange)

46,742,000

46,742,000

Dowling Road to Tudor Road (includes Dowling Rd.
interchange)

34,691,000

36,592,000

Cost Option 1

13,881,000

13,593,000

Cost Option 2

43,301,000

20,659,000

Cost Option 1

143,122,000

145,095,000

Cost Option 2

172,542,000

151,801,000

Tudor Road to 36th Avenue (includes Tudor Rd.
interchange)

Total alternative costs (includes ROW cost)

Notes:
Project cost estimates are based on 2004 dollars without inflation. Segment costs were interpolated form the
construction phasing estimates in Appendix F.
Cost estimates are not available for the No Build Alternative.

TABLE 3-4

Preliminary Right-of-Way Impacts by Segment
Right-of-Way Category

Build Alternative 1

Proposed Alternative Totals (All Segments)

Option 1/Option 2

Number of Parcels
Full takes

23/27

Build Alternative 2
Option 1/Option 2
22/26

0/2

0/4

Partial takes

22/24

22/26

Relocations

0/2

0/4

Total ROW cost for Option 1

$1,326,942

$1,339,692

Total ROW cost for Option 2

$29,474,842

$6,522,256

Impacts by Segment
Rabbit Creek Road to O'Malley Road (Segment involves
construction of pathways and minor ramp work.)
Number of Parcels

0

0

Full takes

0

0

Partial takes

0

0

Relocations

0

0

Cost

0

0
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TABLE 3-4

Preliminary Right-of-Way Impacts by Segment
Right-of-Way Category

Build Alternative 1

Build Alternative 2

Number of Parcels

2

2

Full takes

0

0

Partial takes

2

2

Relocations

0

0

$153,800

$153,800

Number of Parcels

15

15

Full takes

0

0

Partial takes

15

15

O'Malley Road to Dimond Blvd. (includes O'Malley Rd.
interchange)

Cost
Dimond Boulevard to Dowling Road (includes Dimond Blvd.
interchange)

Relocations

5

0

$791,842

$791,842

Number of Parcels

7

7

Full takes

0

0

Cost
Dowling Road to Tudor Road (includes Dowling Rd.
interchange)

Partial takes

7

7

Relocations

0

0

$270,200

$282,950

Expand Existing
Intersection

Expand Existing
Intersection

1

0

Cost
Tudor Road to 36th Avenue, Option 1 (includes Tudor Rd.
interchange)
Number of Parcels
Full takes

0

0

Partial takes

0

0

Relocations

0

0

$111,100

$111,100

Northwest
Loop Ramp

Hook Ramps

Cost
Tudor Road to 36th Avenue, Option 2 (includes Tudor Rd.
interchange)
Number of Parcels

4

4

Full takes

2

4

Partial takes

2

0

Relocations

2

4

$28,259,000

$5,293,664

Cost

Notes:
ROW cost estimates are based on the Summary Report, Appraisal Assignment New Seward Highway
Alignment Survey, prepared by Black-Smith & Richards, Inc., January 2004.
It is assumed that there are no ROW costs for the No Build Alternative.
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TABLE 3-5

Preliminary Environmental Impacts by Segment

Impact Category

No Build

Build
Alternative1

Build
Alternative 2

No

No

No

Option 1/Option 2

Option 1/Option 2

Totals for Proposed Corridor Alternatives
Cultural resources
Wetlands (acres)
MOA Class A

0

0.47

0.71

MOA Class B

0

0.11

0.11 / 0.49

MOA Class C

0

0.25

0.62

Minor

1.36 / 0.61

1.97 / 0.94

Minor

2.56 / 2.63

2.88 / 3.36

Present

Present

Present

No

No

No

Number of streams crossed

7

7

7

Number of bridges (over streams)

0

5 (Campbell
Creek)

5 (Campbell
Creek)

Huffman Rd.
Project

3

3

No

Yes (Little
Campbell Creek
and Fish Creek)

Yes (Little
Campbell Creek
and Fish Creek)

Coastal Management Program (Furrow Creek)

Applies

Applies

Applies

Air quality

Applies

Applies

Applies

Floodplain

1

Jurisdictional/non-jurisdictional
Total wetland fill area

1

Essential Fish Habitat
Wildlife

Number of stream culverts required
Channel reconstruction

No

No

No

2

No

No

No

Water quality

Applies

Applies

Applies

No

No

No

Noise

MOA parkland (acres)
Impacts by Segment

Rabbit Creek Road to O'Malley Road (Segment involves construction of pathways and minor ramp work.)
Cultural resources

