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Executive Summary
The Surface Transportation and Recreation Center (STAR) has been proposed as a single facility
or combination of facilities to address regional transportation and recreation needs in Hancock
County. This study explores alternative configurations for the STAR Center, including location,
size, service mix and management. The study identifies a preferred site from among the
alternatives and presents preliminary design concepts for the facility. Other findings include the
environmental implications of construction on the preferred site, the economic sustainability of
the center and potential economic benefits for Ellsworth and the wider region. While
construction of the STAR center is recommended, significant challenges including financing
land purchase, construction and operations; more definitive environmental assessment; and
detailed site and building design must be met.

Introduction
This report documents the feasibility of a recreational center and multimodal passenger facility
in Ellsworth, Maine, hereafter referred to as the Surface Transportation and Recreation Center
(STAR). The feasibility analysis is intended to support decision makers as they decide whether
the facility should be built, what services should be provided by the facility, and how the facility
is to be built and maintained.
The report suggests elements that will aid in the creation and sustainability of the center.
Demand for services, including visitor information, transportation, parking, traffic movements,
rail and trail services are estimated. The economic impacts of these demands are also estimated.
The report also outlines services that will create a complete visitor and recreational user
experience. These include regular excursion rail trips, ready access to multi-use trail facilities,
visitor information and way-finding assistance. Costs for providing these services are also
projected over twenty years.
Several alternatives for location, service mix and partnerships are evaluated with respect to
projected benefits and costs. A short list of preferred alternatives is elaborated with conceptual
designs that can be tested against local planning and permitting requirements. Local standards for
traffic impacts, zoning requirements, preliminary environmental analysis are applied to the
preferred alternatives.

Purpose and Need
5
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The needs for this project are as follows:
•
•
•
•
•
•
•

Poorly integrated transit systems
Sporadic intercity bus service
Seasonal traffic congestion on High Street
Air pollution resulting from congested traffic
Insufficient parking for future rail and trail users
Inadequate information systems for travelers
Severe economic distress in Washington County

The purposes of this project are:
The proposed intermodal transportation center will integrate and promote:
•
•
•
•

regional bus services
intercity bus services
park-and-ride services
trail access to the proposed Down East Sunrise Trail

Downeast Scenic Railroad
This center will promote Ellsworth and Down East Maine by providing:
•
•

Regional visitors’ center to serve as a gateway to Downeast Maine.
Downeast Maine’s first railroad museum

Ellsworth Area Chamber of Commerce Office to serve the region.
•
•

6

Advances the City of Ellsworth’s plans to improve the mobility, safety and walkability of
High Street and contributes to Ellsworth as a quality lifestyle community.
Reduce regional dependence on private automobiles, reducing traffic congestion and air
pollution.
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Background
Population
Throughout the 1990’s Hancock County grew
at an annual rate of approximately 1%, more
than twice the rate of Maine as whole.
Between 2000 and 2010 Hancock County’s
growth rate slowed to 5%, still significantly
faster than the state as a whole. Hancock
County growth has outpaced the state since
1960. Recent trends in Hancock county and
Maine indicate slower growth, net
outmigration and continued aging.
Ellsworth grew by 20% over the past decade,
2000
2010
Change
the highest rate of growth of any Maine city.
Ellsworth
6,456
7,741
20%
Unlike fast growing communities of the past,
Hancock
51,791
54,418
5%
growth in Hancock County is not driven by
Co
births, but rather by migration. Further, the
positive net in-migration has added to a pattern of population “aging” in which the median age of
residents continues to rise.
The long-term trends of population growth and aging suggest the need for augmenting the
transportation system with alternatives including transit and safe, walkable streets. In addition to
year round residents, Hancock County and Ellsworth see a dramatic spike during summer
months that create additional needs for transportation alternatives.

Economy
Ellsworth serves as a crossroads and gateway to Mount Desert Island to the south, the Blue Hill
Peninsula to the southwest and the Schoodic, down east and Bold Coast regions to the east.
Ellsworth is the commercial heart of Hancock County, generating 42% of taxable sales and 84%
of taxable sales of general merchandise for the entire county in 2008. While Ellsworth share of
the lodging market was only 6% of the county in 2008, the share was 20% for the first quarter
when most other lodging in the county is shuttered. Recent construction will increase
Ellsworth’s year round share of the market in 2010.

7

DRAFT – 12/29/2011

Recreation and Community Development
Ellsworth offers residents and visitors a variety of recreational facilities that include an active
marina, the Woodlawn Historical site that features the home of Col. Black, lakes, campgrounds,
a bird sanctuary, and close proximity to Acadia National Park, Lamoine State Park, the Blacks
Woods and other notable outdoor venues. Ellsworth is the home of the Grand Theater that
sponsors frequent liver performances. The community band performs throughout the summer
and the downtown merchants association sponsors numerous seasonal events. Ellsworth High
School is a consistent competitor in regional sports, music and theater competitions and provides
public performances through the fall, winter and spring. The Ellsworth YMCA hosts a public
swimming pool, sports and fitness facilities.
To this mix of commercial and recreational activities, two new venues are being added in 2010.
The Downeast Heritage Rail has restored tracks for seasonal excursions that will begin
operations in 2010. The Sunrise Trail, also scheduled to open in 2010 will provide visitors with
an 80+ mile east-west, multiuse trail transecting Hancock and Washington Counties. These two
initiatives will be discussed in greater detail in this analysis.

Transportation
Ellsworth stands at the crossroads in Hancock Counties for two primary arterial highways. Route
1A connects north-south traffic between Bangor and Mount Desert Island and Route 1/3
provides east-west travel between Maine’s mid-coast and Washington County. Traffic volumes
and seasonal traffic congestion reach their peak on High Street in the business center of
Ellsworth. Non-automotive alternatives, such as intercity bus services have been very limited and
have had little impact on reducing traffic congestion in Ellsworth. Recent improvements in the
sidewalk infrastructure, access management and parking lot configurations are making Main
Street, High Street and connecting roads more convenient for pedestrians. Outlying retail is
primarily reached by automobile and the DTI shuttle system.
The Calais Branch Rail corridor parallels Route 1A connecting Bangor and Ellsworth, then turns
East running parallel with Route 1 through Washington County. First constructed in 183, the rail
corridor became inactive in 1985 after years of declining demand for freight movement and
many more years with no passenger service. The state of Maine purchased these rail assets and
has attempted on several occasions to identify sufficient demand to restore freight or passenger
operations. During the ensuing years MaineDOT and volunteer organizations have worked to
preserve the aging rails and ties, but several sections continue to suffer from routine flooding and
erosion of the rail bed. Two key decisions have been made recently: to reestablish this corridor
for long-term sustainability and use. The rail connection between Brewer and Washington
8
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Junction, east of Ellsworth was leased to the Downeast Heritage Preservation Rail, Inc. for
restoration and use as a seasonal excursion service. Approximately 82 miles of tracks from
Washington Junction to Ayers Junction, west of Eastport, have been removed and a multi-use
trail established under the direction of the Maine Department of Conservation. A four-mile railwith-trail corridor will be established connecting Ellsworth High School, High Street in
Ellsworth and the dedicated multi-use trail in Washington Junction.
Regional transit operations have grown significantly during the 1990s and 2000s, with the
creation of the Island Explorer bus system under the umbrella of Downeast Transit, Inc. While
seasonal use of transit services has risen dramatically on Mount Desert Island, Ellsworth and the
balance of Hancock County experienced declining use of regional busing services. Commuter
use of bus services, on the other hand, has increased in this decade and shows promise for future
gains as major employers and institutions encourage employees to ride the bus.
Changing demographics point to new possibilities for non-automotive travel through the region.
Ellsworth is experiencing a shift up in average age of residents and a shift down in average size
of households. Much of the population growth that occurred in the 1990s and early part of this
decade resulted from migration to the region. Migration has tended to reinforce the pattern of
aging already occurring due to low birth rates. The imminent retirement of the baby-boom
generation, increasing numbers of long-distance commuters and seasonal foreign guest-workers
accustomed to using transit services all may contribute to demand for transit systems, including
buses and ridesharing.
Changing economics may also provide new demand for non-automotive travel including rising
fuel prices, increasing levels of international tourism and Ellsworth’s rapidly growing retail and
service sector. The Ellsworth Area Chamber of Commerce serves a pivotal role providing
visitors with information for the entire two-county region. The crush of seasonal traffic on High
Street and the high density of directional and commercial signage make it more difficult for
drivers to scan for visitor information signs.

Methodology
This study is conducted in several modules.
Comparable Facilities
This section highlights lessons learned from similar facilities throughout the United States. No
primary data were collected, and as a consequence, the method of analysis is the review of
9
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published facility evaluations, organization of maps, charts and photographs and distillation of
common strengths and weaknesses of these facilities as they apply to the Ellsworth context.
Needs Analysis
The primary objective of this step is to identify the scope of services that the proposed STAR
center can provide and project demand for these services. This is an iterative process, beginning
with an initial list of services, gauging local support and estimating demand, reconfiguring the
list and re-testing public support and market demand.
Location Analysis and Mapping
This phase consists of evaluating a variety of local conditions to determine suitable locations for
these services. Environmental criteria such as wetlands and significant habitats, and economic
criteria such as excessive cost of development serve to limit the candidate locations. Much of this
analysis takes the form of overlaying contextual characteristics within a Geographic Information
Systems framework.
Analysis of Alternatives
Within the narrowed field of suitable locations, a number of locations are selected that can meet
the service demands established earlier in the study. These single and multiple-site alternatives
are compared across a number of criteria including size of property, proximity to rail, visibility
from Main Street and High Street, environmental suitability, projected purchase and
development cost, traffic impacts and more. Comparisons are subjected to a variety of scenarios
including high, medium and low levels of visitation. The preferred alternatives are selected at the
conclusion of this step.
Systems Planning
This section considers some of the systems that must be addressed in order to obtain permits for
construction of the preferred alternative and to assure that it reaches its market potential. These
systems include environmental factors such as stormwater and wetlands, informational systems
to support visitor way-finding, and transportation systems including traffic impacts and
organizing transit services. These and other systems issues will need to be addressed during
preliminary engineering, including energy, lighting and security.
Conceptual Design
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This phase includes creating conceptual designs for the facility or facilities as they might appear
in the preferred location(s). The design includes illustrations, traffic diagrams, organizational
models, preliminary estimates of finances, a timeline for implementation and suggestions for
programs that should be considered to fund implementation.
Business Plan
The final section of this study reviews ways and means for creating and operating the proposed
STAR Center. Primary considerations include who will own and operate the facility, what
sources of funding can help to pay for it and how operations can be sustained. Feasibility rests on
partners ability to work with public and private resources and a long term commitment to
sustaining operations.
Public Participation
•

Ensuring Public Awareness and Participation in Planning

The STAR Center feasibility analysis requires public outreach. In order to maximize our local
resources, the feasibility study must begin with a public participation plan that outlines core
planning committee members, additional stakeholders, a process for providing public
information and receiving public comment and identifying future stakeholders for program
implementation should this project pass the feasibility test.
•

Planning Committee Support

The signatories to the Memorandum of Understanding, being the City of Ellsworth, Ellsworth
Chamber of Commerce, Downeast Heritage Rail, Sunrise Trail Coalition, along with technical
support from the Maine Department of Transportation, Maine Department of Conservation and
Hancock County Planning Commission form the core planning group for the proposed STAR
center.
•

Stakeholders Communications

The feasibility analysis will document support from neighboring local governments, business
organizations, non-profit organizations, transportation providers and interested citizens. This
wider circle will be informed of planning activities, public meetings and encouraged to read draft
planning documents through a web-page devoted to this analysis, regular email contact.
•

Public Outreach

Three core public outreach meetings include an initial scoping session, a preliminary concept
presentation and a final concept presentation. Scoping provides the public an opportunity to
11
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provide ideas for what this center would mean to them and some of the services they want to see.
The conceptual design meeting provides the public with the opportunity to understand and
comment on the proposed facility. While the feasibility stage will not include preliminary or
construction engineering, the conceptual designs will identify of core services, alternatives for
generalized landscape and facilities designs and proposed ancillary activities.
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Goals and Objectives
The memorandum of understanding for the STAR Center, included in the appendices, lists the
following services:
•
•
•
•
•
•
•

Improved mobility, safety and walk-ability of High Street contributing to Ellsworth as a
quality lifestyle community.
Trail head for Down East Sunrise Trail
Home for Ellsworth Area Chamber of Commerce
Facility for Downeast Scenic Railroad and Downeast Railroad Museum
Intermodal transportation hub
Park-and-ride facility
Ancillary opportunities are also identified, including business tenants for trail services, new
transportation and information services and retail.

The goal of this study is to test the feasibility of single and multisite service centers to provide
these services. The following Gantt Chart indicates the plan for carrying out the study.

Project Gantt Chart
Work plan
1. STAR Committee and Public Involvement
1: Recruit committee members
2: Prepare agenda and minutes
3: Public notices, press releases, news, website
4: Grant Management
5: Facilitate meetings
6: Respond to information requests
2. Literature Review (Study comparables)
1: Gather information on comparable facilities
2: Review design consideration
3: Report findings to committee
3. Progam Planning (Identify functions)
1: Survey potential facility sponsors
2: Facilitate stakeholder scoping sessions
3: Prepare and revise Program Description
4. Demand Analysis and Forecasting
1: Conduct demand survey of customer base
2: Construct demand model
3: Test a variety of scenarios for growth
4: Indicate potential cost and revenue centers
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Work plan
5: Prepare final report
5. Location analysis and Mapping
1: Identify site selection criteria
2: Identify potential facility locations
3: Conduct field survey with GPS
4: Create GIS base maps and overlays
5: Summarize site strengths and weaknesses
6: Outline environmental analysis requirements
7: Rank site alternatives
6. Systems Planning
1: Transit System
2: Excursion Rail System
3: Traffic System
4: Emergency Management System
5: Sidewalk, Bikeway and Trail System
6: Park and Ride System
7: Information System
8: Chamber of Commerce System
9: Environmental System
7: Business Plan
1: Identify public-priv ownership, op., finance
2: Indicate potential cost and revenue centers
3: Prepare implementation schedule
4: Prepare pro-forma finance and budget docs
8. Preliminary Landscape / Architectural Design
1: Survey existing similar facility designs
2: Prepare conceptual site plans with cost est.
3: Test design concepts with stakeholder
4: Prepare simple 3-D renderings of facilities
5: Final Design Recommendations

Analysis of Comparable Facilities
The mix of services proposed in this feasibility study is not unique, though circumstances in
Ellsworth, Maine, are quite different from most similar multi-modal applications. Distinguishing
characteristics include population size, importance of tourism and in particular the gateway
affect of Acadia National Park and downeast Maine.
In this chapter we summarize lessons learned from intermodal facilities designed to serve the
needs of small cities, particularly those serving as tourism gateways. We sought examples in the
14
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literature that appeared on early inspection to meet needs similar to those we anticipate in
Ellsworth, Maine. These characteristics include:
•
•

•

•

•

Modes of Transportation: Most facilities emphasize a limited mix of transit, rail, park and
ride, bicycle and pedestrian users.
Recreational Access: Two modes in this study, excursion rail and multi-use trail are
anticipated to have high volumes of recreational use. The inclusion of all terrain vehicles
(ATVs) and snowmobiles as part of the transportation mix distinguishes this proposed
facility.
Amenities – Facilities range in information services, food, retail and other services on site,
waiting areas, storage, parking, accessibility and more. This facility is likely to take
advantage of its close proximity to existing services rather than seek to provide them in
house.
Proximity and Access – proximity and ease of access to residential, commercial and
employment areas benefits the STAR Center. Transit systems work best with there are
onward connections.
Patterns of Use and Users - Patterns of use include a number of features, including time of
day, day of week, seasonality, length of stay, spending patterns, and parking needs. Patterns
of users include age, size of groups, purpose of trip and special needs. Most intermodal
facilities are designed for daily commuting rather than seasonal tourism. Use of this facility
by commuter will be governed by timing and frequency of buses.

Northern Central Railroad Trail at
Gunpowder Falls State Park, MD

Old Orchard Beach Rail Station

The Northern Central Railroad Trail at Gunpowder Falls State Park is a recreational facility and
has the appearance of a historic rail station that serves trail users with information and a
comfortable place to rest. This station is designed primarily for recreational users.
15
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The Old Orchard Beach facility is also a modest rail station. Minimal service are provided for
passengers. Parking is the primary land use, as a large percentage of users are commuting and
park from dawn to dusk.

