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SECTION 3
FACILITY AND PROGRAM RECOMMENDATIONS

ECOMMENDATIONS

This chapter assimilates the information gathered during the assessment phase,
testimony given at public and agency meetings and state and national transportation
guidelines and makes recommendations for creating a seamless non-motorized
transportation system for the community.

This chapter looks at the entire community to create a non-motorized transportation
system that links destinations throughout Sitka. Area maps of Sitka, as well as text and
typical cross sections for specific areas are provided to help in the future design of the
non-motorized system. The maps provide the general information to the types of
facilities required and its location. The design of many of these facilities is illustrated in
Section 6, Design Guidelines. Areas that have facilities that are unique to the design
guidelines or require fufther detailed explanation are accompanied by text and cross
sections in this chapter. The maps, design guidelines and detailed information in this
chapter are to be used in conjunction with each other in the layout and design of Sitka's
non-motorized transportation system.
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Note:

Section 3 (pages 12 – 25) are a series of
fold-out maps that I am unable to scan.
If you want to view these documents,
you’ll have to go to the library.



Halibut Point Road (Starrigavan Creek to Ferry Terminal)
A paved shoulder should be added on both sides of Halibut Point Road to provide for
bicyclists and the separated pedestrian walkway on the east side of the road should be
completed to create a continuous separated walkway from the ferry terminal to the
campground.

Halibut Point Road (Ferry Terminalto Granite Creek)
The bridge across No Name Creek should be widened to provide minimum 6'shoulders
for bicyclists and pedestrians. The current situation creates an accident potential,
especially for bicyclists. Proceeding either direction the shoulder ends at the bridge
forcing the pedestrians and bicyclists into the vehicular way.

PROPOSED SHOULDER WIDENING ALONG
LOWER VOLUME PORTION OF HPR WITH 45 MPH

12'DRIVING

A separate pedestrian/bicycle bridge on each side may be an alternative answer
however such bridges should be at least 10'-12'wide to accommodate both bicycles and
pedestrians and allow a shy distance from the railings.

Widen or repair broken edges of existing paved shoulders to maintain a continuous 6'
route on both sides of roadway for both pedestrians and cyclists to share.

Halibut Point Road (Granite Greek to Cascade Creek)
The existing narrow bridges across Granite Creek for non-motorized traffic are
inadequate for bicycles and not pedestrian friendly. They are too narrow for bicycles
and the railings are too low. For pedestrians there are large openings in the railings and
sharp edges along the rails. The best solution would be to widen the bridge so as to
carry the existing roadway cross section with paved shoulders across the waterway.
This would provide adequate room for both bicycles and pedestrians.

Closer to town, the dwelling density of this area starts to increase and will likely see
future growth. Add new sidewalks as well as bike lanes along this portion of the HPR.
Where the ROW allows, create a landscaped separation between the curb and sidewalk
wherever possible to reduce the large-scale feeling of the road. Minimum width should
be two feet wide and planted with a low grow grass mix or low landscaping. This can be
achieved with five foot bicycle lanes, five foot sidewalks, and striping the vehicle lanes to
11 feet.
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PROPOSED CROSS SECTION FOR HIGHER VOLUME
PORTION OF HPR WITH 45 MPH

6'BIKE
tANE

5' z'
SIDEWALK MIN

6'BIKE
LANE

12'DRIVING 12'DRIVING 2',r5 '
MIN SIDEWALK

Recommendation: Reconfigure Granite Creek bridge to allow safe use by pedestrians
and cyclists as indicated. lnstall sidewalks with a landscaped separation between the
curb and sidewalk wherever possible. This can be achieved with six foot bicycle lanes,
five foot sidewalks, and striping the vehicle lanes to 12 feet.

Halibut Foint Road (Cascade Creek to Katlian Street)
This portion of roadway was recently reconstructed and has new bicycle and pedestrian
facilities incorporated into it. When designed and constructed, portions of this road had
a speed limit of 45 mph but it has been recently reduced to 35 mph due to community
demand. There has also been community discussion about the scale of the roadway
being too large for the Sitka environment. ln its current configuration, this roadway
functions well. Reconstruction of this road would be a long{erm goal.

EXISTING CROSS SECTION OF NEWLY CONSTRUCTED
PORTION OF HPR WITH 35 MPH

6'BIKE
LANE

11'DRIVING 11'DRIVING
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PROPOSED LONG TERM IMPROVEMENTS TO HPR
WITH HIGH TRAFFIC VOLUME AND 35MPH

5' 2'
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LANE
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Recommendation: By creating a landscaped separation between the curb and sidewalk
wherever possible the large-scale feeling of the road can be reduced. Minimum width
should be two feet wide and planted with a low grow grass mix or low landscaping. This
can be achieved with five foot bicycle lanes, five foot sidewalks, and striping the vehicle
lanes to 11 feet.

Halibut Point Road at Katlian Street
The traffic signal at this intersection should be modified. One of the pedestrian push
buttons is located such that it is not ADA (Americans With Disabilities Act) accessible.
The crosswalk on the east side of Katlian should be realigned such that it points to the
pedestrian signal on the southeast corner. At present the crosswalk is about 15'. east of
the signal and a pedestrian on the south side tends to follow the crosswalk line of sight
to find the signal. This will also require relocating the pedestrian push button to the
signal pole. An alternate modification would be to place the pedestrian signal head
where the existing pedestrian push button is located at the end of the crosswalk.