No

No

No

MOA Class A

0

0

0

MOA Class B (AWMP Nos. 66 & 76)

0

0

0

MOA Class C

0

0

0

Minor

0.0 / 0.04

0.0 / 0.04

Wetlands (acres)

1

Jurisdictional/non-jurisdictional
Total wetland fill area

1

Minor

0.2

0.2

Essential Fish Habitat

No

No

No

Wildlife

No

No

No

Number of streams crossed (Furrow Creek)

2

2

2

Number of bridges (over streams)

0

0

0
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TABLE 3-5

Preliminary Environmental Impacts by Segment

Impact Category

No Build

Number of stream culverts required
Channel reconstruction

Build
Alternative1

Build
Alternative 2

0

0

Huffman Rd.
Project
No

No

No

Coastal Management Program (Furrow Creek)

Applies

Applies

Applies

Air quality

Applies

Applies

Applies

Floodplain

No

No

No

2

No

No

No

Water quality

Applies

Applies

Applies

No

No

No

No

No

No

MOA Class A

0

0

0

MOA Class B

0

0

0

0

0

0

Minor

0.0 / 0.32

0.0 / 0.32

Noise

MOA parkland (acres)

O'Malley Road to Dimond Boulevard (includes O'Malley Road interchange)
Cultural resources
Wetlands (acres)

MOA Class C (AWMP No. 60)
1

Jurisdictional/non-jurisdictional
1

Minor

0.32

0.32

Essential Fish Habitat

No

No

No

Wildlife

No

No

No

Number of streams crossed (storm drain system
crossing at Cedar Hollow Subdivision)

1

1

1

Number of bridges (over streams)

0

0

0

Number of stream culverts required

0

0

0

No

No

No

Coastal Management Program

Applies

Applies

Applies

Air quality

Applies

Applies

Applies

Floodplain

No

No

No

Total wetland fill area

Channel reconstruction

2

Yes

Yes

Yes

Water quality

Applies

Applies

Applies

No

No

No

No

No

No

MOA Class A

0

0

0

MOA Class B

0

0

0

Noise

MOA Parkland (acres)

Dimond Boulevard to Dowling Road (includes Dimond Blvd. interchange)
Cultural resources
Wetlands (acres)

MOA Class C
1

Jurisdictional/non-jurisdictional
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0

0

0

Minor

0.51 / 0.0

0.51 / 0.0
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TABLE 3-5

Preliminary Environmental Impacts by Segment

No Build

Build
Alternative1

Build
Alternative 2

Minor

0.51

0.51

Present

Present

Present

No

No

No

Number of streams crossed (Little Campbell
Creek)

2

2

2

Number of bridges (over streams)

0

0

0

Impact Category
Total wetland fill area1
Essential Fish Habitat (north and south forks of
Little Campbell Creek)
Wildlife

Number of stream culverts required

0

2

2

No

Yes

Yes

Coastal Management Program (Little Campbell
Creek)

Applies

Applies

Applies

Air quality

Applies

Applies

Applies

Channel reconstruction

Floodplain

No

No

No

2

Yes

Yes

Yes

Water quality

Applies

Applies

Applies

No

No

No

No

No

No

MOA Class A (AWMP No. 38)

0

0.47 acres

0.71acres

MOA Class B

0

0

0

0

0.25 acres

0.62 acres

Minor

0.72 / 0.27

1.33 / 0.27

Minor

0.99

1.6

Present

Present

Present

Noise

MOA parkland (acres)

Dowling Road to Tudor Road (includes Dowling Rd. interchange)
Cultural resources
Wetlands (acres)

MOA Class C (AWMP Nos. 38A & 46)
1

Jurisdictional/non-jurisdictional
Total wetland fill area

1

Essential Fish Habitat (Campbell Creek)
Wildlife

No

Improvement

Improvement

Number of streams crossed (Campbell Creek)

1

1

1

Number of bridges (over streams)

0

Yes (5)

Yes (5)

Number of stream culverts required

0

0

0

No

No

No

Coastal Management Program (Campbell Ck.)