Portland Amtrak Station

Brunswick Maine Street Station Redevelopment
Analysis and Master Development Plan, ME

The Portland transportation center features access to rail and the nearby interstate highway. The

Utica Amtrak

16
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Demand for STAR Center Services
This chapter estimates the demand for services proposed in the STAR center and then converts
demand into estimates for facility size, including buildings, parking, vehicle access and
environmental buffers. Many of the proposed services are currently provided through a
patchwork of facilities spread throughout Ellsworth while others are new.
Consolidation of existing and new services may be expected to create some efficiencies of scale,
such as shared parking spaces, and some increases in demand if the combination of services
successfully attracts visitor that otherwise would not have stopped in Ellsworth. The challenges
of uniting everything in one location will require a strategy for incremental transition from
multiple sites and may ultimately result in two of more separate sites.
New, integrated facilities present challenges for accurate forecasting of demand. This is
particularly the case when services are currently provided through a patchwork of facilities or
not-at all. The feasibility analysis draws on several types of information to forecast demand.
Meta-analysis of comparable facilities in other locations will provide a general scope of potential
demands.
These findings can be scaled to the Ellsworth context with existing data such as traffic counts,
business sales tax trends, bus ridership, and Chamber of Commerce visitation.
This study will take advantage of several detailed traffic analyses that have been conducted in
recent years to support other transportation proposals.
The products of this stage include estimates of needs for services such as parking, information
floor space, bus frequency and ridership, excursion rail ridership and trail use. In addition to use,
this stage will include projecting potential revenues from on-site and ancillary facilities. These
projected demands will be subjected to sensitivity analysis relating to demographic changes,
tourism trends and changes in relative modal costs for travelers.

The Ellsworth Chamber of Commerce is the principle source of information within the City of
Ellsworth. They occupy a free-standing office located on High Street in the front portion of the
parking lot in front of the Ellsworth Shopping Center. This facility offers convenient access to
visitor traveling south to Bar Harbor and east to Washington County.
The Ellsworth Area Chamber building measure approximately 1,400 square feet. It has a visitor
reception area that is approximately 600 square feet that provides brochure racks, a computer
terminal, a reception desk and staff support. There is also a visitor restroom. Back office
functions include a storage area, staff restroom and office for the executive director in back. The
17
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building has wireless internet access that is also available to visitors. Outside there are two
wooden benches that will seat up to six people.
In many respects this is a very good location, with a right turn slip lane for inbound traffic, a
traffic control signal, ample parking, and visibility from the arterial. The parking area has a lot of
signage competing for driver attention reducing awareness and visual appeal of the chamber
building.
Between June 1 and Sept 30 of 2009 (122 days) the chamber had 2,965 visitors, averaging 24.3
person per day. On a peak day they saw 100 visitors. The building is 1,404 square feet and they
function with 8 parking spaces. On peak days parking uses spaces closer to the shopping center.
Future Plans
The Ellsworth Area Chamber of Commerce is a partner in the STAR Center feasibility study in
part to discover whether a relocation of chamber services, in whole or in part, to a visitor center
would increase their ability to provide visitors with information and provide local member
businesses with new or improved services. The most pressing need at this time is to increase
display space for additional brochures and maps. Additional space creates opportunities for
sponsored displays featuring local destinations, food and lodging and locally made goods and
services. Additional input from members will be helpful in determining the amount of space that
might be needed and the extent to which display areas would be sustained through user fees.
Parking at the current location has been easily accommodated by the large retail parking lots. A
new location would require long-term parking for staff and short term parking for a modest flow
of visitors. Twenty spaces are expected to be the most this facility would demand, and fifteen are
expected to be sufficient. Fifteen spaces at 350 square feet per space, which includes land for
aisle and travel lane would result in 5,250 square feet.

Multi-Use Trail
In January 2010 the Down East Sunrise Trail
officially opened for winter use between
Ayers Junction in eastern Washington
County and Washington Junction on the
border between Ellsworth and the Town of
Hancock in Hancock County. Year round
use of the trail is scheduled to begin in the
summer or autumn of 2010.
18
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The critical two-mile section of rail with trail between Washington Junction and Ellsworth
requires preliminary design and adequate funds to proceed. A trail head at Washington Junction
will serve in the interim, but this remote location will not provide services to trail users and will
limit the economic benefits of the trail for Ellsworth’s economy. The Maine Department of
Transportation is currently considering design alternatives for a two-mile rail with trail to close
this gap. The STAR Center feasibility study assumes that this two mile section will be built and
will create demand for parking and other services.
In the absence of a multiuse trail head in Ellsworth, trail services are provided by a variety of
businesses, including sales and service of snowmobiles, ATVs, bicycles and footwear, as well as
a mix of tourism services such as restaurants and lodging. Two major limitations of this model
are:
•
•

limited or no access by those arriving on ATV’s to area businesses, and
the relatively obscure location of the Washington Junction trail head

An accessible, highly visible trail head is expected to boost all uses of the trail. Even so, trail
advocates anticipate relative modest needs for infrastructure on site. These include:
•
•
•
•
•

parking for cars and cars with trailers – 11 spaces is expected to be sufficient
amenities such as benches, bike racks, a public water fountain
visitor information including way-finding signage and maps
access to fuel for ATV’s and snowmobiles
access to restaurants, lodging and other services

Excursion Rail
The Maine Department of Transportation
leased use of the railroad corridor to
Downeast Heritage Rail, Inc. for the
purpose of establishing and operating an
excursion rail service between Washington
Junction in Hancock and Green Lake in
Ellsworth with the potential of continuing
tours further north. Downeast Heritage Rail
has devoted resources to procuring and
restoring a locomotive, passenger cars and a
caboose and to restoring the tracks to safe
operating condition. This investment will establish rail operations in the summer of 2010. The
owners are negotiating with local businesses and land owners to establish an interim facility for
19
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sales of tickets and passenger access to the excursion train. This summer’s activities are
expected to be experimental leading up to more robust operations as logistical challenges are
resolved.
Demand estimates for Excursion Rail Service were generated through a 2005 market study
commissioned by Downeast Heritage Rail. Stone Consulting and Design, Inc. projected demand
of 72,000 riders per year, using a capture rate of 3.53% of 2,054,000 visitors to the Acadia
Market area in 2004.1 Financial analysis indicated that the scenic operation would break even
with 55,000 riders per year.
Service and Space Requirements to accommodate excursion rail riders would be considerable
based on the higher ridership projections. A simple calculation would divide 72,000 riders across
100 days of operation and three trips per day to produce 240 riders per trip. This would require
four rail cars each with 60 seats running at maximum capacity for all 100 days. Approximately
100 parking spaces would be required to accommodate riders on a more or less continual basis
during the season. Building parking and other facilities to meet this level of demand entails some
risk to the City of Ellsworth and other STAR center partners. The summary demand matrices
present three scenarios for the STAR center using different assumptions about visitation. The
Stone Consulting and Design scenario is included in the high demand case, with lower levels in
the other two scenarios.
Rail History Museum – Downeast Heritage Rail, Inc. has also proposed creating a rail history
museum on site that will educate visitors about the history of rail services in this region, and
might include interpretive displays, rail models, historical artifacts and a small gift shop. The
museum would function between the rail service, ticket sales and tourism information services to
engage visitors as they wait for the next train or decide what other recreational activities they
will pursue in the region.
Demand for this museum service can be considered primarily coincidental with demand for rail
and tourism information services. The demand models presented below assume that 80% of
museum visits are in the facility primarily for another purpose, such as riding the train, riding the
trail or visiting a tourism information area. The length of stay in the museum is expected to be
quite short, averaging one hour, though this would increase with size and complexity of the
museum.

1

The coefficient of 3.53% is derived from data collected at the Black Hills Central Railroad that operates close to
Mount Rushmore in South Dakota. (Stone, 2005)
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Intercity and Regional Transportation
Ellsworth is currently served with daily shuttles and
regional fixed route transit services by Downeast
Transportation, Inc. (DTI) (www.downeasttrans.org).
DTI also provides commuter transit services
originating in Cherryfield, Franklin and Bangor to the
Bar Harbor, primarily used by employees of Jackson
Laboratory in Bar Harbor. Commuters from Ellsworth
currently park their cars in a parking lot behind the
Maine Coast Mall near the intersection of Route 3 and
Route 1 and the former Mardens Discount Store.
DTI operates a much larger summer Island Explorer shuttle bus system with approximately 16
buses between Trenton and the towns on Mount Desert Island, including Acadia National Park.
A new bus operations and maintenance facility is under construction in Trenton and will
eventually house an intermodal center, six miles from downtown Ellsworth.
At the time this report is being written, daily fixed route service between Calais and Bangor via
Ellsworth is provided by West Transportation (www.westbusservice.com). This service passes
through Ellsworth at 12:25 PM going to Bangor and 4:05 PM returning to Calais. The primary
bus stop for West customers is Mikes Country Store, located on Water Street.
On-demand transportation services are provided by the Washington-Hancock Community
Agency (WHCA) for eligible riders, as well as volunteer driver support coordinated by Faith in
Action, Community Connections. A small number of taxis and limousine services also operate in
Ellsworth, providing local transportation as well as trips to Bangor, Bar Harbor and more distant
destinations.
Summer transit services have been provided in past years between Boston, Portland, Bangor and
Bar Harbor by Concord Coachlines and Greyhound, but these services were not provided in
2009. When operating the primary bus stop has been the Ellsworth Chamber of Commerce
Information Office on High Street.
Two factors are particularly important in the decision to start bus services again. Ridership needs
to be adequate and by extension, the bus service looks for ways that they connect with other
transportation systems.
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Greyhound representatives have expressed interested in restarting this service, but recent events are not encouraging.
(Thomas Stone Interview 03/31/10) Reductions in Canadian
public support have resulted in cancellation of Cat Ferry services
between Bar Harbor and Nova Scotia as well as cancellation of the Acadian Bus Line that
provided connections between Bangor Canadian destinations. Loss of these two onward
connections reduces overall demand. An intermodal center in Ellsworth connecting intercity
transit with regional transit and park-and-ride may facilitate onward connections and better
support ridership. Onward connections at the Acadia Gateway Center and in Bar Harbor would
also encourage ridership.

Park and Ride
Current park and ride services are provided by a mix of
organized and informal arrangements using commercial
parking lots and roadside parking. While data on park-and-ride users is quite limited, the
predominant commuting patterns from Ellsworth residents are to jobs in Bangor, Trenton/Mount
Desert Island and the Blue Hill Peninsula. The most organized park and ride program is the
Downeast Transportation commuter service to Jackson Laboratory. These commuters use an
parking area beside the Maine Coast Mall where approximately 20 cars park in order to ride the
Jackson Lab commuter buses. Use of this area is organized, but informal and not documented
with the owners. Relocation of Mardens from the mall may have long term consequences for use
of this site. Park and ride locations for car poolers are not documented and are likely to be
dispersed throughout Ellsworth.

Ancillary Services
The STAR center may house additional public or private entities. Local businesses could offer
services such as renting or selling bicycles and related gear, other trail related equipment, fuel
sales for snowmobiles and ATVs, food and beverages. The STAR center location will determine
whether there would be sufficient space and visitation to merit adding services that, in any case,
are available nearby.

Calculating Demand and System Requirements
The purpose of the demand analysis is to determine the spatial and traffic impacts of this facility.
The table that follows estimates demand separately (by column) for each planned use, such as
rail, trail, transit services and visitor information. Each of the uses appears as a column.
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Spatial requirements are broken up into buildings, parking and other infrastructure. Each is
estimated based on assumptions about visitation, mode of transportation, length of stay and
services used. These requirements appear as rows in the table.
Many of the calculations in this table are described in the right-most column, and most are
simple arithmetic. The general scheme is adapted from “Considerations for Determining
Parking” in Planning and Design Standards (2006, pp. 245-258).

Shared Parking Methodology
1. Standard Parking Generation Ratios (Spaces / 1000 GLA of each use
2. Separate into Visitor and Employee Components
3. Adjust for Captive Ratios and Mode Split—Site-Specific Ratios for Weekdays
Daytime, and Evening, as well as Weekends, Daytime, and Evening
4. Adjust for Month, Day of Week, and Time of Day
5. Calculate Accumulation of Parked Cars on Expected Busy Days
6. Determine Design Days/Times/Months for Employees and Visitors
7. Confirm that Peak Days have been identified
8. Compare to Parking Availability on Site and in Area
9. Evaluate “Who Parks Where” to assure that parking can reasonably be shared
10. Recommend Parking Plan
(Source: Mary Smith, Walker Parking Consultants, Indianapolis)
Demands for space are built around interior uses, such as visitor information services, and
exterior uses such as parking and access roads. The amount of space is based on number of
employees and number of visitors for specific activities and a number of assumptions about
overlapping activities. For example, a family of four arriving in a standard size automobile may
spend two hours between riding the excursion train, visiting the rail museum and the visitor
information room. The car remains parked for two hours while they pursue these three activities.
Another visitor arrives by bicycle on the trail, staying for ten minutes to get information about
local ice cream vendors and use the bathroom. The bicycle is locked for ten minutes at the bike
rack. All of these activities are combined in the spreadsheet, with the output including total space
demanded and an estimated volume of traffic in and out.
Three scenarios are included here, a high level of use, medium level and low level. An infinite
number of scenarios are possible, with some uses being high and others low. This is a daily
picture intended to mirror an 85th percentile day, or one that is higher than 84% of all days and
lower than the busiest 14% of days. These three scenarios are presented below. Each
incorporates a series of mathematical relationships that are referenced in the right-most column.
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High Use Scenario
Parameters
Design Day
Buildings
Common Space
Office
Visitor Services
Ticket sales
Passenger Loading
Waiting Area/Seating
Area
Restroom Male
Area
Restroom Female
Area
Storage
Maintenance
Total Buildings Area
Parking
Staff
Persons
Length of Stay
Floor space
Modal Split
Auto occupancy
Driving Ratio
Non-Captive Ratio
Parking Spaces
Total Staff Parking Area
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Rail

Intercity Regional
Transit Transit

Ride
share

Trail

Chamber of
Museum Commerce Retail

85%

85%

85%

85%

85%

85%

85%

50
144
100
0
480
20
120
0
0
0
0
100
100
1,094

50
0
0
100
480
10
60
1
64
1
72
100
0
926

50
0
0
0
0
10
60
0
0
0
0
0
0
110

0
0
0
0
0
0
0
0
0
0
0
0
0
0

50
0
0
0
0
5
30
1
64
1
72
100
0
316

50
144
500
0
0
5
30
0
0
0
0
100
0
824

50
400
1,000
0
0
5
30
0
0
0
0
100
1,580

0

2
8
0

0
8
0

0
8
0

0
8
0

0
8
0

1
8
1800

4
8
2400

0
8
0

90%

90%

90%

90%

90%

90%

90%

90%

1.00
90%
100%
2
700

1.00
90%
100%
0
0

1.00
90%
100%
0
0

1.00
90%
100%
0
0

1.00
90%
100%
0
0

1.00
90%
100%
1
350

1.00
90%
100%
4
1,400

1.00
90%
100%
0
0

Total

85%

0
0
0

Units Notes/Definitions
85th percentile usage

300
688
1,600
100
960
55
330
2
128
2
144
500
100
4,850

7
4,200

Square feet
Square feet
Square feet
Square feet
Square Feet
Seats
6 Square Feet / Seat
Stalls
64 Square Feet / Stall
Stalls
72 Square Feet / Stall
Square Feet
Square Feet
Square Feet

Persons
Hours
Square feet
Percent arriving by car
Persons per vehicle
Pct in cars (Modal split)
Those not already counted

6
2,450

350 Square Feet / Vehicle
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High Use Scenario
Visitors
Persons (Seasonal Daily)
Length of Stay
Modal Split
Auto occupancy
Driving Ratio
Non-Captive Ratio
Parking spaces
Total Visitor Parking Area

Rail

Intercity
Transit

Regional
Transit

Ride
share

Trail Museum

400
4
90%
2.40
38%
75%
56
19,600

80
8
50%
1.20
42%
90%
30
10,500

50
8
50%
1.20
42%
80%
17
5,950

40
10
45%
2.00
23%
90%
10
3,500

200
4
70%
2.20
32%
80%
25
8,750

Other Vehicular
Bicycles
Area
Motorcycle, ATV, Snow
Area
Bus parking
RV / Trailer Parking
Large Vehicle Area
Total Other Parking
Total Parking Area