The cycle for a traffic signal is the time it takes for the signal to complete a full cycle from
the beginning of red on Halibut Point Road to yellow to green and then back to the
beginning of red again. The existing traffic signaltiming cycle is too long. Pedestrians
activate the push button and then have to wait a long time for a '\rualk" signal even
though the intersection is empty. As a consequence, pedestrians cross against the
"don't walk" indication.
This is a fully actuated traffic signal and therefore the cycle length is variable, depending
upon the volume of traffic entering the intersection. One method of shortening the cycle
length on a fully traffic actuated signal is to reduce the "allowable gap" for Halibut Point
Road traffic. The traffic signal responds to traffic on the roadway by sensing vehicles as
they pass over detectors placed in the roadway. When there is traffic waiting against a
red light, the signal controller looks for a gap in traffic with the green light in order
change the signal during a natural gap to minimize the potential for causing a sudden
stop of free flowing traffic.
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lf a roadway is flowing at capacity, the gap between successive cars is approximately
1.5 seconds. At a normal traffic flow this gap is closer to 2.5 seconds. In the traffic
signal controller there is a control for setting the "maximum allowable gap" for the
controller. When set at a certain value, such as 3 seconds, the controller will change the
signalfrom green to yellow when the gap between succeeding vehicles approaching the
green signal exceeds the set maximum, in this example, 3 seconds, The controller must
sense this value being exceeded for both directions at the same time in order to change
from green to yellow.

ln addition to the signal changing from green to yellow when the maximum allowable gap
is detected, the signal will also change the signal from green to yellow when the green
time runs to the maximum allocated. For each phase of green time a maximum time
may be set which causes a loss of the green indication at that time limit provided there is
a vehicle waiting against a red indication. lf there is no waiting vehicle, the maximum
timer does not function and the signal continues to show green for that phase until there
is a call on an opposing leg, unless the signal is set for "recall". Recall is sometimes
used to recall the green signal to the main thoroughfare whether there is a call on the
thoroughfare or not.

The cycle length on a traffic actuated signal may be reduced by either reducing the
maximum allowable gap or reducing the maximum green time for each phase such that
the total maximum time does not exceed a certain time which would be the cycle length.
One can reduce both the maximum allowable gap and the maximum green time for each
phase. For the Halibut Point Road - Katlian Street intersection it is recommended that a
maximum allowable gap of 3.5 seconds and a total maximum time of 80 seconds be
considered.

In addition to reducing the cycle length, it was noted during the assessment of existing
conditions that certain modifications are needed in the pedestrian signal timing.
Pedestrian signals are operated in the following manner:

. 'lffalk" indicates that the pedestrian may start across the street.

. "Flashing don't walk" indicates that there is enough time for a pedestrian who has
just stepped off of the curb to walk across the street at a rate of 4 feet per second
(2.7 miles per hour, which is less than the normal 3 miles per hour for pedestrians).

. "Steady don't walk" indicates that the vehicular indication has turned yellow and the
cross-traffic green will shortly be illuminated.

'WalK' indications vary from 4-7 seconds at most traffic actuated signals, providing
sufficient time for the pedestrian to get started across the street. Because the flashing
"don't walk" must be long enough for a pedestrian who enters the intersection at the last
of the "walk" indication to cross safely, long "walk" times are avoided. Flashing "don't
walk" indication duration is a direct function of the length of the pedestrian path in the
roadway. The pedestrian path across the south leg of the intersection is 50', which
indicates a 12.S-second flashing "don't walk" should be used. The existing timing is 7
seconds. The pedestrian path across the east leg is 68' long, which indicates a 17-
second flashing "don't walk" should be used. The existing timing is 13 seconds.

It is recommended that consideration be given to modifying these pedestrian timings to
12.5 and 17 seconds respectively.
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Halibut Point Road (Katlian Street to Lake Street)
It appears that at one time there was a 6' bike lane along Halibut Point Road adjacent to
Swan Lake. However, a Jersey barrier between the roadway and the sidewalk now
occupies most of that bike lane. Although bicyclists could use the sidewalk along this
stretch of roadway, the sidewalk is narrow and there is no easy transition from the
roadway onto the sidewalk. There is a 6' bike lane on the west side of Halibut Point
Road and there are two 12' traffic lanes plus the remnants of the east side bike lane. lt
appears that remarking this portion of Halibut Point Road so as to provide two 5' bike
lanes and two 1 1' vehicle lanes is feasible.

The Blatchley School crossing at HPR has a high volume of young users. There is a
general misunderstanding about who has the right of way that causes conflict.
Additional signs need to be incorporated to allow safe crossings by pedestrians and
make the crosswalk more obvious to motorists. lnstall pedestrian activated crosswalk
signal.

Recommendation: Halibut Point Road between Katlian Street and Lake Street should
be remarked adjacent to Swan Lake so as to provide two approximately 5' bike lanes
and two approximately 11' automotive lanes. Add additional signs and crosswalk signal
at school.

Edgecumbe Drive
Edgecumbe Drive runs essentially east and west just to the nodh of Halibut Point Road.
Between Charteris Street and Peterson Street, is approximately 44'wide markedtor a7'
parking lane on each side, two 12' traffic lanes and a 6' bike lane on the south side
between the parking lane and the auto lane. lt appears that the bike lane was originally
marked as a 2-way bike lane but inasmuch as bicycles may not operate contrary to auto
traffic, those 2-way markings have been removed.