Applies

Applies

Applies

Air quality

Applies

Applies

Applies

Channel reconstruction

Floodplain

No

Improvement

Improvement

2

Yes

Yes

Yes

Water quality

Applies

Applies

Applies

No

Yes

Yes

Noise

MOA parkland (acres)
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TABLE 3-5

Preliminary Environmental Impacts by Segment

Impact Category

No Build

Build
Alternative1

Build
Alternative 2

No

No

Option 1/Option 2

Option 1/Option 2

Tudor Road to 36th Avenue (includes Tudor Rd. interchange)
Cultural resources

No

Wetlands (acres)
MOA Class A

0

0

0

MOA Class B (AWMP No. 42)

0

0.11

0.49 (Option 2,
Hook Ramp Only)

0

0

0

Minor

0.13 / 0.024

0.13 / 0.35

Minor

0.24 / 0.35

0.24 / 0.73

Present

Present

Present

No

No

No

Number of streams crossed (Fish Creek)

1

1

1

Number of bridges (over streams)

0

0

0

Number of stream culverts required

0

1

1

No

Yes

Yes

MOA Class C
1

Jurisdictional/non-jurisdictional
Total wetland fill area

1

Essential Fish Habitat (Fish creek)
Wildlife

Channel reconstruction
Coastal Management Program (Fish Creek)

No

No

No

Air quality

Applies

Applies

Applies

Floodplain

No

No

No

2

No

Yes

Yes

Water quality

Applies

Applies

Applies

No

No

No

Noise

MOA parkland (acres)
1

Wetland impacts of less than 0.2 acre are considered a “minor” impact for a segment.

2

Noise impacts may be mitigated as projects are developed for each segment.

Applies = Indicates that compliance with an act, rule, or ordinance is required.
AWMP = Anchorage Wetlands Management Plan
Improvement = The habitat will be enhanced.
Minor = Wetland impacts of less than 0.2 acre for a segment are considered minor.
No = No known impacts at this time.
Present = Indicates that Essential Fish Habitat occurs in the segment.
Yes = There is an impact, and the degree of impact has not been quantified.
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3.5 Alternatives Considered but Not Advanced
The following alternatives examined during the preliminary engineering efforts were
considered but not advanced. The evaluations and the reasons why the alternatives did not
meet screening criteria are summarized below.

3.5.1 High-Occupancy Vehicle Lane
By definition, all vehicles using a designated HOV lane must have two or more occupants.
The preliminary engineering analysis concluded that fewer than one-third of the trips
would potentially have sufficient occupants to be eligible for HOV lane use and that the
majority of trips in the corridor were too short to make effective use of a dedicated HOV
lane.
Modeling showed that less than one-third of all 2035 northbound peak work trips on the
NSH at 36th Avenue originate south of O’Malley Road, and about 68 percent of the work
trips originate between O’Malley and Tudor roads (approximately 50 percent between
Dimond Boulevard and Tudor Road). Only a fraction of these trips would be eligible to use
an HOV lane.
The relatively short distance for which peak-period work trips are on the NSH means that
time saved by using an HOV lane would be minimal. Additionally, the short freeway trip
distances make it impractical for drivers to negotiate from their entry ramp across other
lanes to a median HOV lane and then weave back to the shoulder lane at their exit ramp
location. Therefore, an HOV lane would not attract sufficient volume to justify dedication of
a lane exclusively for multioccupant vehicles rather than allowing use of the lane for all
traffic.

3.5.2 Multimodal Solution of Bus Service and Other TSM/TDM Strategies
TSM/TDM strategies, which include bus service, are designed to minimize congestion on
the existing transportation network and to reduce the demand for travel, especially solodriver travel. A wide range of congestion management strategies have been identified for
Anchorage in LRTPs (MOA, 1991 and 2001a) and could be implemented as part of NSH
corridor improvements.
Several TSM strategies can best be implemented through highway construction. The
construction components of the build alternatives refined during the preliminary
engineering efforts do address access management, road operational changes, and
improvements to intersections and roadways improvements. The following TSM strategies
also were evaluated for relevancy to the purpose and need :
•