8
80
6
420
1
4
3,000
3,500
23,800

4
40
6
420
2
1
1,800
2,260
12,760

4
40
2
140
2
1
1,800
1,980
7,930

5
50
4
280
1
1
1,200
1,530
5,030

Infrastructure
Access Roads
Outdoor Seating
Seating area
Emergency Response
Landscaping
Stormwater
Total Infrastructure Area

4,760
10
60
0
2,489
3,734
10,994

2,552
0
0
0
1,369
2,053
5,974

1,586
10
60
0
804
1,206
3,606

Total Project Area
Square Feet
Acres

35,888
0.82

19,660
0.45

11,646
0.27
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Chamber of
Commerce

Retail

Total

400
0.5
90%
3.00
30%
20%
2
700

250
0.25
90%
2.40
38%
60%
2
700

0
0.5
90%
2.20
41%
25%
0
0

1,420

142
49,700

85% visitors
Hours
Percent arriving by car
Persons per vehicle
Pct in cars (Modal split)
Those not already counted
Spaces
350 Square Feet / Vehicle

50
500
40
2,800
4
10
8,400
11,700
20,450

2
20
4
280
2
1
1,800
2,100
3,150

2
20
4
280
2
2
2,400
2,700
4,800

0
0
0
0
0
0
0
0
0

75
750
66
4,620
14
20
20,400
25,770
77,920

Bicycle Spaces
10 Square Feet / Bike
ATV Spaces
70 Square Feet / Vehicle
Bus Spaces
RV / Trailer Spaces
600 Square Feet / Vehicle
Square Feet
Square Feet

1,006
0
0
0
503
755
2,264

4,090
10
60
0
2,077
3,115
9,292

630
0
0
0
397
596
1,624

960
5
30
0
638
957
2,560

0
0
0
0
0
0
0

15,584
35
210
0
8,277
12,416
36,312

20% Percent of parking area
Seats
6 Square Feet / Seat
Square Feet
10% Pct for landscaping
15% Pct for Stormwater
Square Feet

7,294
0.17

30,058
0.69

5,598
0.13

8,940
0.21

0 119,082
0.00
2.73

Units Notes/Definitions

Square Feet
Acres
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Medium Use Scenario
Parameters
Design Day
Buildings
Common Space
Office
Visitor Services
Ticket sales
Passenger Loading
Waiting Area/Seating
Area
Restroom Male
Area
Restroom Female
Area
Storage
Maintenance
Total Buildings Area
Parking
Staff
Persons
Length of Stay
Floor space
Modal Split
Auto occupancy
Driving Ratio
Non-Captive Ratio
Parking Spaces
Total Staff Parking Area
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Rail

Intercity
Transit

Regional
Transit

Ride
share

Trail

Museum

Chamber of
Commerce

Retail

85%

85%

85%

85%

85%

85%

85%

85%

50
144
100
0
480
20
120
0
0
0
0
100
100
1,094

50
0
0
100
480
10
60
1
64
1
72
100
0
926

50
0
0
0
0
10
60
0
0
0
0
0
0
110

0
0
0
0
0
0
0
0
0
0
0
0
0
0

50
0
0
0
0
5
30
1
64
1
72
100
0
316

50
144
500
0
0
5
30
0
0
0
0
100
0
824

50
400
1,000
0
0
5
30
0
0
0
0
100
1,580

0

2
8
0
90%
1.00
90%
100%
2
700

0
8
0
90%
1.00
90%
100%
0
0

0
8
0
90%
1.00
90%
100%
0
0

0
8
0
90%
1.00
90%
100%
0
0

0
8
0
90%
1.00
90%
100%
0
0

1
8
1800
90%
1.00
90%
100%
1
350

4
8
2400
90%
1.00
90%
100%
4
1,400

0
8
0
90%
1.00
90%
100%
0
0

0
0
0

Total

Units Notes/Definitions
85th percentile usage

300
688
1,600
100
960
55
330
2
128
2
144
500
100
4,850

7
4,200

6
2,450

Square feet
Square feet
Square feet
Square feet
Square Feet
Seats
6 Square Feet / Seat
Stalls
64 Square Feet / Stall
Stalls
72 Square Feet / Stall
Square Feet
Square Feet
Square Feet

Persons
Hours
Square feet
Percent arriving by car
Persons per vehicle
Pct in cars (Modal split)
Those not already counted
350 Square Feet / Vehicle
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Rail

Intercity
Transit

Regional
Transit

Ride
share

Trail

Museum

Chamber of
Commerce

Retail

Total

200
4
90%
2.40
38%
75%
28
9,800

80
8
50%
1.20
42%
90%
30
10,500

20
8
50%
1.20
42%
80%
7
2,450

20
10
45%
2.00
23%
90%
5
1,750

60
4
70%
2.20
32%
80%
8
2,800

300
0.5
90%
3.00
30%
20%
1
350

120
0.25
90%
2.40
38%
60%
1
350

0
0.5
90%
2.20
41%
25%
0
0

800

79
28,000

85% visitors
Hours
Percent arriving by car
Persons per vehicle
Pct in cars (Modal split)
Those not already counted
Spaces
350 Square Feet / Vehicle

Other Vehicular
Bicycles
Area
Motorcycle, ATV, Snow
Area
Bus parking
RV / Trailer Parking
Large Vehicle Area
Total Other Parking
Total Parking Area

4
40
4
280
0
4
2,400
2,720
13,220

4
40
4
280
1
1
1,200
1,520
12,020

0
0
0
0
2
1
1,800
1,800
4,250

3
30
2
140
0
1
600
770
2,520

20
200
20
1,400
0
10
6,000
7,600
10,400

1
10
2
140
0
1
600
750
1,450

1
10
2
140
0
2
1,200
1,350
3,100

0
0
0
0
0
0
0
0
0

33
330
34
2,380
3
20
13,800
16,510
46,960

Bicycle Spaces
10 Square Feet / Bike
ATV Spaces
70 Square Feet / Vehicle
Bus Spaces
RV / Trailer Spaces
600 Square Feet / Vehicle
Square Feet
Square Feet

Infrastructure
Access Roads
Outdoor Seating
Seating area
Emergency Response
Landscaping
Stormwater
Total Infrastructure Area

2,644
10
60
0
1,431
2,147
6,233

2,404
0
0
0
1,295
1,942
5,641

850
10
60
0
436
654
1,950

504
0
0
0
252
378
1,134

2,080
10
60
0
1,072
1,607
4,769

290
0
0
0
227
341
859

620
5
30
0
468
702
1,795

0
0
0
0
0
0
0

9,392
35
210
0
5,181
7,772
22,380

20% Percent of parking area
Seats
6 Square Feet / Seat
Square Feet
10% Pct for landscaping
15% Pct for Stormwater
Square Feet

20,547
0.47

18,587
0.43

6,310
0.14

3,654
0.08

15,485
0.36

3,133
0.07

6,475
0.15

0
0.00

74,190
1.70

Medium Use Scenario
Visitors
Persons (Seasonal Daily)
Length of Stay
Modal Split
Auto occupancy
Driving Ratio
Non-Captive Ratio
Parking spaces
Total Visitor Parking Area

Total Project Area
Square Feet
Acres
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Square Feet
Acres
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Rail

Intercity
Transit

Regional
Transit

Ride
share

Trail

Museum

Chamber of
Commerce

Retail

85%

85%

85%

85%

85%

85%

85%

85%

Buildings
Common Space
Office
Visitor Services
Ticket sales
Passenger Loading
Waiting Area/Seating
Area
Restroom Male
Area
Restroom Female
Area
Storage
Maintenance
Total Buildings Area

50
144
100
0
480
20
120
0
0
0
0
100
100
1,094

50
0
0
100
480
10
60
1
64
1
72
100
0
926

50
0
0
0
0
10
60
0
0
0
0
0
0
110

0
0
0
0
0
0
0
0
0
0
0
0
0
0

50
0
0
0
0
5
30
1
64
1
72
100
0
316

50
144
500
0
0
5
30
0
0
0
0
100
0
824

50
400
1,000
0
0
5
30
0
0
0
0
100
1,580

0

Parking
Staff
Persons
Length of Stay
Floor space
Modal Split
Auto occupancy
Driving Ratio
Non-Captive Ratio
Parking Spaces
Total Staff Parking Area

1
8
0
90%
1.00
90%
100%
1
350

0
8
0
90%
1.00
90%
100%
0
0

0
8
0
90%
1.00
90%
100%
0
0

0
8
0
90%
1.00
90%
100%
0
0

0
8
0
90%
1.00
90%
100%
0
0

0
8
1800
90%
1.00
90%
100%
0
0

3
8
2400
90%
1.00
90%
100%
3
1,050

0
8
0
90%
1.00
90%
100%
0
0

Low Use Scenario
Parameters
Design Day
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0
0
0

Total

Units

Notes/Definitions
85th percentile usage

300
688
1,600
100
960
55
330
2
128
2
144
500
100
4,850

6
64
72

4

Persons
Hours
Square feet
Percent arriving by car
Persons per vehicle
Pct in cars (Modal split)
Those not already counted

4,200

4
1,400

Square feet
Square feet
Square feet
Square feet
Square Feet
Seats
Square Feet / Seat
Stalls
Square Feet / Stall
Stalls
Square Feet / Stall
Square Feet
Square Feet
Square Feet

350

Square Feet / Vehicle
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Low Use Scenario
Visitors
Persons (Seasonal Daily)
Length of Stay
Modal Split
Auto occupancy
Driving Ratio
Non-Captive Ratio
Parking spaces
Total Visitor Parking Area

Rail

Intercity
Transit

Regional
Transit

Ride
share

Trail

Museum

Chamber of
Commerce

Retail

Total

100
3
90%
2.40
38%
75%
11
3,850

10
8
50%
1.20
42%
90%
4
1,400

10
8
50%
1.20
42%
80%
3
1,050

10
8
45%
2.00
23%
90%
2
700

40
4
70%
2.20
32%
80%
5
1,750

100
0.5
90%
3.00
30%
20%
0
0

100
0.25
90%
2.40
38%
60%
1
350

0
0.5
90%
2.20
41%
25%
0
0

370

26
9,100

Other Vehicular
Bicycles
Area
Motorcycle, ATV, Snow
Area
Bus parking
RV / Trailer Parking
Large Vehicle Area
Total Other Parking
Total Parking Area

1
10
1
70
0
4
2,400
2,480
6,680

1
10
1
70
1
1
1,200
1,280
2,680

0
0
0
0
1
1
1,200
1,200
2,250

0
0
1
70
0
1
600
670
1,370

10
100
5
350
0
10
6,000
6,450
8,200

0
0
1
70
0
1
600
670
670

0
0
1
70
0
2
1,200
1,270
2,670

0
0
0
0
0
0
0
0
0

12
120
10
700
2
20
13,200
14,020
24,520

Infrastructure
Access Roads
Outdoor Seating
Seating area
Emergency Response
Landscaping
Stormwater
Total Infrastructure Area

1,336
10
60
0
777
1,166
3,290

536
0
0
0
361
541
1,438

450
10
60
0
236
354
1,050

274
0
0
0
137
206
617

1,640
10
60
0
852
1,277
3,779

134
0
0
0
149
224
508

534
5
30
0
425
638
1,602

0
0
0
0
0
0
0

4,904
35
210
0
2,937
4,406
12,282

11,064
0.25

5,044
0.12

3,410
0.08

1,987
0.05

12,295
0.28

2,002
0.05

5,852
0.13

0
0.00

41,652
0.96

Total Project Area
Square Feet
Acres
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Units

350

10
70

600

20%
6
10%
15%

Notes/Definitions
85% visitors
Hours
Percent arriving by car
Persons per vehicle
Pct in cars (Modal split)
Those not already counted
Spaces
Square Feet / Vehicle

Bicycle Spaces
Square Feet / Bike
ATV Spaces
Square Feet / Vehicle
Bus Spaces
RV / Trailer Spaces
Square Feet / Vehicle
Square Feet
Square Feet

Percent of parking area
Seats
Square Feet / Seat
Square Feet
Pct for landscaping
Pct for Stormwater
Square Feet

Square Feet
Acres
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After numerous iterations, we conclude that approximately 1.75 to 2 acres of suitable land are
sufficient for the facility in the medium scenario. The low end might be accommodated by just
one acre while the high end is requires three or more acres. In any scenario a larger parcel would
provide additional flexibility for future expansion or the addition of new uses. Total building
area of approximately 5,000 square feet will serve to meet indoor and sheltered needs, though
this depends on including all of the uses in one site.
There are efficiencies to be gained with single site alternatives, as parking, restrooms and other
amenities are shared. In many cases service overlap and would require less than the sum of
individual demands. For instance, parking is likely to serve the entire area and need not meet the
total demand for each of the uses.

Summary
Each of the proposed services contributes to aggregate demand for the facility. This analysis
suggests that one to three acres will be required in order to serve visitor needs. A multi-site
design would require more space overall as the benefits of shared parking, bathrooms and other
services would be lost. Additionally, some of the difficulties of negotiating large recreational
vehicles, buses, cars pulling trailers and emergency response vehicles argues against any of these
facilities being squeezed into small areas with small parking lots.
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Inventory and Analysis
Location Analysis and Mapping
This stage presents an
analysis of the larger area
that may satisfy location
imperatives for the proposed
services. Geographic
Information Systems are
employed to overlay a large
number of transportation,
land use, environmental,
demographic and economic
characteristics. The GIS
process assists the planning
committee to determine a
short list of feasible sites and
to illustrate alternatives at
public informational
meetings and on the project
website. Site strengths and
weaknesses are identified and
environmental issues
highlighted. This process
results in a list of feasible
sites.

Transportation System
Two of the proposed
services, a trail head and an
excursion rail station require
close proximity to the former Calais Branch Rail line. All of the proposed services benefit from
close proximity to Ellsworth’s urban core, particularly the high volume of tourism on High
Street.
The Transportation Map presented here illustrates the area where the rail, planned trail, roads and
East Coast Greenway converge. Route 1A, alternatively known as the Bangor Road, State Street,
Oak Street and High Street runs parallel to the rail from northwest to south-east. The rail turns
90° heading northeast and quickly departing the public eye as it proceeds to Washington
Junction and thence to Franklin. While Route 1A carries the largest volume of traffic through
Ellsworth and onto Mount Desert Island, a significant percentage of visitors to the region travel
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along Route 1 from Bucksport, continuing east to Hancock, the Schoodic region and Washington
County as well as south to Bar Harbor. Visitor transportation corridors also include Route 172
from the Blue Hill Peninsula. (Source: MaineDOT, Annual Traffic Counts)
Very nearly all visits to Ellsworth are by road
and primarily by private automobile. Tour
buses also visit this region, particularly
during the fall foliage season in September.
This alternative has gained popularity with
senior citizens. Cruise ships large and small
visit Bar Harbor, but few of these visitors
have sufficient time to travel off of Mount
Desert Island. Visitors arrive by air in Bangor
and Trenton, but the large majority travel
through Ellsworth in private automobiles.
Some of the proposed services, such as parkand-ride benefit moderately by location next
to the major highways. Other services,
particularly visitor information absolutely
depend upon location on the primarily
corridors.
High traffic volumes are important for success, but also present additional design challenges.
The rails are on the “wrong side” of High Street for the vast majority of visitors that are arriving
from Bucksport and Bangor. Location on the east side of High Street requires a left turn to enter
and a left turn to exit going south. A well designed intersection with a traffic signal is highly
recommended. Currently only two signals are close enough to the area of interest to serve a
future center. They are the intersection of Main Street and High Street and the signal at the
entrance to the Key Bank and Ellsworth Shopping Center parking lots. The next signals, at the
State Street Oak Street intersection and the High Street and entrance to the Main Coast Mall
would be impractical for a variety of reasons, particularly distance to the rail and trail head.