EXISTING EDGECUMBE DRIVE CROSS SECTION

12'DRIVING 12'DRIVING r PARKING

Although this is a local street serving single{amily residential units, it appears as a high-
speed throughway because of its alignment and width. There is no provision for bicycles
on the north side thereby making this a "mixed use" roadway for westbound traffic. The
road is posted at 20 miles per hour and although the environment is conducive to higher
speeds with straight alignment and wide pavement, it appears that actual speeds are
relatively low making mixed use palatable. Accident records and personal observations
indicate that Edgecumbe Drive is not a safety problem. However, aesthetically it is less
than desirable and potentially could be a trouble spot if "hot rodders" stafted taking
advantage of the width and alignment.
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5.5'
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PROPOSED REALIGNMENT

7'BUFFER 1I 'DRJVING 4'BIKE 7'PARKING
tANE

ln some areas, streets like this have been converted into more
pleasant conditions by narrowing them up and making them
curvilinear within the existing right-of-way. To implement this for
Edgecumbe Drive some of street parking would have to be
removed to make room for the landscaping and creating a
curvilinear roadway. A parking lane would alternate from one
side to the other to create the curved nature of the road.
Discussion with the neighborhood should be initiated to
determine the level of reduction for on-street parking. lf the
pavement and curbs are left as is, the street should be remarked
to provide the following:

Buffer Bike Auto Auto Bike Parkinq
7' 4', 11' 11', 4 7'

Recommendation: Replace some parking on alternating sides of Edgecumbe Drive
with landscaping and re-stripe roadway creating smaller vehicle lanes and bike lanes to
re-create the feeling that Edgecumbe Drive is a neighborhood street. These
improvements wilt create a sense of enclosure, reduce overpowering scale of the
roadway, discourage drivers from speeding, and improve safety and enjoyment of all
who share this corridor.

Lincoln Street
The existing sidewalks along Lincoln are too narrow for their current summer capacity.
Where possible, widen the sidewalks. Pedestrian obstacles such as signs, store
displays and above ground utilities should be consolidated outside of sidewalk area to
limit obstacles. The widening and restriping configuration is dictated by the right-of-way
width along Lincoln Street. On narrow portions of the street reduce on-street parking to
one side and restripe. Wider podions of the roadway can have parking on both sides
and widened sidewalks. The removal of parking is always a contentious issue for
communities and this should only be done if supported.
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TYPICAL EXISTING LINCOLN STREET CROSS SECTION

7'SIDEWALK 7'PARKING 1O'LANE 10'LANE 7'PARKING 7'SIDEWALK

PROPOSED LINCOLN STREET MODIFICATIONS
(BUtLDING TO BUtLD|NG DTSTANCE 47'-53')

1O'SIDEWALK 1O'LANE 10'|-ANE 7'PARKING 1O'SIDEWALK

PROPOSED LINCOLN STREET MODIFICATIONS
(BUILD|NG TO BUILDING DTSTANCE 54'OR GREATER)

Recommendation: Remove parking on one side of street where possible, re-stripe
parking lane to seven feet, stripe travel lanes to 10 feet, and widen sidewalks on both
sides within space gained (10'min each side). Where spaces allows, re-stripe for
parking on both sides of Lincoln Street.
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Harbor Way
There is a demand for pedestrians to cross Harbor Way from the O'Connel Bridge
lightering area to Castle Hill. Neither STOP signs nor signals protect this crossing and
neither of these traffic control devices is recommended for this location. However, it may
be appropriate to determine the best crossing location, considering both safety and
efficiency, and place a marked crosswalk to indicate to tourists where safe crossing is
located. Such a crosswalk should be marked using 24" wide "zebra" markings and
posted with signs advising both motorists and pedestrians to watch for each other.
Standard pedestrian warning signs as set forth in the Alaska Traffic Manual should be
placed for motorists with smaller signs placed at the crosswalk for pedestrians.
Considering the slow speeds along Harbor Way, this may be a location where an
elevated crosswalk could be advantageous. Also a raised crosswalk on Harbor Drive
between Matsoutoff and the base of O'Connell Bridge may be advantageous.

The crosswalk is raised to the level of curb. Vehicle approach ramps should raise four
inches in 12 feet. Raised crosswalk should be wide enough for all four tires of a car to
rest on top. Crosswalk approaches for pedestrians should have detectable warning
devices installed in the pavement to provide warning. A detectable warning device is a
surface feature built in or applied to walking surfaces to provide a tactile warning to
visually impaired people they are entering a potentially hazardous situation such as
crossing a street, approaching a curb or abrupt grade, or about to encounter another
possible hazard.

Recom mendati on : I nstall raised crosswalks at locations indicated.

Maksoutoff Street
Maktusoff Street has narrow sidewalks and is a major pedestrian thoroughfare between
Lincoln Street and Harbor Drive. The existing sidewalk should be expanded to better
accommodate the high volume of pedestrian flow from the lightering facility to downtown.
This could be accomplished by eliminating parking on the south side (2 cars) and
widening the sidewalks from five and one half feet to nine feet wide.

Recommendation: Widen sidewalks to 9 feet wide and eliminate parking on the south
side of the street (2 spaces).