Improvements to bus routes and schedules

•

Transit passenger amenities

•

More frequent bus service

•

Improved express bus service

•

Park-and-ride facilities
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•

Signal system improvements

•

Turn prohibitions

•

Bicycle lockers, racks, and storage

•

Bicycle plans and maps

The TDM programs in effect in Anchorage focus primarily on transit services, ride-sharing
promotion, and employer outreach to support reduction of automobile commuting. For
2035, assumed transit service of 6-minute peak-period frequency and 12-minute mid-day
frequency was tested, with results showing total transit ridership of 26,000 riders per day. In
2035 an estimated 1.6 million person trips are projected to occur every weekday; therefore,
transit ridership findings demonstrate that transit services could represent a single-digit
share of total travel, even with dramatic service increase and the supportive environment of
the Anchorage comprehensive plan (2020 Plan) goals. Consequently, transit service has
limited ability to contribute to the purpose and need for the NSH corridor improvements
identified in Section 2.
Other TDM programs can affect automobile travel demand but only on the scale of a few
percentage points. Review of research across the nation demonstrates that the aggregate
results from implemented TDM strategies seldom exceed 5 percent of all travel. The TDM
program initiatives identified as most effective for Anchorage were estimated to together
have the ability to reduce peak-period auto trips on the NSH by an estimated 1,000 vehicles
daily in the morning and evening peak periods. Therefore, they are neither a panacea nor a
major instrument for addressing future travel demand and highway improvements.
Evaluation found that TSM/TDM programs alone could not accommodate the scale of
travel demand growth through 2035 on the NSH at a satisfactory LOS. At the same time, the
use of TSM/TDM in conjunction with highway improvements was determined to be
necessary to meet the purpose and need of the proposed action.

3.5.3 Roadway Improvements
Many different configurations for interchange, frontage road, and arterial connection
improvements were evaluated during the preliminary engineering. Table 3-4 summarizes
the options that were not retained for further consideration. Additional information about
these features is included in Appendix G.
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TABLE 3-6

Roadway Improvement Options Evaluated and Not Advanced for Alternative Development

Corridor
Location

Description of
Scenario Evaluated

Advantages

O'Malley Road
interchange

Full directional
Interchange between
NSH and Minnesota
Extension

Unimpeded traffic
flow between NSH
and Minnesota Drive
extension

Tunnels required,
high cost of >$100
million

2035 traffic volumes
do not support this
level of Interchange

Partial system
interchange
providing access
from NSH
northbound and
southbound traffic
south of O'Malley
Road

Non-stop traffic flow
from NSH south of
O'Malley Road;
signalized traffic flow
from NSH north of
O'Malley Road

Tunnels required,
high cost of >$70
million

2035 traffic volumes
do not support this
level of Interchange

Additional eastbound
lane between OSH
and NSH

Capacity
improvement

ROW acquisition

Traffic volumes
marginally support
these additional
lanes

Klatt Road

Grade separation at
Klatt Road with Klatt
Road extension from
OSH to NSH

NSH frontage road
access to Klatt Road

Increased vehicles,
pedestrian, and
bicycle traffic on Klatt
Road

Topography makes
design of a Klatt
Road grade
separation
challenging

92nd Avenue

Grade separation at
92nd Avenue with
extension of 92nd
Avenue to frontage
roads and Academy
Drive (no slip ramps)

Provides community
access across NSH;
reduces traffic on
Dimond Blvd.

Effects of increased
vehicle, pedestrian,
and bicycle traffic on
92nd Avenue for
residents

Full diamond
interchange at 92nd
Avenue (ramps in all
quadrants of the
interchange)

Provides full freeway
access to and from
92nd Avenue

Requires removal of
south Dimond Blvd.
interchange ramps

Extension of 92nd
Avenue east from
frontage road to
Abbott Road at 88th
Avenue intersection

Direct access from
Abbott Road to 92nd
Avenue bypassing
Dimond Blvd.

ROW impacts to
Anchorage Gardens
and church property

Not an ADOT&PFmaintained road.
Recommend that the
MOA consider this
extension.

Add traffic lanes and
pedestrian amenities
from frontage road to
OSH

Direct access to and
from 92nd Avenue
from OSH

Effects of increased
vehicle, pedestrian,
and bicycle traffic on
92nd Avenue for
residents

Not an ADOT&PFmaintained road.
Recommend that the
MOA consider this
project.

Extend traffic lanes
and pedestrian
amenities from
Abbott Road to
frontage road

Improved access to
92nd Avenue
reduces traffic at
Dimond Blvd.
interchange

Increased vehicle,
pedestrian, and
bicycle traffic on 88th
Avenue

Not an ADOT&PFmaintained road.
Recommend that the
MOA consider this
project.