Built and Natural Environment
Built and Environmental constraints on development in Ellsworth include already developed
land, wetlands, flood plains and critical natural habitats. Some of these constraints can be
overcome, but often are more costly.
GIS maps with aerial photographs are included in the appendices that illustrate the corridor’s
built and undeveloped parcels.
Beginning in the north at the Oak Street and State Street intersection, the rail corridor passes
through developed residential and business areas. Much of this section has steep slopes with the
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rail built on an elevated embankment. Spring Street runs parallel to the tracks and at the
intersection with Main Street is virtually on the tracks. Crossing Main Street the tracks pass the
historic rail station, now serving as the headquarters for the Maine Community Foundation. This
is a narrow corridor with steep slopes first on the eastern side, then on the western side of the
tracks.
Following the 90° curve
the tracks pass through
undeveloped land
constrained on the
southeast by a large
wetland area centered
along Card Brook.
Existing development
close to the curve
includes the Cadillac
Mountain Sports, Mainly
Music, Comfort Inn hotel,
Key Bank, Merrill
Furniture and Blue Seal
Feed.

Comprehensive Plan
and Zoning
The rail / trail corridor
passes through areas with
different zoning
classifications in
Ellsworth. The proposed
uses would need to
conform to city zoning,
and would generally be
permitted within
Commercial areas. The
city is currently working
on updates to land use zoning, including reclassification of land immediately north of high street
from residential to mixed use.
Transportation facilities are generally permitted in the industrial and commercial zones, but not
in the residential zones. Public transportation is specifically noted as a use permitted by the
planning board for the C-2 Retail and Service. This zone extends along High Street and
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incorporates substantial frontage along the rail corridor. The Main Street area close to the tracks
is zoned C-1 Commercial and Institutional. Parking and cultural facilities, such as a rail museum
or visitor information facility are permissible with planning board approval. Areas zoned R-1
and R-2 generally would not permit an intermodal transportation facility, but adjacency to a zone
that does permit these uses reduces the difficulty of making a zoning change.
Summary
Two areas with abundant vacant land that appear to be environmentally suitable are:
a large parcel located close to Ellsworth High School, well outside the preferred urban area and
unlikely to receive adequate use, and
several large parcels east of High Street behind the Merrill properties that include Key Bank and
Blue Seal Feed.
These two areas grow increasingly remote as the distance to Route 1A increases. Existing
development obstructs views of these properties from many vantage points. Smaller areas on
Main Street and High Street corridor are also feasible if land aggregation is possible.
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Analysis of Alternatives
The spatial demands and environmental constraints noted in earlier chapters set the context for
site analysis and prioritization. In order to proceed with site selection, the planning committee
prepared a list of criteria. We have clustered the numerous considerations into four broad
categories:
These criteria are then used to identify the most promising sites for the facility.
•
•
•
•

Location – answers basic spatial requirements including size, visibility and proximity
Access – considers multimodal connectivity
Environment, Health and Safety – a range of considerations including environmental impact,
encouragement of active lifestyles and potential for safe operations
Business – considers a number of bottom-line financial and organizations qualities of the
location.

Because there are many more criteria than we have alternative locations for the facility, the
summary table is transposed, with each alternative location or combination of locations
represented as columns and each selection criteria represented as rows. For each criterion we
specify a measurement, such as distance in feet or land price in dollars.
A first round of analysis employs a simple, un-weighted three point scale for each criterion.
-1 – location performs poorly on this criteria.
0 – location performs adequately on this criteria
1 – location performs well on this criteria
Transportation and environmental constraints dominate any decision about the locations where
the STAR center is most likely to succeed. The following map indicates the area of primary
interest and includes ownership information for parcels that have merit. Many of the parcels
under consideration are not for sale. Owners may or may not be interested in selling and should
not construe this map to be a plan for acquisition. It is merely a reflection of locations that might
work.
Three areas of interest emerge, each with advantages and disadvantages. A fourth, “do nothing”
alternative involves a mix of locations, with Washington Junction in Hancock acting as the
intermodal location with adequate parking and access by all modes of travel.
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In addition to these large sites, the map indicates scattered locations where services are currently
provided. These include visitor information at the Ellsworth Chamber of Commerce Building
and park-and-ride services at the Maine Coast Mall side parking lot. The latter is an informal
arrangement that may be terminated by the property owners should they need this space for other
purposes.

Findings
A first cut, un-weighted analysis, summarized in the table below, suggests that the Main Street
area and the Upper High Street area are competitive in total points while the Lower High Street
area scores much lower.

Main Street Area
The Main Street area is mostly built-out. A small corner lot on Main Street and High Street has
is vacant, but alone it insufficient in size and poorly located. The historic rail station on Main
Street Extension just north of High Street is included in this area and is the only existing
structure that would easily serve trail and rail building needs. The parking lot is not sufficient in
size and there is no additional space on this parcel for parking. The building is currently owned
and used by the Maine Community Foundation and is not on the market. Angelo’s Restaurant,
Saint Josephs Catholic Church, Jones Real Estate and Allen Blueberry Freezer are nearby.
Visibility of this area is acceptable, though most tourist traffic follows High Street rather than the
Main Street Extension to Washington Junction.
Main Street
The summary table looks at an aggregated Main Street option as well as the potential for some of
the individual sites on their own. The aggregated concept scores well, providing visibility,
convenience and an extension of the attractive, walk-able Main Street business district. Visitors
would be greeted by an historic rail station, nearby restaurants, entertainment and retail. Some
significant concerns, however would need to be managed. Much of the land is currently
developed, pushing up the value of the property. Some structures might need to be removed or
significantly altered to achieve needed space for parking and circulation. Scoring for the
individual sites is lower as these are individually too small to accommodate predicted levels of
use.
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Maine Community Foundation Occupies
former Rail Station East of Tracks

West side of tracks currently occupied by Angelo’s
Restaurant and St. Joseph Church

Spring Street has 0 Setback from Rail

Artistic Rendering by Rizzo Associates

Lower High Street Area
The lower High Street Area is currently occupied by local retail businesses including Cadillac
Mountain Sports and a recently vacated Irving gas station, which is currently for sale. These
parcels are a snug fit between High Street and the railroad tracks ultimately tapering to a point on
the vacated gas station lot. The current businesses struggle with difficult turning movements out
of their businesses onto High Street. Turning radii within the properties are also quite restricted.
There is a steep slope up from these properties to the tracks becoming a retaining wall on the
southern end. Beyond the tracks are residences that face Beals Avenue.
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Upper High Street Area
The High Street Area is much larger than the Main Street area and includes large tracts of
undeveloped land. Current uses of this area include Comfort Inn, LL Bean, Merrill Furniture,
Key Bank and Blue Seal Feed. Some of the land in this area is currently on the market.
This analysis includes three variations of the Upper High Street concept, using land closer to
High Street (Merrill) and parcels that are further back (King and JFP).
The Merrill site is currently occupied by Merrill Furniture, a recently rebuilt Key Bank and Blue
Seal Feed, a farm supply store occupying a metal building and several semi-truck trailers. This
site scored well with adequate space, proximity to the rail corridor and some visibility from High
Street. Only the upper portion of this property, currently occupied by Blue Seal feed, is likely to
be less expensive than the lower portion occupied by Key Bank.
The back lots, while more spacious and less developed, are too far back to be visible from High
Street. Reliance on off-site signage to inform visitors of this facility is likely to meet with less
success than being present on the corridor.
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Washington Junction
Located in the Town of Hancock,
Washington Junction once served as a
regional rail yard. The Junction has
several rail sidings and mechanical
services for trains as well several
manufacturing, warehousing and service
businesses. There are no food, fuel, retail
or lodging facilities in the immediate area.
Downeast Heritage Rail, Inc. has leased
the rail facilities as a center for train
reconstruction, operations and
maintenance.
At the time the Down East Sunrise Trail
formally opened in September 2010, the
dedicated trail was constructed to reach
the Washington Junction parking area.
Cyclists and walkers can continue to
Ellsworth on the Washington Junction
Road or the Thorsen Road. Snowmobiles
and cross country skiers can continue into
Ellsworth on the rail bed when snow
permits. ATVs do not have a connecting
route from Washington Junction to
Ellsworth, though plans are underway to
construct a rail with trail to make this
connection.
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The “do nothing” option is a misnomer, as much has been done to create the Washington
Junction facility, and more will be required to maintain it. Never the less, this facility will
function as the default trail head for many riders for the foreseeable future.
Positive attributes include access to both rail and trail, adequate space for parking, including
vehicles pulling trailers, and quick access to a scenic portion of the Sunrise Trail. Rail buffs will
particularly like visiting this junction where they will see trains in various stages of use or
restoration and some historic rail infrastructure.
However, Washington Junction scores poorly due to its relative isolation. Traffic along the
Washington Junction Road (AADT approximately 4,600) is less than 1/5th of volumes on High
Street, and most of this is local as opposed to visitor traffic. This historically industrial areas
offers no visitor oriented retail services. While there is a propane tank farm next to this site,
there are no fuel stations for ATV’s or snowmobiles.
Despite these drawbacks, Washington Junction will continue to play a critical role in any of the
alternatives under analysis. Rail maintenance will continue at Washington Junction and may
provide trail users with an alternative point of embarkation. Large vehicles and vehicles pulling
trailers may find parking and unloading much easier at this site. Under most scenarios the
parking available in Ellsworth will not meet peak demand, particularly for large vehicles. The
Washington Junction site may thus transition from being the primary intermodal facility to a
secondary facility, but it will not go away in the foreseeable future.
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STAR Center Site Selection Criteria
Single Site

Small/Multi-Site
MCF

Upper High Street

Merrill

JFP

King

Lucky
Marr

Main
Street

Irving

Wash
Junct

Measurement

Goal

Location
Space
Visibility
Appearance
Proximity CBD
Zoning
Urban Core

1
0
1
1
1
1

1
-1
0
0
0
1

1
-1
1
-1
1
1

0
0
0
1
1
1

-1
0
1
0
1
1

-1
0
0
1
1
1

-1
1
-1
0
1
1

1
-1
1
-1
-1
-1

Acres
AADT in Line of Sight
Visual Preference
Feet
Yes / No
Yes / No

2 Acres
Maximize
Historic / Park
Minimize
Permitted Use
In Core Area

Accessibility
Trail
Rail
Auto
Transit
Pedestrian
Bike
Road Frontage

1
1
1
1
1
0
-1

1
1
0
1
0
0
-1

1
1
1
1
0
0
-1

1
1
1
1
1
1
0

1
1
-1
-1
1
1
0

-1
0
-1
-1
1
1
0

0
0
-1
-1
0
1
1

-1
1
-1
-1
-1
0
-1

Proximity - Feet
Proximity - Feet
Intersection
Turning Radius
Pedestrian connectivity
Bikeway quality
Feet

<100
<100
Signalized
Adequate space
Sidewalk to site
Safe access

Environment, Health and Safety
Storm water
0
0
Wetland Impact
0
0
Emergency
Access
1
-1
Crash Risk
0
0
Health Impact
1
1
Environ. Impact
0
-1
Redevelopment
1
-1
Water / Sewer
1
0

0
0

1
1

0
0

0
0

0
1

0
0

0
0
1
-1
-1
0

1
0
1
0
1
1

1
0
1
0
1
1

1
-1
1
0
0
1

0
-1
0
0
1
1

0
1
-1
0
1
-1

Turning radius
Safe road access
HIA Checklist
LEED Checklist
Yes / No
Feet

Business
Land Price
Building Price
Operating Cost
Visitation
Sponsorship

-1
0
0
0
1

0
0
0
0
0

-1
0
0
0
0

-1
0
0
0
1

-1
0
0
0
0

0
0
0
0
0

-1
0
0
0
0

1
0
0
-1
-1

Dollars
Dollars
Dollars
Projected AADV
Partner Commitment

Total

13

1

3

15

7

3

2

-7
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Meets City standards
Acres of wetland

0 Acres
Adequate space
Traffic Signal
www.usgbc.org
Brownfield
Minimize

$/Square foot
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Systems Planning
Implementation of the STAR Center will engage a variety of urban systems. Understanding each
system and how the systems interact provides a framework for design and operation of the
facility. This section includes recommendations for integrating the STAR Center with existing
natural and built systems.

Environmental System
Most of the sites considered for the STAR Center were previously developed, but creation of this
facility constitutes a significant change of use and requires careful assessment of potential
environmental impacts. Principle environmental considerations for the preferred site are wetland
impacts, stormwater runoff and ground water infiltration. Other environmental impacts, such as
air pollution, noise and wildlife are likely to be either small or beneficial, but will be discussed
briefly.
Wetlands
The Merrill site does not have any wetland areas. Card Brook, to the north east is a very large
and significant wetland. Development on the Merrill site is unlikely to affect Card Brook as
indicated in the following stormwater map. Subsequent development of other nearby lots might
have impacts through stormwater drainage.

Stormwater
The preferred site is currently developed with a Blue Seal Feed
occupying a 5,000 square foot metal building, approximately a
dozen tractor trailers used for storage of hay, straw and other
agricultural products and a loosely organized gravel entrance
road and parking lot. The building, trailers and road are all
considered impermeable. A circular area of approximately ¾
acre has a scrubby vegetative over and is at least partly
permeable. A wooded area closer to the rail road tracks is
permeable. A slope the upper level down to the Key Bank
building is likely to shed water into the access road.
Development of this site is likely to increase the amount of
impermeable surface by paving a parking area, including the
current gravel parking area and the ¾ acre vegetated area. The proposed building would be
approximately the same as the existing building, with removal of the tractor trailers, but
inclusion of a small sheltered area for trail users, and a shelter for rail users.
The Ellsworth Unified Development – Stormwater Management Design and Construction
Standards provides detailed protocol for permitting, including a narrative describing stormwater
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management, 2’ interval contour mapping, plans for erosions, sedimentation, inspections,
adherence to a number of standards issued by the Maine Department of Environmental
Protection. The site design must indicate locations of stormwater infrastructure such as culverts,
detention ponds, swales, etc. Detailed requirements are listed online at
http://cityofellsworthme.org/pdfs/ords/ord56_1000.pdf.
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Soils
The Merrill site has three soil
types. The western side, closest to
High Street has been altered
significantly be past construction
and is not classified. The large
central section is Dixfield-Colonel
Complex, characterized by3 to 8
percent slopes, very stony,
moderately well drained and nonhydric. The north- eastern portion
of the property is classified as
Lamoine Silt Loam, characterized
by 3 to 8 percent slopes, somewhat
poorly drained but non-hydric.
Because this property will be
served by city water and sewer,
there will be no septic system
constructed in these soils.
However, the Dixfield-Colonel
Complex soil has some capacity to
infiltrate rain water, which, with proper engineering, can reduce run-off into the stormwater
system.
Groundwater
The Merrill site is not located
above significant aquifers.
Dixfield soils are typically more
than five feet above bedrock, with
moderate movement near to the
surface and slower water
movement further down. Colonel
soils are not as well drained, and
also become less porous at greater
depths.

Figure 1Underground Rain Barrel (Governing, Feb, 2011 p. 38)

A large sand and gravel aquifer is located approximately 7/10th mile north of this site, but would
not be affected by the proposed development. This aquifer, like the Card Brook wetland is
located up hill and presumably upstream from this site.
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If soil conditions permit, some recharge might be possible using underground rain barrels or
other mitigation strategies into the Dixfield-Colonel Complex soils.

Air Quality
This site is currently in commercial retail use. The intermodal facility itself would not be
expected to create significant additional emissions.
Users of the facility would have mixed effects on air quality:
↑

An increase in the number of ATVs and snowmobiles would increase emission of air
contaminants. Two cycle engines, common to many models of ATVs and snowmobiles
produce emissions many times greater than those of a four cycle engines.
↑ Additional traffic generated by trail and excursion rail users would also contribute to air
contamination. Some of this increase would be off-set by a decrease in pollution emitted
at the current trail head in Washington Junction.
↓ Park and ride use at this facility, particularly people transferring to buses would reduce
emissions.
↓ Promotion of walking and biking may offset other activities that generate emissions.
 Activities around the Chamber of Commerce Information Center are unlikely to increase
over visitation to the current facility.