Harbor Drive at Lincoln Street
Harbor Drive at Lincoln is a rather small intersection that is controlled by four-way STOP
signs. Although the intersection is small, it has two-lane approaches on the Lake Street
legs. The right lane in each direction is for right turns only and therefore, vehicles
moving from the stop-line do not necessarily move at the same time. This is a cause for
hesitation and concern by pedestrians who cannot be sure that motorists actually
perceive them before entering the intersection. Part of the problem is the very smallness
of the intersection, which prevents the motorist from viewing the "big picture". A traffic
signal at this intersection would better organize traffic flow and to that extent make it a
safer intersection. In August of 2002 the City and Borough of Sitka and ADOT&PF have
initiated the process for installation of a signal at this location.

Recommendation: A traffic signal warrant study be pertormed for the intersection of
Lincoln and Lake and if signals are warranted that they be installed.
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O'Gonnell Bridge
The O'Connell Bridge has a number of deficiencies including inadequate l ighting and
inadequate width for non-motorized users. Although the bridge lighting was acceptable
when new, the fact that a number of units are malfunctioning is a current matter of
concern. ln addition to reducing the overall illumination level, the intermittent illumination
is distracting to drivers. The Alaska Department of Transportation and Public Facilities is
reportedly considering replacing the existing fluorescent lighting with more efficient units,
probably units mounted above the roadway to provide more conventional illumination.
When the existing units are removed from the bridge railing, new railings should be
installed consistent with the most recent federal standards for bridge railings where
bicyclists are riding adjacent to the railing.

EXISTING O'CONNELL BRIDGE CROSS SECTION

3'BIKE 12'DRIVING 12'DRIVING 3'  BIKE 4.5 '
LANE LANE SIDEWALK

At present, there is a fog line indicating a minimal shoulder outside each vehicular lane.
This shoulder is approximately 18" - 24" wide and is used by bicyclists in accordance
with the rules of the road to use a shoulder when possible. The deck width between
curbs on the bridge appears to be 30', which on the surface, could be marked so as to
create two 1 1' automotive lanes and two 4' bike lanes. This would maintain the desired
ratio of proporlionally reducing bike and auto lanes when total width of roadway is
insufficient for two 12' automotive lanes and two 6' bike lanes.

RESTRIPING OF THE O'CONNELL BRIDGE

11'DRIVING 4'BIKE 4.5 '
LANE SIDEWALK
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Immediate Becommendation: Restripe to provide better bike lanes, the suggested
markings would be as follows:

Bike Auto Auto Bike
4' ,  11'  11'  4 ' ,

The existing railings of the bridge overhang the bridge decking on each side by 19". lf
the railing was removed and reattached to the outside of the bridge with side mounted
railings, 19" of useable space on each side can be utilized for non-motorized
transportation. Most importantly, 19" added to the sidewalk width will greatly enhance
pedestrian traffic over the bridge. In addition, on the opposite side of the bridge a 19"
curb would be created. This would increase the useable space for bicyclists by reducing
the shy distance from the railing. Bicyclists tend to shy further from a railing than they do
a curb. The curb would also create a safe zone for a cyclist to get out of traffic if their
bicycle malfunctioned and they needed to wait for a break in traffic to cross to the
sidewalk.

ADOT&PF is slated to contract work for new lighting and replacement of the existing
railing on the north side of the bridge in the spring of 2003. Final design is underway and
wifl be completed in the winter of 2002.

Mid Term Recommendation: Replace top mounted railings with side mounted railings.
Construct a cantilevered obseruation area on the south and east side of the bridge near
the top. Re-stipe the travel lanes to 11 feet wide and the bicycle lanes to 4 feet wide.
Make good the sidewalk surtacing as required.

MOVING THE RAILINGS TO THE OUTSIDE OF THE BRIDGE

11'DRIVING 4'BIKE
LANE

o

SIDEWALK19" |-ANE
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Japonski lsland - Pedestrian Access to O'Connell Bridge
There is no clearly indicated safe crossing for pedestrians approaching the O'Connell
Bridge from the airport on the southeast side of Airport Road. A long term solution
would be to continue the southeast sidewalk along the bridge approach fill such that
pedestrians could walk along the side of the fill and then cross under the bridge before
climbing stairs or a ramp in order to reach the bridge level sidewalk on the northwest
side. However, until such time as that pedestrian facility can be constructed, there is a
need to identify the safest and most logical crossing for pedestrians coming from the
airport on the southeast side to cross to the northwest side so as to access the sidewalk
on the bridge.

Pedestrians crossing at a protected location as opposed to unprotected locations is
desired. Crossing at intersections, even though unprotected, is better than mid-block
crossings. This is because motorists appear to be more conscious of cross traffic at
intersections than mid-block. Therefore, it appears that a marked crosswalk across
Airport Road at Tongass Street may be appropriate , provided appropriate warning signs
are placed in advance and at the crosswalk for motorists and appropriate signs are
placed at the crosswalk, advising pedestrians of the conflicting vehicular traffic.

Sawmill Creek Road at Jeff Davis Street and Biorka Street
This is essentially a S-leg intersection. An attempt has been made to organize the
conflict area in the intersection by "hooking" Biorka Street such that it intersects Sawmill
Creek Road at approximately right angles. Unfortunately, the short radius used to make
the hook is such that a larger motor vehicle has a difficult time making the curve. Also,
the resultant intersection of Biorka and Sawmill is too close to the Sawmill/Jeff Davis
intersection.