88th Avenue

3-22

Disadvantages

Remarks

ANC040720001.DOC

ALTERNATIVES

TABLE 3-6

Roadway Improvement Options Evaluated and Not Advanced for Alternative Development

Corridor
Location

Description of
Scenario Evaluated

76th Avenue

Advantages

Disadvantages

Remarks

Grade separation at
76th Avenue with
extension of 76th
Avenue to frontage
roads

Provides community
access across NSH,
reduces traffic on
Dimond Blvd.

Increased vehicle,
pedestrian, and
bicycle traffic on 76th
Avenue

Half diamond offered
more advantages.

Rehabilitate lanes
and pedestrian
amenities from NSH
to OSH

Improved access
reduces traffic at
Dimond Blvd.
interchange

Increased vehicle,
pedestrian, and
bicycle traffic on 76th
Avenue

Not an ADOT&PFmaintained road.
Recommend that the
MOA consider this
project.

Increased vehicle,
pedestrian, and
bicycle traffic on 68th
Avenue

Not an ADOT&PFmaintained road.
Recommend that the
MOA consider this
project.

68th Avenue

Add traffic lanes and
pedestrian amenities
from NSH to OSH

International
Airport Road
intersection

Various loop ramps
in IAR quadrants

Unrestricted traffic
flows; provides
community access
across NSH; reduces
traffic on Tudor and
Dowling roads

Exit and entrance
ramps are too close
to existing ramps for
weaving distances

Loop ramps require
large areas of ROW
acquisition and affect
existing
development.

Ramp weaving with
Tudor and Dowling
road interchanges

Unrestricted traffic
flows; provides
community access
across NSH; reduces
traffic on Tudor and
Dowling roads

Complex ramp
geometrics; not
consistent with driver
expectations;
complex
construction; short
traffic weaving
distances

The additional
structures required
over Campbell Creek
reduce the viability of
this option.

With the diamond
interchange, extend
IAR to Lake Otis

Provides major route
access to airport,
bypassing congested
Tudor Road

Increases traffic
volumes through
neighborhood

This option applies to
the IAR interchange
alternative.
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TABLE 3-6

Roadway Improvement Options Evaluated and Not Advanced for Alternative Development

Corridor
Location

Description of
Scenario Evaluated

Tudor Road
Interchange

Advantages

Disadvantages

Realignment of the
freeway in
conjunction with the
northwest quadrant
loop ramp, providing
unsignalized access
from westbound
Tudor Road to
southbound NSH

Provides unrestricted
flow for the primary
turning movement;
eliminates dual left
turns; maintains
frontage road
continuity

Loop ramp requires
large area; marginal
mainline alignment

Northwest and
southeast quadrant
loop ramps with
unsignalized access
from westbound
Tudor Road to
southbound NSH
and from eastbound
Tudor Road to
northbound NSH

Provides unrestricted
flow for the primary
turning movements,
eliminates dual left
turns

Loop ramps require
a large area;
frontage roads
become
discontinuous

Flyover

Provides unrestricted
traffic flow from
westbound Tudor
Road to southbound
NSH

Poor ramp
geometrics; not
consistent with driver
expectations

Single-point urban
interchange at Tudor
Road over NSH, with
signalized
intersection on upper
level

A single signalized
intersection controls
all turning; small
interchange footprint

Not consistent with
driver expectations;
future expansion;
frontage roads
require a fourth
signal phase

Operationally this
interchange is very
similar to a "tight
diamond"
configuration.

Lane additions on
Tudor Road to OSH

Provides additional
traffic capacity from
NSH to OSH

Additional roadway
width is problematic
for pedestrians and
bicyclists.

Traffic volumes
marginally support
these additional
lanes.

Frontage roads

Two-way traffic:
install cul-de-sacs to
convert facility

Improved local
access; less out-ofdirection travel

Truck turn radii and
safety at cul-de-sacs;
confusing traffic
patterns for motorists
and pedestrians

Two-way frontage
roads must connect
directly to cross
streets to be
effective.

NSH mainline

Eight-lane freeway
expansion

Provides additional
northbound and
southbound traffic
capacity

Increases corridor
congestion; requires
lane in median

Construction of lanes
in the median
adversely affect
safety, aesthetics,
and maintenance.
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