Noise
The principle sources of noise with this site are motor vehicles. Current uses of the site include
Key Bank, LL Bean, Merrill Furniture, a pool hall and Blue Seal Feed. These retail uses generate
significant automobile traffic and less frequent delivery truck traffic. The excursion rail is
operating seasonally on weekends.
Creation of the STAR center will increase traffic flow considerably for automobiles and autos
pulling trailers, but will not create a significant demand for delivery trucks. Given the urban
character of this area, additional automobile use may not greatly increase ambient noise.
The Down East Sunrise Trail extension will bring a mix of two-cycle and four-cycle ATVs and
snowmobiles. The two-cycle models are significantly louder that automobiles and will
contribute to ambient noise, particularly on high use days. Maine State Law regulates noise
levels (www.maine.gov/ifw/laws_rules/snowlaws.htm#noise) and
(www.maine.gov/ifw/laws_rules/atvlaws.htm) though enforcement is difficult. The two mile
passage between Washington Junction and the Merrill lot has one small mobile home park near
to Washington Junction and no residences within 1,000 feet.
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Information System
There are no ideal locations for the STAR Center with respect to visitor awareness or
convenience. With the railroad tracks and trail located on the outbound side of the tourist flow,
inbound visitors must make a left turn into the facility. High Street is home to more than ___
retail establishments, with competing storefronts, signage and parking areas. The goals of the
STAR center and the probable design and use of the facility work against a strategy of being
more ostentatious or visible than the many private businesses by which it will stand. Success will
depend on planning, blazing a trail and promotion more than High Street presence and driver
spontaneity.
Visitor Awareness
Visitor reception and information services are provided at several levels and in several locations.
Taking the perspective of potential visitors, these sources fit into a decision making process
illustrated below.

Source: America’s Scenic Byways Resource Center
Pre-visit and Post Visit services do not directly impact on local requirements for this facility,
but can indirectly impact on-site requirements by increasing overall use and encouraging specific
kinds of use such as off-season visitation, promotion of specific activities or promoting
alternative modes of transportation. Post visit services depend upon gathering information from
visitors during the visit through guest books, raffles, surveys, cooperating businesses or other
visitor registration.
•
•

•
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Internet - Establish brand, visitor benefits, connections to other visitor services, virtual tour,
coupons.
Business organizations / Visitor Information
o www.ellsworthchamber.com
o www.downtownellsworth.com
o www.downeastacadia.com
STAR Center Attractions
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•

•

o www.downeastheritagerail.org
o www.sunrisetrail.org
Trail Connections
o www.schoodicbywa.org
o www.blackwoodsbyway.org
o www.downeastexplorer.org
Publications
o Maine Invites You
o Maine’s Best Regional Guide
o Sunrise Trail Brochure
o Downeast Heritage Rail Brochure

•

Tourism Organizations, Visitor Information Centers, Call Centers
o Maine Office of Tourism – www.exploremaine.org
o Maine Tourism Association www.visitmaine.com
o Downeast Acadia Regional Tourism - www.downeastacadia.com

•

Transportation Connections
o Concord Coach Lines –
www.concordcoachlines.com
o Greyhound – www.greyhound.com
o Downeast Transportation, Inc. / Island Explorer
www.downeasttrans.org,
www.exploreacadia.com
o West Transportation - www.westbusservice.com

Visit – A number of resources exist in the greater Ellsworth
area that can refer visitors to the STAR Center. Collaboration with these organizations will boost
visibility of the service offered at the center.
Visitor Information Services provide on-site directly impact facilities requirements. Several
information services already exist in and around Ellsworth, including:
•
•
•
•
•
•
•
•
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Ellsworth Area Chamber of Commerce
Bar Harbor Chamber of Commerce
Trenton Chamber of Commerce
MDI Chambers of Commerce
Schoodic Area Chamber of Commerce
Blue Hill Peninsula Chamber of Commerce
Acadia National Park
All area hotels and inns offer information services to their guests as well.
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Signage
High Street can
overwhelm visitors
with commercial,
informational,
regulatory and
directional signage.
Signs for the STAR
Center should follow
style guidelines that
govern the website, printed brochures and inserts. The example here uses a strong green
background to highlight the recreational activities available at the STAR Center. In addition to
the on-site road sign, additional smaller way-finding signs may be permitted for specific
activities such as the Chamber of Commerce visitor information area and the Sunrise Trail.
STAR Center Visitor Facilities
Chamber of Commerce Information Center
If the STAR Center becomes the new home for
the Ellsworth Chamber of Commerce, then onsite information systems will be robust.
Visitors will have the opportunity to learn
about the entire region, with help from staff,
informational brochures, interactive video
displays, local crafts displays, information
from regional historical societies and more.
The new facility would feature more space for
displays and architectural integration with the rail road station and trail
head. As an intermodal transportation center, visitors by car, trail, and
motor coach would benefit from displays and information as they planned
the next segment of their journey. Regional and interstate transit and
motorcoach services could contract with the chamber to manage ticket
sales, baggage services, passenger information and other travel services.
Chamber of Commerce Auxiliary Information Services
If the Chamber of Commerce elects not to move their headquarters and
primary information center to the STAR facility, they may place unstaffed
information kiosks inside or outside under cover. Among the alternatives
is a simple wayfinding kiosk with brochures, a rail car or caboose with
information racks a sheltered area for trail users that includes wayfinding
information or a small railroad station with information.
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Rail Road Information Area
The Downeast Heritage Rail, Inc. proposes to offer interpretive
information about rail history, including photographs of historic
trains, historic rail stations, model rail dioramas and other
artifacts. Staffing is likely during rail operating hours,
supporting ticket sales, embarkation and disembarkation. Nonstaffed rail information, including displays and brochures may
be available during times that the rail is not operating.
Collaboration with the Chamber of Commerce for staffing
efficiency will be further explored.
Trail Information Area
Trail operations will continue year round with the exception of
the spring “mud season”, and even then the paved portion of the
trail in Ellsworth will remain open. Use of the trail will have
seasonal fluctuations, but is likely to see heavy use in the winter
when excursion rail is not operating and the Chamber is
operating with reduce hours. The trail will not require on site
staffing, though some of the trail facilities will require regular
maintenance. Visitors arriving by car, bicycle, ATV and
snowmobile will benefit by information about the trail and local
services such as food, lodging and fuel.
The Sunrise Trail Coalition, working with the Maine Department of
Transportation is installing informational kiosks at trail locations
including Ayers Junction, Machias and Washington Junction. When
the trail is extended to Ellsworth another information kiosk will be
installed. Policies for advertising in these kiosks are posted online at
www.sunrisetrail.org.
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Transportation System
Traffic Models (Prepared by Sebago Technics, Inc. 04/07/11)
Introduction
The purpose of this Traffic Planning Study is to measure the impacts of the increased traffic on
High Street, specifically the signalized intersection of High Street at Merrill Lane. The
intersection of High Street at the North Entrance to the Maine Coast Mall and the Walgreens
Pharmacy was also included. These two signals are coordinated with each other, and therefore,
analyzing both will provide a more accurate depiction of traffic operations at Merrill Lane and
High Street. In addition, the development of the STAR Center could lead to some further
development of land on Merrill Lane, specifically the parcel identified on Map 131 as Lot 73.
Based on previous studies dating back to 2006 that have been completed in this area of
Ellsworth, the most critical analysis time period has been identified as the weekday PM peak
hour. Since construction has not yet been determined, our analysis will use a study horizon year
of 2015. The Traffic Study will examine three conditions; the first will be the 2015 Existing
Conditions (background), the second Condition will be the 2015 Build 1 Condition, which will
include the new traffic from the Star Center, and the third Condition will be the 2015 Build 2
Condition which will include traffic from the STAR Center and future development of the parcel
identified on Map 131 as Lot 73.
Analysis Traffic Volumes
2015 Base Traffic Volumes
Weekend mid-day traffic volumes were drawn from previous traffic studies completed in this
area of High Street for the intersection of Merrill Lane/Shaws. The references used included; the
Maine Coast Mall Traffic Study (2006), and the traffic studies completed for the Walgreens
Pharmacy (2008), and the Key Bank Redevelopment on Merrill Lane (2008). The traffic
volumes contained in these particular studies included projected traffic volumes for the Lowe's
development located on Route 3 at Myrick Street and the W/S development (Walmart and other
retail) located on Myrick Street. This Study’s traffic volumes also considered the data contained
in the recently completed (January 2011) Traffic Impact Study for the Bar Harbor Bank and
Trust Company located on High Street in the northwest corner of its intersection with
Washington Street.
Specifically, we compared the through traffic volumes on High Street from the Bar Harbor Bank
and Trust Company Study to the field counts taken in 2006 for the Maine Coast Mall Study. The
traffic volumes were approximately 13% lower in 2011 than we had counted in 2006. Based on
this, we adjusted the through volumes from our current in-house High Street Synchro model
downward by 13% and utilized these volumes as our existing weekend mid-day peak hour traffic
volumes. These numbers were then increased by 1% per year to arrive at estimated through
volumes for the 2015 horizon year. We also adjusted the Merrill Lane volumes in the Key Bank
Study, which represented a weekday PM condition, to a mid-day weekend condition. We then
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had to account for traffic volumes from approved, but not yet built, developments. We had
conversations with the City of Ellsworth Planning Staff and concluded that we needed to include
traffic volumes from the following developments:
1. A restaurant use from the Hampton Inn and Restaurant project located behind the Walgreens
Pharmacy on High Street. 140 new weekend peak hour trips (56 exiting and 84 entering).
2. The Harmon Subdivision located adjacent to the Walgreens and Hampton Inn developments.
26 new weekend peak hour trips (11 exiting and 15 entering).
3. The Irving Oil redevelopment located at the intersection of Edgewood Way and High Street.
252 new weekend peak hour trips (126 exiting and 126 entering).
4. Bar Harbor Bank and Trust located at the intersection of Washington Street and High Street.
21 new weekend peak hour trip ends (10 exiting and 11 entering).
5. Remaining trips from the W/S development on Myrick Street. 290 new weekend peak hour
trips (170 exiting and 120 entering).
6. We combined these “Other Development Trips” with our 2015 Existing Conditions Model to
arrive at our 2015 peak hour base traffic volumes, which are shown in Figure 1 enclosed at
the end of this Report.
2015 Build 1 Traffic Volumes
The second Condition we analyzed included trips from the proposed STAR Center to be located
on Merrill Lane. Based on our discussions with HCPC staff, we have estimated that during the
peak hours of usage, the STAR Center will generate an additional 100 new trips (50 entering and
50 exiting) on Merrill Lane. The trips were assigned to the 2015 Base Model following existing
traffic patterns on High Street (52% with origins/destinations to the south and 48% to the north).
With these 100 new trips added to the Base Model, we compiled the 2015 Build 1 traffic
volumes, which are shown in Figure 2 enclosed at the end of this Report.
2015 Build 2 Traffic Volumes
A second part to the Traffic Study was to investigate the possibility of further development on
Merrill Lane in conjunction with the STAR Center development. Specifically, we reviewed the
parcel identified on Map 131 as Lot 73. Based on existing City Ordinances, we concluded that
the parcel could support as much as 59,300 gross square feet of general retail use. For the
purposes of this Study, we have assumed shopping center-type retail use. This corresponds to
Land Use Code 820, Shopping Plaza, in the Institute of Transportation Engineer’s Trip
Generation Manual, 7th Edition. During the weekend peak hour of the roadway, the shopping
plaza use will generate 4.97 trips per 1,000 gross square of use. Based on this, the potential
development would produce 295 total trips (153 entering and 142 existing). These trips were
assigned to the roadway according to existing traffic patterns on High Street. With these
53

DRAFT – 12/29/2011

volumes added to the Build 1 Model, we compiled the weekend Build 2 Model, which is shown
in Figure 3 enclosed at the end of this Report.
Traffic Operations Analysis
We performed a traffic operations analysis at the Merrill Lane intersection during the weekend
peak hour for the three previously described Conditions using the micro-simulation modeling
software SimTraffic. These included:
1. 2015 Base Condition (background).
2. 2015 Build 1 Condition, which included the new traffic from the Star Center.
3. 2015 Build 2 Condition, which included traffic from the future development of the parcel
identified on Map 131 as Lot 73 in addition to the STAR Center traffic volumes.
It should be noted that currently the left-turn phasing on High Street at Merrill Lane is
protected/permitted for both approaches. This means the traffic signal gives a protected phase
(green arrow) but also allows permitted left-turns while the High Street through movements are
going. Since there are two through lanes in both directions on High Street the left-turns should
be protected only to be in conformance with the Maine Department of Transportation
(MaineDOT) policy. The MaineDOT policy requires protected only left-turn phasing when the
movement is opposed by two or more through lanes. For the purposes of this Study, all of the
analysis conditions have been evaluated with protected only left-turns on High Street. This will
require that the signal heads be changed for both left-turn lanes on High Street to protected only
(3 section arrow heads). The costs to make these changes would be approximately $3,000.
For the purposes of this Traffic Study the Merrill Lane approach to High Street was modeled as
having two lanes including a left-turn lane and a shared though and right--lane. The existing
markings on Merrill Lane indicate a shared left and through lane and a shared through and right
lane. Both lanes cannot be marked to allow through movements since there is only one lane to
accept traffic entering Shaw’s on the opposite side of the intersection. Therefore, the Merrill
Lane approach has been modeled with a left-turn lane and a shared though and right lane.
Traffic operations are generally analyzed by calculating capacity and average delay. Capacity
analysis is defined by the Level-of-Service (LOS) or average delay (time) that a vehicle
experiences as it travels through an intersection or section of roadway. LOS is expressed in
terms of A through F, with A being the optimal and F being unsatisfactory high delay. We
calculated traffic capacity and delay (LOS) based on the results from SimTraffic simulations. As
is typical, we reported the averaged results of five, 60 minute runs.
Table 1 below illustrates the LOS with corresponding Control Delay and Condition description
for signalized intersections.
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Table 1
Level-Of-Service (LOS) – Signalized Intersections
LOS

Control Delay Per Vehicle
(Seconds)
< 10
10 to 20
20 to 35
35 to 50
50 to 80
> 80

A
B
C
D
E
F

Condition
Optimal- Low Delay
Short Delay
Average Delay
Congestion Noticeable
Limit of Acceptable
Unacceptable

Table 2 illustrates the LOS for the signalized intersection of Merrill Lane at High Street for the
three study Conditions. If improvements were needed at the Merrill Lane/High Street
intersection, then the results of this analysis are also shown in the Table.
Table 2
High St at Merrill Lane
Saturday Traffic Operations Analysis (LOS) & Delay (sec)

2015 Base
Movement

2015 Build 1

2015 Build 2

W/O
Improve.

W/
Improve.

W/ Build 1
Improve.

W/Additional
Improve.

E 70.6

D 40.4

F 226.0

E 52.1

High St NBL E 78.5

F 138.7

F 106.4

F 177.3

F 87.8

High St NBT E 51.3

F 113.6

D 48.8

F 137.5

E 66.4

High St NBR E 50.6

F 113.2

D 49.6

F 141.4

E 59.6

Shaws EBL

D 47.4

D 48.4

E 55.4

D 47.8

F 83.6

Shaws EBT

D 35.8

D 39.3

D 48.7

D 41.9

E 56.1

Shaws EBR

C 20.6

C 21.0

C 25.9

C 22.9

C 32.3

High St SBL E 59.8

E 57.5

F 87.0

F 783.1

E 74.6

High St SBT C 27.8

C 27.1

C 21.7

F 378.9

C 24.2

High St SBR C 23.0

C 21.3

B 16.4

F 337.0

B 18.4

Merrill WBL D 41.6

D 43.7

E 53.7

F 220.8

F 86.5

Merrill WBT D 37.1

D 39.5

D 49.5

F 211.4

E 74.8

Merrill WBR C 26.9

C 26.5

C 32.5

F 196.8

E 55.2

Overall
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The results of the above analyses indicate that under the 2015 Base Condition, the intersection of
Merrill Lane at High Street will function with an overall LOS of “D” with the northbound High
Street Movements dropping below generally acceptable delay times. We then added to the Base
Model the 100 peak hour trips that would be produced by the STAR Center (Build 1 Condition).
The results of this analysis show that overall the LOS degraded from a “D” to an “E,” and
northbound movements on High Street deteriorated further to an LOS of “F.” The Merrill Lane
approach remained about the same. We then increased the traffic signal’s cycle length from its
present 90 seconds to 100 seconds to see of this would better service the needs of the higher
intersection volumes. We found that these changes seemed to restore LOS for the majority of
movements to their Base Condition levels.