Although there are no reported non-motorized traffic accidents at this location, the motor
vehicle weighted accident rate of 2.19 accidents per million entering vehicles is 21"h
higher than the average weighted accident rate for all Sitka intersections where
accidents occurred. This is second only to the Halibut Point Road at Brady intersection
that has a rate of 3.31 accidents per million entering vehicles. The relatively high
accident rate may be a function of the close proximity of the two intersections and the
confusion caused by the less-than-desirable geometrics of the roadways. A more
detailed study of this location is needed to asceftain what measures should be taken to
minimize the collision potential between conflicting traffic flows.
To put the high weighted accident rate in perspective, in the three years for which
records were available, 1997-1999, a total of 56 motor vehicle accidents were reported
at seven intersection locations in Sitka. The average weighted accident rate for all
seven of the intersections combined is1.81 accidents per million entering vehicles. The
lowest accident rate, 0.63 accidents per million entering vehicles, is at the intersection of
Halibut Point Road and Katlian Street.

To determine the relative safety of intersections it is common practice to indicate
accident experience in terms of accidents per million entering vehicles. The total
number of vehicles entering the intersection during the same time period, usually one to
three years, is divided by the total number of accidents for the same given time period.
Because the resultant quotient is very small,  the quotient is mult ipl ied by one mil l ion and
the rate is expressed in accidents per million entering vehicles.
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To refine this method in order to present a more useful safety index, accidents
weighted based on severity of injuries. One weighting index used is:

Tvpe of Accident
Property damage only (PDO)
Minor injury accident
Major injury accident
Fatal accident

Weiqht
1

I

5
25
50

Although ADOT&PF has been requested to provide the specific weights used in
the 1997-1999 accident-reporting period, no response has been received to date.
The above weights are shown to provide an explanation of how the seriousness
of accidents are included in weighted accident rates.

Crescent Harbor to Indian River
After the Cross Trail, this link has been one of the most discussed and desired link in the
community. There is a strong desire to connect the water-front walk along Crescent
Harbor to the separated path along Sawmill Creek Road and to the existing Cross Trail
at lndian River. This link would be a separated path parallel to Lincoln Street beyond
Sheldon Jackson and either skirt or run through the Sitka National Historic Park along
lndian River to the existing separated path. The Park Service currently does not allow
cycling through the park however there is a great demand to do so. The only bridge in
the park over Indian River is narrow and heavily used by pedestrians. The Park Service
recently acquired new land along Indian River that would accommodate a non-motorized
connection between the Park and Sawmill Creek Road. The National Park Service is
currently developing a management plan for this area. lt is strongly recommended that
this corridor allow the use by pedestrians and cyclists. Safety concerns at Jeff Davis
Street and between Indian River and the Post Office could be mitigated. The Park
Service will soon be taking public comment on how best to utilize its new land. This new
corridor should allow use by both pedestrians and cyclists. A new separated path in this
location would also solve another major issue for non-motorized transportation crossing
Sawmill Creek Road. Should a route run along Indian River, it could continue
underneath the Sawmill Creek Road Bridge as it crosses Indian River and provide an
underpass for pedestrians and cyclists. The underpass would link to another separated
path on the north side of Sawmill Creek Road. This crossing would significantly reduce
the potential for eonflicts for users who want to cross over to the Raptor Center and the
Post Office. Ramps would allow users to enter or exit the separated paths and go under
the bridge.
There has been additional discussion to continue the lndian River non-motorized
corridor beyond Sawmill Creek Road and to link to the existing Indian River Trail and the
Cross Trail. Many have expressed an interest to use the Sheldon Jackson flume along
Indian River as a potential route, however Sheldon Jackson is less receptive to the idea.
The issue the school is concerned with is potential damage to their new flume. A similar
situation occurs in Juneau where pedestrians are allowed to walk along the
Perseverance flume that is owned by AEL&P and is a popular recreation trail.
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Sawmill Creek Road - Jeff Davis Street to Sawmill Cove
Sawmill Creek Road is to be redesigned in the winter of 2OO2|2O03 and conceptual
plans are already developed. This portion of roadway will see immediate improvements
in the coming years and will include non-motorized transportation. ln the short stretch
where separate walkways currently are provided between Jeff Davis and the Post Office,
these are too narrow to accommodate both recreational bicyclists and pedestrians. The
Indian River Bridge has no non-motorized accommodations along the road edge.
Commercial and recreational destinations between Jeff Davis Street and Sawmill Cove
that need to be accessible by non-motorized transportation users. The edge of the
roadway and adjacent property boundaries are undefined between the Post Office and
National Guard facility. Vehicles park in undefined locations along the roadway and
create numerous safety hazards. An attached bikeway runs outbound to bottom of
Jamestown but no inbound facilities exist for most of this section. Much of this area does
not have defined facilities for pedestrians or cyclists. At present bicycles must ride in the
vehicular way where prevailing roadway speeds are too great to be safely used as a
mixed-use facility. Pedestrians can walk on the shoulder in some areas creating
numerous unsafe pedestrian situations. Sawmill Creek Road has paved shoulders
along Jamestown Bay and then are non-existent non-motorized facilities as the road
leaves the bay to climb towards Shot Gun Alley. This puts cyclists and pedestrians into
serious potential for harm.

Between Jeff Davis Street and the Post Office there should be a separated path on each
side as well as bike lanes. Where the right-of-way allows, continue separated path on
the waterside of road. Provide at a minimum a paved shoulder on both sides of road,
and where dwelling density exists add a sidewalk.

At destination points south of the Post Office, crosswalks should be considered to
indicate to pedestrians where the safer crossing should be made. As with all crosswalks
in unprotected locations appropriate warning signs for both motorists and pedestrians
should be erected and maintained for the crosswalk. Motorists should be presented with
an advance warning sign and a sign at the crosswalk for each direction. Pedestrians
should be presented with a sign at the edge of the roadway cautioning them to be aware
of conflicting motor vehicle traffic.