1. Existing traffic volumes referenced from the key bank at Merrill Lane at High Street. Key
Bank traffic study (2008) had traffic volumes referenced from the Maine Coast Mall traffic
study (2007).
2. The High Street through traffic volumes were adjusted down by approximately 13% to
account for the recently completed counts for the Bar Harbor Bank and Trust study (January,
2011)
3. The traffic volumes were adjusted by 1% per year to account for annual background traffic
growth to the 2015 design year.
4. The turning movements at Merrill Lane have been increased by 40% to account for the
difference between the PM turning movement counts taken from the Key Bank Study and the
Saturday analysis period. The 40% is calculated base off a weighted average from ITE’s Trip
Generation Manual 11th Edition between LOC 312 Drive-In Bank and LUC 880 Furniture
Store.
5. The 2015 traffic volumes include other development trips that have been approved but not
yet built. These developments include: The Irving Gas Station and Convenience Store
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redevelopment 252 Saturday pear hour trips, Bar Harbor Bank and Trust Development 21
Saturday peak hour trips, a restaurant from the Hampton Inn Development 140 Saturday peak
hour trips, the Harmon Subdivision 26 Saturday peak hour trips, and W/S Development 290
Saturday peak hour trips.
The Build 1 Improvements Included:
Increasing the cycle length from 90 seconds to 100 seconds and revising phase splits
accordingly. It should be noted that the Merrill Lane traffic signal is part of the High Street
Corridor’s coordinated traffic signal system. As such, any changes to one intersection need to be
carried throughout the system. However, in this case it seems likely to us that a cycle length
increase of 10 seconds will not materially affect other parts of the system.
Next we added the trips related to the potential development of the adjacent lot on Merrill Lane
identified on Map 131 as Lot 73 (295 trips). This was the Build 2 Model. With these additional
trips added to the Build 1 Model the intersection’s performance dropped significantly to an
overall LOS of “F” with an average delay of 226 seconds. To offset this reduction in traffic
operational performance, we had to explore additional improvements to the intersection.

The 2014 Saturday Build 1 Model includes 100 new Saturday peak hour estimated STAR Center
trips (50 enter and 50 exit). Of the 50 exiting, 28 travel south via a left-turn and 22 enter to the
north via a right turn. Of the 50 entering, 28 enter via a right-turn from High Street and 22 enter
via a left-turn.
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The Additional Build 2 Improvements Included:
1. Increasing the length of the High Street southbound left turn lane from 150 ft. to 200 ft. This
will require some widening on High Street to accommodate the revised left turn lane.
2. Increasing the length of the left turn lane on Merrill Lane from 35 feet to 100 feet.
3. Constructing a new dedicated right turn lane on the High Street northbound approach. We
modeled a 150-foot long lane. However, the impacts associated with this installation may be
too great, given the additional ROW that would be necessary in front of the Merrill Furniture
Store. Keeping in mind that this additional lane was needed to mitigate the impacts of the
additional 59,300 s.f. of retail development allowed under the current ordinances, we
conducted an additional sensitivity analysis and discovered that retail development up to
about 25,000 s.f. could be accommodated without triggering the need for this new right turn
lane. These results suggest that the City will want to carefully monitor the magnitude of the
development that is proposed for this particular site.
4. Reducing the cycle length from 100 seconds back to 90 seconds and revising phase splits
accordingly. As with the Build 1 scenario, it should be noted that the Merrill Lane traffic
signal is part of the High Street Corridor’s coordinated traffic signal system. As such, any
changes to one intersection need to be carried throughout the system. However, in this case
it seems likely to us that a cycle length adjustment of 10 seconds will not materially affect
other parts of the system.
With the above described additional improvements, the overall LOS under the full Build 2
Condition was improved from a LOS of “F” with 226 seconds of average delay to a LOS of “E”
with 52.1 seconds of average delay. However, you will note that several of the individual
movements still remain in the LOS “F” range. Again, this situation suggests that the
assumptions regarding the size of development allowed as part of Build 2 may want to be
carefully considered by the City.
The costs to extend the High Street southbound left-turn lane by 50 ft. would be approximately
$25,000, costs to extend the left-turn lane on Merrill Lane would be approximately $25,000 and
the costs to construct the northbound right-turn lane on High Street would be approximately
$150,000. Overall the Build 2 Improvements (to accommodate full build) would cost
approximately $200,000, plus the cost of additional ROW from Merrill Furniture, over and
above the cost of the Build 1 improvements.
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The 2015 Saturday Build 2 Model includes 295 (153 enter and 142 exit) new Saturady peak hour
potential development trisp from Merrill Lane. Of the 142 exiting, 78 travel south via a left-turn
and 64 travel north via a right turn. Of the 153 entering, 84 enter via a right trun from High Street
and 69 enter via a left turn.
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Summary and Conclusions
Based on the above Traffic Planning Study, we offer the following summary and conclusions.
1. The STAR Center Committee has proposed a multimodal surface transportation and
recreation (STAR Center) facility to be located on Merrill Lane in Ellsworth. The facility
will primarily occupy the parcel identified on Map 131 as Lot 40 and may occupy a portion
of the adjacent lot identified on Map 131 as Lot 30.
2. A Traffic Planning Study was completed for the weekend mid-day peak hour.
3. Three Conditions were analyzed, including; 1) 2015 Base Condition (background),
2) 2015 Build 1 Condition, which included the proposed traffic from the Star Center, and
3) 2015 Build 2 Condition, which added traffic from the future development of the parcel
identified on Map 131 as Lot 73 to the STAR Center traffic volumes.
4. MDOT policy requires protected only left turn phasing when left turn movements are
opposed by two or more through lanes. This will require that the signal heads be changed for
both left turn lanes on High Street to protected only (3 section arrow heads). For the
purposes of this Study, all of the analysis conditions have been evaluated with protected only
left turns on High Street. The costs to make these changes would be approximately $3,000.
5. 2015 Saturday Base Condition: The results of the analysis indicate that under the 2015 Base
Condition overall the intersection of Merrill Lane at High Street will function with an overall
LOS of “D” and an average delay of 41.2 seconds per vehicle, with the High Street
northbound movements experiencing rather long delays.
6. 2015 Saturday Build 1 Condition: The results show that overall the LOS drops from a “D” to
an “E”, and the northbound movements on High Street degrade further to an LOS of “F”.
Delays experienced exiting Merrill Lane remain about the same. However, these increases in
average vehicle delays can be mitigated by merely increasing the traffic signal systems cycle
length from 90 second to 100 seconds.
7. 2015 Saturday Build 2 Condition: This analysis showed markedly more significant impacts.
With an estimated additional 59,300 s.f. of retail development and only the Build 1
improvements, the traffic operational performance dropped significantly to an overall LOS of
“F” with an average delay of 226 seconds. To mitigate this negative impact a series of
additional improvements (over and above the signal timing adjustments in Build 1) will be
necessary to maintain acceptable traffic operations. These are listed below.
The Additional Build 2 Improvements Included:
Increasing the length of the High Street southbound left turn lane from 150 ft. to 200 ft. This
will require some widening on High Street to accommodate the revised left turn lane.
Increasing the length of the left turn lane on Merrill Lane from 35 feet to 100 feet.
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Constructing a new 150’ right turn lane for northbound High Street traffic.
The costs to extend the High Street southbound left turn lane by 50 ft. (for a total of 200 ft.)
would be approximately $25,000, costs to extend the left turn lane on Merrill Lane to 100 feet
would be approximately $25,000 and the costs to construct a new 150’ right turn lane on High
Street would be approximately $150,000. Overall the Build 2 Improvements would cost
approximately $200,000 over and above the Build 1 Improvements.
With these improvements, the overall LOS was improved from a LOS of “F” with 226 seconds
of average delay to a LOS of “E” with 52.1 seconds of average delay. However, several of the
individual movements still remain in the LOS “F” range.
We also conducted a sensitivity analysis to determine what the break point may be in terms of
the extent of additional retail development that could be reasonably accommodated on Lot 73,
Map 131 without creating the need for such onerous off-site improvements. This work revealed
that if the proposed development were limited to about 25,000 s.f. rather than the original
59,300 s.f. the need for a separate right turn lane northbound could be eliminated and reasonable
LOS’s maintained for most movements.
Finally, Sebago Technics also recommends consideration be given to performing new traffic
counts this summer during July/August to confirm the results of this Traffic Planning exercise.
As stated, the traffic volumes used herein are a compilation of previous traffic studies, which
were largely based on projected trips utilizing Institute of Transportation Engineers (ITE) trip
generation rates. Given all the development and roadway network changes that have taken place
in the area over the past five years, it would serve the City well to collect current traffic counts
and then add in other trips from developments that have been approved but not yet built. This
effort would remove the many layers of assumptions that are currently having to be made by
traffic engineers working for developers.
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Sidewalk, Bikeway and Trail
The STAR Center can play an
important role as the connection
between local bicycle and
pedestrian trails and the Down
East Sunrise multiuse trail. The
map that follows indicates the
sidewalk network in the vicinity
of High Street. This network is
adequate in most respects, but
presents some challenging gaps
along the north-bound lane of
High Street and in some
connecting roads between High
Street and Water Street.
The most significant gap in the
system as it currently stands a
section of High Street between
Maine Street and the traffic
control signal at the Merrill
Furniture – Key Bank entrance.
Two historic properties located
close to Main Street on the east
side of High Street were
exempted from sidewalk
construction fronting their
properties. Sidewalks continue
south by Cadillac Mountain
Sports and the Comfort Inn. This
gap in the system requires some
pedestrians to cross High Street
twice or walk in the travel lane
in front of these two properties.
This gap may see increased pressure resulting from
construction of the Ellsworth Trail. The City of
Ellsworth intends to close this gap as local funds
become available.
Sections of the sidewalk south of Merrill Lane are
also listed for improvement. Deficiencies include
utility obstructions, uneven pitch (tilting toward the
highway), and wide entrances and exits.
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Ellsworth Trail
The Ellsworth Trail is currently under
construction and will be opened in the
summer or 2011. It provides off road
paved bike and pedestrian options
between Davis Street and Ellsworth
Falls, including Ellsworth High
School. At Davis Street the Ellsworth
Trail uses Spring Street to reach Main
Street. Walkers and cyclist then have
the choice of using Beals Avenue, a
low volume road with no sidewalk, or
use High Street sidewalks to continue
south. Because of the gap in the High
Street sidewalk, pedestrians must
cross High Street at Main Street, then
cross High Street again at the Key
Bank intersection or walk in the
southbound travel lane as depicted
above. Some pedestrians currently
walk along the railroad right of way
parallel to High Street, but this
practice is unsafe when trains are
operating and is illegal without
obtaining permission from the current
lease-owners, Downeast Heritage
Rail, Inc. Further, the shoulders along
the tracks are particularly narrow where the tracks pass the historic rail station, now the
headquarters for the Maine Community Foundation. Discussions with MCF about creating a
bicycle-pedestrian trail through the MCF property have not produced and acceptable solution.
Creation of a safe and practical bicycle and pedestrian connection between the Ellsworth Trail
and the STAR Center will greatly increase the value and use of the STAR Center as well as the
Ellsworth Trail. The three options described above are presented in the attached map. While no
solution is perfect, creation of a trail passing the Maine Community Foundation would provide
the highest level of safety while the High Street sidewalk would provide the highest exposure of
users to retail opportunities. The Beal Street option does not require any investment, making it
the least cost option.
Down East Sunrise Trail
The Down East Sunrise Trail is currently in full operation between Washington Junction in
Hancock and Ayers Junction in Pembroke. A parking facility at Washington Junction was built
in 2010 to accommodate trail users and on weekends is often full of trucks with ATV and
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snowmobile trailers and cars with bicycle racks. This facility works well to meet the needs of
day users familiar with the region and the trail. Washington Junction is a fairly remote rail yard
and business park area that otherwise would attract no attention from visitors.
The critical two-mile section of rail with trail between Washington Junction and Ellsworth
requires preliminary design and adequate funds to proceed. A trail head at Washington Junction
will serve in the interim, but this remote location will not provide services to trail users and will
limit the economic benefits of the trail for Ellsworth. The Maine Department of Transportation is
currently considering design alternatives for a two-mile rail with trail to close this gap. The
success of the STAR Center in part depends upon construction of this two mile section.
Excursion Rail
The current configuration of the Downeast Heritage Rail is educational and recreational. The
tracks from Washington Junction in Hancock, to Brewer have been retained with the hope of
restoring rail for freight and/or passenger transportation in the future. The entire Down East
Sunrise Trail is functionally a rail bank waiting to be restored to rail service when demand for
rail services is sufficient.
In transportation terms, the major impacts of the excursion rail system will access and parking
for train riders and affects of train operations on other transportation systems. Level-grade
crossings at Washington Junction and Main Street have only recently seen a resumption of rail
use. These crossings currently require rail operators to flag the intersections. In the future rail
crossing signals will be required.
Downeast Heritage Rail has indicated their hope to eventually restore tracks through Brewer. If
passenger rail service is restored, the STAR Center can take on a new role as a rail station for
people traveling from Bangor by train with possible onward connections to Portland and Boston.
A recent alternatives analysis conducted by SYSTRA, USA (www.maine.gov/mdot/majorplanning-studies/pdf/bangor-trenton.pdf) concluded that demand is currently insufficient to merit
renovation of the rail line. High quality onward connections would be required and at the time of
the study these connections did not exist. Conditions continue to evolve, with interest in transit
and rail systems greatly influenced by gasoline prices.
The STAR Center design must create safe zones between rail operations, trail users and other
visitors. The suggested designs direct trail users around the facility, keeping them away from the
trains and passengers boarding and disembarking from the trains. Because the preferred site is
located on a bend in the tracks, additional work and very possibly a new siding will be required
to level the train where passengers board.
Transit
As noted earlier in this study, the STAR Center can integrate several transit systems and
facilitate connections. Over time regional transit services have evolved to be complimentary as
each seeks to identify niches where the provider can generate adequate ridership. Coordination of
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these services and better communications with riders will produce synergistic boosts in overall
ridership.
West Transportation
West Transportation provides the only scheduled service between Washington, Hancock and
Penobscot Counties. Information is posted at www.westbusservice.com. West’s Ellsworth stop is
currently located at Mike Country Store on Water Street. The morning trip to Bangor stops at
12:25 PM and returns at 4:05 PM. This enables travelers to make connections for some interstate
Greyhound and Concord buses out of Bangor as well as flights from Bangor International
Airport. Moving this stop from Mikes Country Store to the STAR Center might have a modest
positive impact reducing travel time.
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Downeast Transportation, Inc.
Downeast Transportation, Inc.
operates a variety of routes in
Ellsworth and connecting
Ellsworth to Mount Desert
Island, Bangor, Blue Hill
Peninsula and Bucksport.
Routes and schedules are
available at
www.downeasttrans.org. The
Bangor shuttle departs
originates in Bar Harbor at
8:00 AM, passes Ellsworth
City Hall at 9:10 AM,
returning at 3:15 PM in
Ellsworth and 4:05 MP in Bar
Harbor.
DTI buses stop in several
locations in Ellsworth. The hub
of operations is the parking lot
at Ellsworth City Hall. The
STAR Center would become a
hub for some DTI operations.
Intercity carriers, such as
Greyhound and Concord
Coach Lines provide year
round service in Bangor, but
year to year decide whether to
provide seasonal service in
Ellsworth and Bar Harbor. The
Downeast Transportation Bangor Shuttle
intercity services have
historically used the Ellsworth
Chamber of Commerce Office, located across High Street from the proposed STAR Center.
Moving to the STAR center would nominally increase their travel time going to Bar Harbor and
reduce it returning to Bangor.
Concord Bus Connections
Concord buses currently depart Bangor for Portland and Boston at 7:00 AM, 11:00 AM and 3:30
PM. Buses arrive from Boston and Portland in Bangor at 2:30 PM, 6:30 PM and 10:30 PM. A
local “Coastal Route” bus departs Bangor for numerous point sought at 7:00 AM, with a coastal
bus arriving from points south in Bangor at 6:00 PM
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•

West connects with the 3:30 PM south bound with a two hour layover and the 2:30 PM north
bound bus.

•

DTI connects with the 11:00 AM south bound bus and the 2:30 PM inbound buses, though
the latter is a very tight connection.

Greyhound Bus Connections
Greyhound buses depart Bangor for Portland and Boston at 6:30 AM, 11:20 AM and 1:20 PM.
Buses arrive in Bangor from Portland and Boston at 11:15 AM, 5:25 PM and 11:20 PM.
West connects with the 1:20 PM south bound and the 11:15 AM north bound bus with a 4:15
layover.
DTI connects with the
11:20 AM south bound
Greyhound bus and the
11:15 AM inbound
Greyhound buses with a
2:45 layover.
As structured, the
intermodal transit services
can move people between
Ellsworth and the urban
markets, but only provides
two opportunities per day,
both departing Ellsworth in
the morning and returning
in the mid to late
afternoon.