PROPOSED SAWMILL CREEK ROAD CROSS SECTION
BETWEEN JEFF DAVIS AND THE POST OFFICE

TRANSPORTATION REPORT Pase 38
SITKA NON-MOTORIZED TRANSPORTATION PLAN

5 MlN/
12'PREFERED

BUFFER

Jensen Yorba Lott lnc.



Recommendation: When Sawmill Creek Road is reconstructed the basic roadway
should be 34'wide consisting of the following section:

Shoulder Motorway
Bike Lane Lane

s', 12',

Motoruvay
Lane
1z',

Shoulder
Bike Lane

5-

PROPOSED SAWMILL CREEK ROAD CROSS SECTION
ALONG AREAS WITH LESS TRAFFIC VOLUMES

12'DRIVING 5'BIKE
LANE

5'BIKE
LANE

5'MtN/
I2'PREFERED

BUFFER

8' SEPARATED PATH

WATERSIDE OF ROAD

PROPOSED SAMMILL ROAD CROSS SECTION IN AREAS WITH
LOWER TRAFFIC VOLUMES
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ROSS TRAIL

The most talked about project during public meetings, at agency reviews and in existing
planning documents is the Cross Trail. The idea is to extend the existing trail, forming a
transportation route between the Ferry Terminal on the Northwest end of the City and
the Sawmill Cove Industrial site at the Southeast end of the City. The trail would run
along the hillside above the houses and neighborhoods with connections to the
neighborhoods and major streets. This trail could become a major non-motorized
transportation route between schools, neighborhoods, commercial areas, recreation
facilities and the Ferry Terminal. This plan recommends that the Cross Trail be
constructed on a minimum 12 feet wide bench in order to take advantage of construction
cost efficiencies derived from heavy equipment as compared to manual trail
construction. This plan also makes general recommendations that the Cross Trail be
relocated closer to neighborhoods in the downtown area and further from some property
owners in the Charteris Street area. Relocating the existing trail will meet objectives of
transportation efficiency and will minimize negative reactions by property owners to
traffic on the Cross Trail. The following trail tread and width recommendations vary and
are designed to meet current needs, to accommodate future growth in use, and to allow
for phased construction.

The most heavily used section of
the Cross Trail between Cascade
Creek and Indian River is
recommended to be constructed
as a 10 or 12-foot wide paved trail
with 2-foot gravel shoulders. The
gravel shoulders have the effect of
widening the trail corridor and
allowing bicyclists to utilize the
entire width of the pavement.
Gravel shoulders also provide a
softer surface for runners and

edses on occasions when maintenance vehicres 
"r" 

ollll!',S1",#?[ffi:rj3".ouu"t"nt

For the currently less-heavily-used sections of the Cross Trail, such as the link from the
Ferry Terminal to Cascade Creek, minimum Phase 1 construction standards require a
ten feet wide bench with a two foot wide shoulder consisting of a gravel surface. phase 1
construction would be to a standard that would allow for paving if desired at a later date.
Multi-use trails of a width less than eight feet do not safely accommodate bicyclists and
pedestrians and therefore are not recommended for the Cross Trail. Careful attention
should be given to Cross Trail design in order to minimize grade changes especially over
short distances.
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Where the Cross Trail intersects
public roadways, most such
crossings will be at unprotected
locations. "Unprotected" means
that the trail user is not protected
by either a STOP sign or a traffic
signal. Unless the volume of
traffic using the trail meets
appropriate warrants set forth in
the MUTCD, no STOP sign or
traffic signal should be installed to
create a protected crossing for
trail users. Therefore. the

cautions stated in addressing unprotected pedestrian crossings will apply to trail
crossings of public roadways.

Discussion of Cross Trail recommendations is organized into four sections:

Ferry Terminalto Harbor Mountain Road
Harbor Mountain Road to Cascade Creek
Cascade Creek to lndian River
Indian River to Sawmill Creek

Each section provides estimates of trail distance, number of stream crossings, a Phase
l.construction cost and total construction cost for the segment. All distance, culvert and
bridge counts, and cost estimates are for planning purposes only. The planning team
walked the proposed route from the Ferry Terminal to Cascade Creek and estimates
were derived from the on site visit. Estimates for the section of Cross Trail from lndian
River to Sawmill Cove were derived from contour maps, aerial photographs, and
information supplied by members of Sitka Trail Works. More detailed survey and design
work will be required prior to construction.

Ferry Terminalto Harbor Mountain Road
Distance: 12,280 teet
Small creek crossings: 48
Large creek crossings: No Name Creek = 90', creek - 70', Granite Creek = 80'

Access Points:

No Name Creek Access
Distance: 4,O7O teel
Small creek crossings: 15

Forest and Muskeg Trail Access
Distance: 1,000 feet
Small creek crossings: 4

The Cross Trail would start at the Forest and Muskeg Trail parking area and run through
the valley behind No Name Mountain crossing Harbor Mountain Road above the rock
quarries and near the water tank. An additional access down No Name Creek would

TRANSPORTATION REPORT Page 41
SITKA NON-MOTORIZED TRANSPORTATION PLAN Jensen Yorba Lott Inc.



give more direct access from the Ferry Terminalto the trail. A short access trail from the
cross trail to the Forest and Muskeg trail would provide access to that trail system. The
Trail running through the valley behind No Name Mountain should remain on the East
side of the valley a short way up the slope of the mountains, away from the stream and
out of most of the muskegs.

Construction of this segment of the Cross Trail would serve two important transpoftation
and safety objectives. First, bicyclists and pedestrians would choose the route over the
existing route to the Ferry Terminal and the Starrigavan recreation area. Large semi-
tractor traveling from the Ferry Terminal and from the nearby tug and barge facilities
bring all the freight arriving to Sitka via the Halibut Point Road. Bicycle and pedestrian
travel on the roadway is unpleasant and unsafe and will not be significantly improved by
the recommendation for an increase in bike lane width in the absence of reconstruction
of the roadbed to provide a wider road corridor. A fast ferry connection with Juneau is
planned. Sitka is a partner in the Alaska Marine Highway Scenic Byway program and the
SEAtrails program. Many of these visitors will be arriving with an expectation of
opportunities to bicycle and hike into town and would utilize the Cross Trail as a
transportation alternative. This portion of the Cross Trail would also link the Starrigavan
and Harbor Mountain Trailsystems.

Harbor Mountain Road to Gascade Creek
Distance: 16,189 feet
Small creek crossings: 60
Large creek crossings: Cascade Creek = 100'

Access Points:

Crater View Trailer Park
Distance:400 Feet
Small Creek Crossings: 3

Dodge Circle to Jacobs Circle Access
Distance: 2,100 feet
Small creek crossings: 6
Large creek crossings: Cascade Creek = 80'

From Harbor Mountain Road the trail will follow the contours of the mountain paralleling
the new Harbor Mountain access road. When the trail hits the undeveloped subdivision
on University land it could follow Kramer Avenue to Jacobs Circle. This would provide a
great trail corridor until the subdivision is developed at which time the trail could be
moved up the hill behind the subdivision. From Jacobs Circle the trail would head up the
hill and cross Cascade Creek near the end of Cascade Creek Road. A possible
connection from Jacobs Circle to Dodge Circle could provide a valuable connection for
the neighborhood and users coming off of Edgecumbe Drive.

Cascade Creek to Indian River

Distance: 16,898 feet
Small creek crossings: 55
Large creek crossings: 0
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Access Points:

Cascade Creek Access

Georgeson Loop Access
Distance: 400 feet
Small creek crossings: 3
Parking

Kashevaroff Street Access
Distance: 400 feet
Small creek crossings: 3
Parking

Lake Street Access
Distance: 200 feet
Small creek crossings: 2

Flume Circle Access

Tilson Street Access
Distance: 400 feet
Small creek crossings: 2

Charles Street Access
Distance: 150 feet
Small creek crossings: 1

Pherson Street Access
Distance: 200 feet
Small creek crossings: 2

Shennett Street Access
Distance: 880 feet
Small creek crossings: 5

Baranof Street Access
Distance: 600 feet
Small creek crossings: 4

Sisters Lane Access
Distance: 400 feet
Small creek crossings: 2

Andrew Hope Street
Distance: 625 feet
Small creek crossings: 3

The old flume road that runs behind the houses along Cascade Creek
a good trail corridor until it gets to close to the houses. Where the old
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the houses the trail should be shifted up hill a short distance to preserve the privacy of
the homes. From Georgeson Loop to Keet Gooshi Heen Elementary school the trail
would follow the old road. Between the Keet Gooshi Heen Elementary and the Sitka
High School the trail could follow the old road or be down the slope, closer to
neighborhood to reduce the grades and amount of ups and downs in the trail and make
it more accessible from the neighborhoods. From the High School the trail should follow
the contours of the land to minimize hills and valleys in the trail. The trail should go
close by the end of Charles Street and Pherson Street and then follow along close to the
neighborhoods until it reaches Indian River Road west of Andrew Hope Street.
Trailhead facilities with parking should be considered at Cascade Creek Road,
Georgeson Loop, Kashevaroff Street, Lake Street and Flume Circle. Small
neighborhood connections without additional parking should be developed at Tilson
Street, Charles Street, Pherson Street, Shennett Street, Baranof Street, Sisters Lane
and Andrew Hope Street.

This section of trail has the most existing non-motorized transporlation demand and
should be considered as the first phase of the project. Because this part of the trail
connects neighborhoods, schools and businesses it is the most likely for federal funding.

lndian River to Sawmill Creek

Distance: 26,400 feet
Small creek crossings: 100
Large creek crossings: Indian River = 100'

The trail from Flume Circle would run up lndian River on the west side to Near Peter
Simpson Road where it would cross Indian River and run up hill from Haley Avenue.
The Trail would be up hill from the neighborhoods until it hits Thimbleberry Lake Trail
and then connects to Sawmill Creek Road near Whale Park. Sitka residents were
emphatic at the public meetings that a separated pathway be constructed below the
Sawmill Creek Road as described in the Sitka Trail Plan, Sawmill Creek Road
lmprovements Section. At Thimbleberry Lake Trailthere are two options. The first would
be to go up the Thimbleberry Trail and come out on Blue Lake Road. The Sitka Trails
plan talks about this option. The other would be to cross Sawmill Creek Road near
Whale Park and construct the trail on the lower side of the road. The desirability of this
option was preferred in the public meetings.
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COMMUNITY PRIORITIES

On September 16th, 2002 a public workshop asked the community to provide input on
the priorities for the non-motorized transportation facilities listed in this document. Over
a two-week period, the residents of Sitka submitted their priorities for improving the
community's non-motorized transportation facilities. The projects listed represent ones
that the Sitka public identified as being important to the community for improved safety,
quality of life and non-motorized transportation efficiency. The project priority list found
below does not rank each project as a numeric priority, however groups projects into
immediate, mid term and long term. This allows projects to be selected from a group
rather than being installed in numeric order and allows flexibility to partner non-
motorized improvements with motorized projects when they are scheduled for design
and construction. This format is designed to be an adaptive guide and projects may shift
between priority levels as funding becomes available. This list should be used as a
reference for determining community preference, but is not meant to be a complete
priority listing of every project in the plan. As new projects come on-line, community
priorities may need to be reevaluated.