Calais
Bar Harbor
Ellsworth
Bangor
Greyhound
Concord
Airport
Bangor
South

DTI
Read
Down

Read Up

8:15 AM
9:10 AM
9:50 AM
10:05 AM
10:10 AM
Greyhound
Departure

WEST
Read Down
9:30 AM

Read Up
7:00 PM

4:05 PM
3:15 PM

12:25 PM

4:05 PM

2:00 PM
2:30 PM
2:25 PM

1:00 PM
1:10 PM
1:15 PM

3:30 PM
3:10 PM
3:15 PM

Concord
Departure

Arrival
Arrival
11:15
Express
6:30 AM
AM
7:00 AM
2:30 PM
Express
11:20 AM 5:25 PM 11:00 AM
6:30 PM
Express
1:20
PM
11:20
PM
3:30
PM
10:30
PM
The only afternoon onward
Coastal
7:00 AM
6:00 PM
connections from
Ellsworth are the West bus through eastern Hancock County to Machias and Calais and the DTI
service continue to Bar Harbor. Other DTI buses depart from Ellsworth in the morning and
would require an overnight stay in Ellsworth or an alternative means of transportation.
The seasonal Island Explorer currently offers service from the Trenton marketplace from 7:00
AM to 8:30 PM with hourly and half-hourly service at different times of the day. Travelers on
the DTI Bangor shuttle can continue to Bar Harbor and use the Island Explorer for onward
connections. Travelers on West Transportation cannot connect with the currently configuration
of the Island Explorer. The Ellsworth Chamber of Commerce is working with Downeast
Transportation Services to test increased services between Ellsworth and Bar Harbor in the
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summer of 2011. The new Trenton-based Acadia Gateway Center Operations and Maintenance
Facility will open in the autumn of 2011. Additional onward connections my stimulate interest in
improving Bangor-Ellsworth transit services.
The two regional bus service connections to Bangor provide an opportunity to travel car free.
The schedule requires travelers to plan very carefully to make necessary connections. A missed
connection results in either a taxi bill in excess of $100 or an additional night in a hotel.
The STAR center has the potential to increase transit connections to Bangor in several ways.
•
•
•
•

Organizing commuters sufficiently to create a van pool or commuter bus services.
Encouraging private operators such as Greyhound, Trailways and Seer to add seasonal
services.
Encouraging Ellsworth Hotels to collaborate in running airport shuttle services with onward
services to MDI on Island Explorer buses.
Encouraging DTI and West to expand services for commuters, visitors and local
discretionary travel.

Park and Ride
Currently there are no formally designated park-and-ride lots in Ellsworth. DTI Bar Harbor
commuter bus riders currently park in a side lot next to the Ellsworth Mall, next to the former
Marden’s store. Plans for TJ Max to open will reduce the current surplus of parking at this site,
but may not jeopardize the informal arrangement for commuter parking in place now.
Informal ridesharing is not measured in this region. Store owners have observe and at times
protested commuters that are using local retail parking lots for park and ride purposes. These
retail parking areas include the Ellsworth Mall, Ellsworth Shopping Center, Ellsworth City Hall,
Mill Mall, Family and Friend Grocery, other retail establishments and on-street parking.
A Star Center parking facility could meet the needs of a modest number of park and ride users,
and perhaps a majority of users during the off-season.
Conflicts arise when park and ride users crowd-out excursion rail, trail, tourists and intercity
transit users. Strategies to manage these conflicts include posting time limits on some parking,
restricting overnight parking and providing overflow parking opportunities, particularly for park
and ride users.
Go Maine, www.gomaine.org, supports park-and-ride, ride sharing, van pools and other
transportation alternatives. GoMaine staff can assist in identifying solutions if park-and-ride use
becomes problematic at the STAR Center.

Emergency Management System
This facility is not expected to create new emergency management hazards. Local law
enforcement have not flagged any specific concerns. Basic design standards must provide
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adequate entrances, corridors and turning radii to accommodate emergency response vehicles.
The primary structure would be required to meet modern fire code, including sprinkler systems.
The Sunrise Trail will be constructed to an average width of 10 feet, adequate for passage of
smaller emergency response vehicles when weather conditions permit. The Ellsworth trail will
have a mix of design standards, and the approach from Main Street to the proposed STAR Center
site has not been designed. The existence of the trail may prove a slight advantage for emergency
response in cases where Route 1A or Washington Junction Road are completely blocked.
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Preliminary Landscape / Architectural Design
Conceptual site plans
This report proceeds with two conceptual plans, both located at the preferred site. Plan A
includes construction of an approximately 4,800 square foot building to house the Greater
Ellsworth Area Chamber of Commerce, Visitor Information, Downeast Heritage Rail and
associated activities. Plan B includes all but the building, but requires less parking, but also some
additional infrastructure that would have been provided in the larger structure. A Google SketchUp model is available at www.hcpcme.org/ellsworth/star that allows users to consider this design
from many perspectives.
Concept Plan A
In this plan, the proposed STAR Center accommodates all proposed public and non-profit uses.
These include:
•

•
•
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Primary building, approximately 4,800 square feet to house
o Offices of Greater Ellsworth Chamber of Commerce – will include private offices for
the director and other staff as needed and a meeting room.
o Visitor Information Area – to be managed by the Chamber of Commerce that is more
spacious than the current facility operated on High Street to permit additional
displays, brochure racks, interactive media and service desks.
o Rail Information Area / Transportation museum to be managed by Downeast Heritage
Rail will provide visitors with information about regional rail history, excursion
schedules and ticket sales. This may become a small rail history museum that might
be eligible for support under the FWHA Transportation Enhancement Program
o Intercity and Regional Bus Center – would provide schedules and ticket sales for
transit systems and motor coaches.
o Waiting Area – would serve all facility users with seating, informational and
interpretive signage, public internet access, and public phone. Display cases might
provide visitors with information about local, Maine Made products, area attractions,
event calendars and other local information.
o Public Restrooms – would serve all building users during open hours with ADA
access sinks, urinals, toilets, and diaper changing tables.
o [Optional] Concessions Area – at the direction of the City of Ellsworth, some space in
the facility might be set aside for a private concessioner.
Rail boarding platform – a short walk from the primary building, a platform would be a
might include a canopy for people waiting to catch the excursion train. The platform would
have a ramp to meet ADA access requirements.
Bus and Trail shelter – a small sheltered kiosk would serve as a bus stop for regional and
intercity motor coach services. The shelter would provide riders with transit schedules, fares
and information on connecting services. Current operators would include Downeast
Transportation, Inc. including the Island Explorer, and West Transportation. If successful,
this facility would restore intercity motor coach services such as Greyhound or Concord
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•

•

•

•

•

Coach Lines. This shelter would double as a staging area for trail users to pack belongings,
change shoes and have a quick lunch. This shelter might include a public water fountain for
seasonal use.
The parking area would accommodate approximately 80 regular size vehicles, four ADA
vehicles, eight large vehicles or vehicle trailer combinations and a flexible amount of space
for ATVs, bicycles and motorcycles. The parking lot would include ornamental trees and
stormwater collection areas.
Trails and sidewalks would be built around the parking area. The trail would be designed to
accommodate multiple users, including ATVs in the summer and snowmobiles in the winter.
The trails would permit users to reach their cars or trailers. Bicycles and pedestrians could
connect through by trail to the Ellsworth Bicycle and Pedestrian Trail that continues north to
Ellsworth Falls. Connections would also be built to areas sidewalks, particularly along High
Street. A signalized cross walk across High Street would extend pedestrian access to retail
and restaurants along High Street.
Outdoor Seating Area would provide space for people waiting for the train, presentations
about the history of transportation, organizational presentation for trail riders and trail events
and Chamber of Commerce presentations. This would be a small uncovered area seating
approximately 20 persons.
A train caboose or other structure would be placed on the High Street end of the parking area.
This structure would serve two primary purposes. As a visible monument, it would assist
travelers in identifying the STAR center from High Street. As an enclosed structure, the
facility might be leased to small businesses that would provide trail specific services, such as
bicycle rental, information or beverages.
As noted in the traffic analysis, vehicle entrance and circulation would require modifications
to High Street and the facility entrance road with longer turning lanes to allow additional
vehicle stacking. Development of land behind and to the side of the STAR Center that
generates additional vehicle trips would require more significant improvements on High
Street. The current entrance road would also require modifications. The Key Bank parking
lot uses this road very close to High Street. Heavier vehicle traffic might conflict with this
entrance. Widening the entrance road and placing a grass median would force entering
vehicles to go through a back entrance for Key Bank, but would permit departing cars with a
more direct exit out. The slope up to the STAR Center would be flattened somewhat to
facilitate movement of larger vehicles and trailers and improve site lines to the featured
structures on the property.

Several illustrations are included below that highlight aspects of Concept Plan A. Additional
illustrations are available online at www.hcpcme.org/ellsworth/STAR.
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Concept Plan B
In this plan, the
proposed STAR Center
accommodates a
reduced set of public
and non-profit uses.
The primary changes
from Concept A
include elimination of
the Primary Building
and small changes to
the other structures to
provide some of the
services that were
housed in the primary
building.
Primary Building –
Eliminated – this rules
out several functions
including Chamber of
Commerce
headquarters, Rail
Information Area and
Museum, indoor ticket
sales and intercity bus
waiting area, and
indoor restrooms.
Bus Shelter and Bus
Stop – shifted to
occupy the space
formerly taken by the
primary building. This
shelter might provide
space for brochure
racks and might be
lighted, but would not
provide space for staff support.
Privy Facilities – loss of the indoor bathrooms would be mitigated by addition of portable toilets
during summer and shoulder seasons and permitted by local ordinance. No water or sewer
systems are incorporated in this design.

73

DRAFT – 12/29/2011

Visual Impact from High Street
Structures
Concept Plans A and B would have very similar visual impacts on High Street as the primary
building is set back closer to the rail tracks. Three images presented below show likely impacts
from three High Street perspectives.
Approaching from the south, the facility is
partially hidden by The LL Bean building, Key
Bank and several trees. This illustration
employs a “leaf-off” photograph to indicate
what might be seen by removing or pruning
trees that lie in the site-path. Depending on
placement, those passing will see some of the
structures, such as the caboose, parking lot
landscaping and the bus shelter.
South Bound Approach
Looking directly into the entrance road, those
passing will see an imrpoved entrance road and
parking area land scaping. The caboose will
come into view on the left as one passes
throguh the intersection.

Lateral View
Approaching from the north, the facility is
initially hidded by the Merril Furniture building
and subsequently by Key Bank. Looking
between these buildings, those passing will see
the caboose, improved entrance and parking
landscaping.

North Bound Approach
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Signage
High Street is already heavily signed, making
visual appearance of signage for the propose
site more challenging. This illustration poses a
park-like sign in the entrance that would
combine the LLBean Outlet with Chamber of
Commerce (Concept A), rail and trail. A simple
monochromatic green and white sign might
draw attention from people seeking the rail or
trail experience.

The green and white sign is most visible as
people approach the intersection. Additional
directional signage might be needed further into
the throat of the entrance to indicate right,
straight and left destinations.

Close up green and white sign. This design is
intended only for discussion purposes.
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Business Plan
This chapter seeks to answer basic questions about organizational and financial structures that
could be created to finance, develop and maintain the STAR Center. This facility will require a
partnership of public, private and non-profit entities and services. Examples of intermodal
centers, trail heads, information centers, excursion rail facilities and park and ride facilities
abound, but the combination of all of these facilities is uncommon.
The memorandum of understanding signed by planning partners in 2008 raises local resources to
match public funds for the STAR Center feasibility analysis. Implementation of the center from
land purchase to construction and operation will require additional commitment by the partners,
and will require new partners. This section of the feasibility analysis suggests a central theme of
public private partnership to organize and finance the STAR Center, but also includes variations
on that theme as opportunities and challenges arise.

Organization
The STAR Center is a partnership
initiative from conception. The
partners bring different assets to
the table, and would play different
roles in directing and managing the
facility.

Ellsworth
Chamber of
Commerce

Downeast
Transportation

City of
Ellsworth

STAR
City of Ellsworth
Maine
The City of Ellsworth can
Downeast
Department of
Heritage Rail
participate in the STAR Center on
Transportation
many different levels. At the entry
level, the City would provide
Down East
services to the STAR center much
Sunrise Trail
like any other property, including
utilities, law enforcement,
emergency response and code
enforcement. On the other end of the spectrum, the city can own the property and buildings,
manage some services, provide building maintenance and snow removal.

Financial participation by the City of Ellsworth would depend on the depth of their participation
in creating, owning and managing the facility. The cost of involvement would also range with
participation. Providing a property tax exemption either as a non-profit entity or a city owned
property would significantly reduce annual operation costs. Creating a TIF district around the
facility to capture value added could benefit the facility and the city. Providing routine
maintenance, such as litter control and plowing would also offset annual operating costs. At the
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high end, the City of Ellsworth would participate in funding the construction of the facility
and/or annual operations and maintenance costs.
Potential Activities
•
•
•

Provide routine law enforcement
Provide emergency response services including police, fire and ambulance, winter plowing
Own land and buildings

Funding
•
•
•
•
•

Provide tax-exempt status for the facility
Create Transportation TIF District to support construction of facility
Support for routine maintenance including litter control, cleaning, minor repairs, snow
removal
Appropriations for construction of the facility
Appropriations for annual operations and maintenance

Ellsworth Area Chamber of Commerce (EACC)
The EACC is considering whether the proposed site of the STAR Center could serve as a future
headquarters and visitor information center. This decision will be pivotal for the STAR center.
At a lower level of commitment, the EACC would maintain their current information center
across High Street from the STAR site, but would provide directions to visitors to the center,
include information about the center in Maine’s Best Regional Guide, the EACC website and
other promotional media. An EACC presence at the STAR Center could range from unstaffed
displays to a fully-staffed information center. Leased space for displays that feature local
businesses might bring in revenues for the chamber or the STAR center. In the latter case, EACC
staffing might be coordinated with Downeast Heritage Rail for ticket sales and rail museum
support.
Activities
•
•
•

Promote the STAR Center through the current information center, print and electronic media
Maintain am unstaffed information area in the facility
Maintain full time staffing at the facility, particularly between June and October

Funding
•
•
•

Support for facility marketing and promotion
Lease informational displays
Support overhead cost of facility through annual lease agreement

Downeast Heritage Rail, Inc. (DHR)
The Downeast Heritage Rail Preservation Trust (DHR) is a 501©3 non-profit organization “to
celebrate and preserve the railroad history of Downeast Maine. Our immediate and primary goal
77

DRAFT – 12/29/2011

is to develop the Downeast Scenic Railroad for the education, enlightenment and enjoyment of
future generations.” The STAR Center would function as a railroad station and transportation
museum, treating visitors to a look at the history of rail transportation in eastern Maine.
Activities
•
•
•
•

Maintain rail ticketing, interpretation and boarding areas for excursion rail visitors.
Maintain staff at the facility for rail related activities such as ticket sales, gift sales, rail
history interpretation and passenger assistance in concert with rail operations.
Maintain rail tracks passing through the facility, such as general cleanup.
Supervise safe passage of trains through the facility

Funding
•
•

Support for operating costs of facility through annual lease agreement
Promote voluntary membership and contributions to Downeast Heritage Rail, Inc.