This list should be used as a reference for determining community preference, but is not
meant to be a complete priority listing of every project in this plan. As new projects
come on-line and time passes, community priorities may need to be reevaluated.

lmmediate Priorities:
. Sawmill Creek Road lmprovements from Jeff Davis Street to Shotgun Alley
. Cross Trail realignment and resurfacing from Price Street to Cascade Creek
. Indian River Bridge non-motorized underpass
. Separated path from Shotgun Alley to Sawmill Cove
. Connection from Crescent Harbor to Sawmill Creek Road via Lincoln Street to

Metlakatla and through the Sitka National Historical Park Indian River Path
. Reconfiguration of the Jeff Davis Street, Biorka Street, Geodetic Way and Sawmill

Creek Road intersection
' Katlian Street sidewalks
. Sidewalk and bike lane improvements on the O'Connell Bridge
. Price Street neighborhood sidewalks
' Reconfigure jersey dividers and bike lane along Swan Lake on HPR
' Maintenance of existing and new facilities

Mid Term Priorities:
. Establish Cross Trailfrom Cascade Creek to Harbor Mountain Road
' Japonski lsland sidewalk and bike lane improvements
' Indian River Road improvements
' Sheldon Jackson Flume Trail
. Halibut Point Road improvements from Seamart to the Ferry Terminal
' Lincoln Street sidewalk widening
. Kayak launch and storage facilities
. Moller Park to Lake Street Connection
' Edgecumbe Drive improvements
' lmprovements around all schools
. Remove power poles from Sawmill Creek Road sidewalk
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. ADA improvements

. Harbor Drive improvements

Long Term Priorities:
. Thompson Harbor to HPR connection
. Establish Cross Trailfrom Harbor Mountain to Ferry Terminal
. Establish Cross Trailfrom Price Street to Thimbleberry Lake
. Lighting for separated paths
' CoastalTrailfrom Centennial Hallto the O'Connell Bridge
' Connection through Russian Orthodox and Lutheran cemeteries

Many of these projects will require major funding for design before being constructed.
Smaller improvements could begin immediately such as installing accessible ramps,
reconfiguring the crosswalk at Katlian and Halibut Point Road, restriping existing
roadways to accommodate cyclists, new directional and traffic signs, education of
motorists and non-motorized users, enforcement, and maintaining existing facilities.

Three Sitka non-motorized transpoftation projects are currently slated for STIP funding
for the 2004-2.0OG cycle. A brief description of the projects follows:

Moller Field to Lake Street Pedestrian Connection: A multi-use path from Moller
Park and down the slope to Swan Lake and back up to Lake Street. The project
would include an elevated platform and viewing platform along the Swan Lake
portion of this path.

Path Connection to Indian River Trail: A multi-use path that parallels lndian
River and connects a new trailhead and parking area with the lndian River Trail.
The trailwould include an interpretive and viewing area.

Cross Trail Pedestrian Access: A multi-use path linking Charteris Street to the
northwest extent of the Sitka Cross Trail.

ln addition, there are several planning, design and construction projects in progress or
slated to begin in the near future that will have an impact on non-motorized
transportation. These projects, with an immediate or near term schedule, should include
and refine recommendations for non-motorized transportation found in this plan. These
include:

The Sawmill Creek Road Redesign
Survey work has been completed and design will begin in autumn 2002 for the
roadway from Jeff Davis to Sawmill Cove. Construction is to begin in 2005, or
sooner if funding is expedited.

O'Gonnell Bridge lmprovements
ADOT&PF is in the design process looking at redesigning the railings and lighting
on the bridge and restriping lanes on the bridge. Construction is slated for spring
2003.
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Japonski lsland Roads and Utilities Master Plan
Master planning work is undenruay to consolidate and improve transportation and
utilities on Japonski lsland. Japonski lsland Stakeholder meetings are occurring at
this time and will continue into 2003.

lndian River Trailhead Extension
Design work is undenruay to relocate the existing lndian River Trailhead and
parking facilities from the end of Indian River Road. The new trail extension would
be accessible.

Sitka National Historical Park Land Acquisition Master Plan
The National Park Service is master planning 6.5 acres of land it recently acquired
adjacent to the Sitka National Historic Park along Indian River. Conceptual
planning for this land has begun and public input wil l begin this autumn.

Lake and Lincoln Street Intersection
The City and Borough of Sitka passed a resolution in January of 2OO2 supporting
the installation of a traffic light at this intersection and asked that it be included for
the STIP.

Security Measures
Several agencies, organizations and institutions are reevaluating their master
plans, regulations and policies as they relate to access by the public. Some of
these include the US Coast Guard, ADOT&PF: Sitka Airport, Sheldon Jackson
College, and the City and Borough of Sitka. New policies may potentially reduce or
restrict public access to or through their land.
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