Downeast Sunrise Trail
The Sunrise Trail Coalition is a 501©3 non-profit organization “to promote outdoor recreation,
health and fitness, and economic development in Hancock and Washington Counties in the State
of Maine through education and the development of integrated on and off road four-season,
shared use trail systems.”
Activities
•
•
•
•

Maintain outdoor trail kiosk and reception area for trail users
Maintain trail leading into and through the facility
Respond to complaints about the trail facility
Organize and promote trail activities, trail related educational programs and trail etiquette

Funding
•
•
•
•

Support trail manager activities
Submit grant applications for funding trailhead improvements such as shelters, picnic
facilities, bike racks and privies.
Aggregate business support through promotions on outdoor kiosk
Aggregate trail rider support through trail activities, including fund raising rides

Downeast Transportation, Inc.
Downeast Transportation, Inc. is a 501©3 non-profit transportation provider. They operate year
round service for many parts of Hancock County, commuter services and the seasonal Island
Explorer.
Activities
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•
•
•

Provide regular regional bus service at this facility
Provide informational circulars and signs to assist way finding and transit ridership
Coordinate regional and intercity bus service with motor coach services such as West
Transportation, Greyhound and Concord Motor Coaches

Funding
•

Seek FTA and other transit grants to improve onsite transit facilities

Other Transit Providers
Activities
•
•
•
•
•

Provide regular regional bus service at this facility
Provide travel schedules and signs to assist way finding and transit ridership
Staff ticket sales window during business hours if volume is sufficient
Offer fee-based baggage storage for travelers with facility revenue sharing
Encourage taxi services and other onward connecting transportation services

Funding
•
•
•

User fees for staffing and facilities use
Baggage storage fees
In-kind contributions listed above

Maine Department of Transportation
The Maine Department of Transportation is the primary state agency through which programs
including highway, rail, bicycle-pedestrian and intermodal facilities are financed, designed and
constructed. Many of Maine’s intermodal facilities are supported by MaineDOT investments,
including ferry terminals, railway stations and bus facilities.
Activities
•
•
•
•

Coordination with Department of Conservation for Trail management and promotion.
Oversight and permitting of rail operations.
Support for intermodal transportation, such as promoting car pooling and van pooling
through Go Maine
Support for regional transit systems including Downeast Transportation, Inc., West
Transportation and intercity motor coach services.

Funding
•
•
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Finance and Development
The two preferred scenarios described in this study have much in common, but the cost of
construction and operations of the intermodal center building are significantly higher while the
potential for funding and operating revenue is also higher. A great many assumptions are made
in this chapter upon which the final determinations of feasibility hinge. Sensitivity to these
assumptions is explored, but a baseline conclusion is that the STAR Center would function more
like a not-for-profit public service than a business. Many of the services are provided at no cost
to users, such as trail access, parking and tourism information, and many of the benefits accrue
indirectly to area businesses through increased patronage. There is no simple means for assigning
revenues from increased sales taxes to the STAR Center, though it is possible to estimate the net
effect.
This financial analysis finds that STAR Center Scenarios A and B are feasible provided a
significant initial investment, most likely through a transportation grant, is received to pay for
land, engineering and construction, and an ownership – management structure is created that has
the capacity to capture benefits of new economic activity and use these revenues to support the
STAR Center. Private, for profit organizational structures are not a good match for this facility
unless significant on-site business development was to occur.
This chapter details estimated development and operating costs, then turns to development and
operating revenues.
Development Costs
Costs are estimated within a number of categories such as land acquisition, earthworks, building
removal, and landscaping. These are provisional, order of magnitude estimates. Detailed costs
require land appraisal, preliminary engineering, architectural plans and partner agreements for
operations.
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Land Acquisition
•

•
•

The preferred site is a 3.5 acre parcel currently owned by Merrill Furniture. The front 1.00
acre is leased by Key Bank. The rear 2.5 acres is leased by Blue Seal Food, an agricultural
supply store. The assessed value for the 3.5 acre lot was $717,300 in 2011. The front acre
would remain as a lease lot to Key Bank. The 2.5 acre lot would be split and purchased for
this facility. While a separate assessment will be required of the two lots, this analysis
assumes that the value will be a simple ratio (2.5/3.5) of the entire lot, or $512,357.
The metal building on the property has a separate assessed value of $181,300. An appraisal
would be necessary to set the actual sale price.
In addition to acquiring the land and building, Federal guidelines provide a protocol for
assisting the current tenant on the property with assistance in relocating their businesses
under the terms of the Uniform Relocation Act. The Department of Housing and Urban
Development (HUD) provides guidelines for relocating businesses. In one summary
document HUD prescribes two reimbursement options, either payment of eligible expenses
up to $10,000 or a negotiated fixed payment between $1,000 and $20,000. Details are
available online at:
http://www.hud.gov/offices/adm/hudclips/handbooks/cpdh/1378.0/1378c4CPDH.pdf

Planning and Permitting
•

•

Land development projects are required to have a variety of permits, including building, land
use/conditional use, stormwater, entrance permits, building permits and more. The City of
Ellsworth outlines steps for Technical Review and Planning Board meetings, and provides
the necessary forms online at: www.cityofellsworthme.org under the Planning Department.
Permitting costs for this project are estimated to be $25,000 for Scenario A and $10,000 for
Scenario B, though this amount would double it additional DEP environmental impact
assessment is required, often the case when a project receives federal support.
Design, Preliminary Engineering transforms this conceptual design into a final design for
land and buildings. The cost for this step is assumed to be 18% if the total cost for land and
building construction. This is midpoint in the range of 15% to 20% for this kind of project.
Design fees would be far lower for Scenario B- without the primary building. Construction
engineering, or project supervision during construction, is also folded into this estimate. At
18%, the estimated cost is $273,820 for scenario A and $110,020 for scenario B.

Site Removals and Clearing
In either scenario the existing metal building would be removed and the site stabilized for
construction of new structures and parking areas. This estimate would need refinement with
additional information about building insulation or potential hazardous materials. As an
agricultural supply store, a variety of toxic chemicals and chemically treated seeds have been
stored on site. The site once served as a railroad siding and may carry additional risks of
contamination. The site has been inspected for potential brownfields contamination and no
contaminants were detected.
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Earthwork
This site is largely level, dry and scraped clear of top soil. Earthwork will be required to provide
a wider, flatter entrance road, correct for drainage problems and create on-site stormwater
processing systems such as rain gardens, permeable base materials for water infiltration and
catch basins. The cost of earthwork is estimated to be $85,000 in either scenario, though cost for
Scenario A may go higher depending on the additional impermeable surface created by the
primary building over auxiliary buildings in Scenario B.
Sediment and Erosion Control
This is primarily a concern during construction and up to the stabilization provided by vegetation
after project completion. The cost is estimated to be $2,500 in both scenarios.
Paving, Curbing and Surfacing
This covers most of the work associated with parking, access trails and sidewalks. The cost of
$240,550 assumes a standard paving material. One of the most effective stormwater management
strategies for this site may be the use of porous paving material, particularly for parking areas
that would not be exposed to sanding and plowing in the winter. Porous paving can add $45,000
to $100,000 per acre of parking. (www.stormwatercenter.net)
Site Furniture / Amenities
This estimate, $118,920 in Scenario A, includes a variety of discretionary items such as benches,
flag poles and shelters. Scenario B adds $50,000 for a ticketing booth and restroom facility in
lieu of the primary building. The ticketing booth and rail platform may require a significant cash
or in-kind contribution from Downeast Heritage Rail, Inc., and would be considered private
sector match for state or federal grants.
Landscaping
The proposed site is wooded on the periphery, but is essentially a vacant lot. Landscaping will
help to define this site as a destination and will feature native perennials and trees. Alternative or
swing parking areas may be constructed form reinforced turf, reducing stormwater build-up and
providing green space. The cost of this element is estimated to be $63,750 in both scenarios.
Utilities
Actual cost will need to be determined when a final design is decided. This facility is expected to
require electricity sufficient for lighting, office equipment and other basic services. It is not
expected to require three-phase power nor internet access beyond the currently available DSL
and cable services. The parcel is served by electricity and high speed internet already, but putting
these services underground will be costly.
Intermodal Center Building
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This building, included only in scenario A, is planned to be a 4,800 square foot multi-use
structure. The structure would house the Ellsworth Area Chamber of Commerce information
center as well as back offices, storage and meeting space, the Downeast Heritage Rail ticket
office and rail transportation museum, an intermodal transportation waiting area for bus and park
and ride users, display space for local businesses, restrooms, utility and storage space. The total
cost of $960,000 is based on an estimated cost of $200 per square foot. Scenario B replaces this
intermodal information center with a much smaller addition to the site amenities, which would
be an unheated bus shelter.
Traffic Mitigation
Several alternatives are included in the budget summary. The level of mitigation depends on
projected traffic volumes generated by the facility at peak hours. The traffic assessment
conducted by
Mobilization and General Conditions
Costs charged by contractors for a wide variety of activities, including insurance, office supplies,
communications, temporary utilities, and environmental controls. Estimates range from 15% to
20%. We used 18% as a mid-point estimate.
Operations and Maintenance Costs
The following table estimates some of the predictable costs of operating and maintaining the two
configurations of the STAR Center. Long term maintenance costs include major repairs,
renovations and possible expansions. Two strategies for managing costs that are difficult to
anticipate are to adopt a pay as you go approach or to fully fund costs through a capital
investment plan.
Pay as you go has the advantage of providing a more accurate annual cash basis for operating a
facility, reducing the annual costs for the early years when major renovation is unlikely. The
obvious disadvantage of pay as you go is the cost to tax payers when a major investment has
been deferred.
Fully funded budgets include incremental savings toward major future expenses. This approach
is a more realistic assessment of the true cost of running a facility, though is be politically
difficult to maintain fund contributions for uncertain future investments when managers are
confronting immediate current needs in a budget.
This study uses the fully funded approach by creating very simple capital investment plans for
major cost items. In order to prove viable over the long-run, annual revenues should cover
annual expense and make reasonable contributions to funds for major improvements such as
parking lot and building renovations anticipated over a 20 year period. The choice of whether or
not to make these contributions must be resolved annually by decision makers.
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Costs are presented as annual totals, with some assigned to summer and winter seasons. This is a
compromise between averaging annual costs versus presenting monthly estimates. Summer
operations and maintenance include managing higher volumes of usage, a greater demand for
some utilities such as water and sewer, parking lot repairs, additional police presence. Winter
operations and maintenance includes snow removal and heating the scenario-A building.
Scenario B - Without STAR Primary Building
Expense Item

Responsible

Unit

Vegetation manage
Litter control
Privy clean and pump
Stormwater system
Shelter / sign repair
Security
Snow removal
Capital Invest Plan
Total Scenario B

Owners
Owners
Owners
Owners
Owners
Owners
Owners
Owners

Monthly
Monthly
Visits
Annual
Visits
Visits
Visits
20 Years

Responsible

Unit

Occupants
Occupants
Occupants
Occupants
Occupants
Occupants
Owners
Owners
Owners

Monthly
$150.00
Monthly
$100.00
Quarterly
$500.00
Quarterly
$125.00
6 Months
$570.00
Monthly
$200.00
Monthly
$400.00
Monthly
$400.00
20 Years $100,000.00

Scenario A Building
Expense Item
Utilities
Electricity
Telcom
Water
Sewer
Heat
Cleaning
Maintenance
Management
Capital Invest Plan
Total Building
Total Scenario A

Definitions
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Unit Cost Freq
$90.00
$60.00
$75.00
$500.00
$250.00
$40.00
$200.00
$40,000.00

6
12
18
1
2
78
10
1/20

Unit Cost Freq

12
12
4
4
6
12
12
12
1/20

Annual
Cost
$540.00
$720.00
$1,350.00
$500.00
$500.00
$3,120.00
$2,000.00
$2,000.00
$10,730.00

Annual
Cost
$1,800.00
$1,200.00
$2,000.00
$500.00
$3,420.00
$2,400.00
$4,800.00
$4,800.00
$5,000.00
$25,920.00
$36,650.00
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Owners: The owners may be the City of Ellsworth, a non-profit STAR Center, Inc. or other
ownership arrangement. Much of the work could be contracted or provided through the
City of Ellsworth.
Occupants: Includes Ellsworth Chamber of Commerce, Downeast Heritage Rail, Down East
Sunrise Trail and participating transit providers.
Water: Includes quarterly payment for an estimated $1,500 fee for fire sprinkler system and $500
fee for water usage.
Sewer: Includes quarterly payments for a $500 sewer fee. Sprinkler system water does not add
to the sewer system fee.
Heat: Assumes a relatively efficient new building. Employs the following formula:
7,000 degree days * 3 btu/ft2 * 4,800 ft2 * $33.96 / btu = $3,420 annual heating expense
These operation and maintenance cost estimates are based on a number of assumptions. Utility
costs are certain to change with respect to the insulation quality of the building, fuel costs, utility
rates, and level of use of the restrooms to name just a few factors. If these assumptions are
correct, operation and maintenance of the facility would be approximately $1,000 per month for
the exterior area and $2,000 per month for the building.
Several factors push operating costs below those associated with a private sector investment.
First, this property including the buildings is assumed to be exempt from local property taxes.
Annual property taxes on a $2 million facility with Ellsworth’s mill rate of 14.6 would be
$29,200, or an additional $2,400 per month. The City of currently receives taxes for this
property, and would see a decrease in tax revenues for this parcel, but should seen some
increases in other properties that benefit from proximity to the center.
Second, this analysis assumes that construction does not require interest bearing loans. The cost
of financing construction using loans would be dramatic. For instance a twenty year loan of $1
million at 5% annual interest would result in a monthly payment of $6,600 and annual cost of
approximately $79,200. A thorough cost-benefit analysis of this investment would need to
consider the opportunity cost of funds devoted to this facility, or the potential benefits of
alternative investments discounted back to present value with an interest rates reflecting social
“time-preference” for money. In this case an interest rate of 5% might be appropriate. The
combined costs of taxes and lending would make this project infeasible. A retail facility or
commercial venture might generate sufficient revenues to cover these additional expenses, but as
proposed only a minimum of commercial activity would occur on this site. Commercial benefits
will accrue primarily to near-by businesses.
Unforeseen expenses are also likely. Much more accurate operating costs can be estimated as
detailed engineering decisions are made. The use of a discount rate helps to adjust for increasing
uncertainty as a project ages.

Findings
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A major strength of Scenario B is a much lower cost of operations and maintenance. A facility
with no major structures, utilities limited to lighting and vault privies, would carry operating
costs similar to any parking facility with paving, signage, bus shelters and landscaping. The
annual operating cost, including a capital investment plan is estimated at $10,730 annually.
Scenario B assigns all costs to the City of Ellsworth as the party ultimately responsible. The City
would have some options for cost sharing, including seeking grant support for intermodal
operations, assigning users fees for transit carriers, rail operations, trail operations, and business
advertising. These fees will be explored in the next section.
The inclusion of the building in Scenario “A” more than triples overall operations and
maintenance costs to $36,650. Summer costs are associated with higher levels of use and can in
many cases be tied to a revenue stream. Some costs are higher in the winter, such as heating
indoor space and snow removal. These are a challenge, particularly given the significant drop-off
in tourism and related demands. Winter use is anticipated to include intermodal transportation
services and operation of the Chamber of Commerce. Rail operations might occur for special
events, such as a holiday excursion, but otherwise would be closed. Trail usage would be limited
to snowmobiles and cross country skiing when sufficient snow is present, other uses when
temperatures permit. The revenue picture for Scenario A is better than Scenario B, but the
sufficiency of revenues depends on year round occupancy and use, as will be discussed next.

Finance for Construction and Operations
Putting together an ambitious project like the Ellsworth STAR Center requires a blend of public
and private resources and creativity in drawing up partnership agreements. This portion of the
feasibility analysis suggests opportunities for funding construction and maintenance.
Competition for federal and State grants is stiff. As a result, a decision to move ahead will
include a potentially time consuming period of funds solicitation.
Construction
The construction process is often subdivided into small elements, each of which may require a
separate funding process. Three common phases are planning, preliminary or design engineering
and construction.
Planning
This feasibility analysis constitutes the first phase, also called planning. It was funded through a
grant from the Maine Department of Transportation and matching funds provided by the STAR
Center partners as summarized in the memorandum of understanding in the appendices.
Preliminary Engineering
Preliminary engineering carries the project from conceptual plan to a detailed design for the
facility. In small projects preliminary engineering is often wrapped into construction, and in this
case a design-build contract may be awarded. A more common strategy for larger projects is to
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contract design separately from construction. A major component of design, particularly for
projects with significant earthworks, paving and potential environmental impacts, is attaining
required permits, including mitigating impacts on wetlands, stormwater runoff, and traffic.
Proximity to Card Brook, a non-attaining drainage, raises the bar for control of stormwater
runoff and water quality.
This study estimates the cost for preliminary engineering to be $298,820 for Scenario A and
$120,020 for scenario B. The higher amount in Scenario A includes a significant cost for
architectural design for the primary building. Permitting represents $25,000 of Scenario A and
$10,000 of Scenario B. In both cases preliminary engineering is estimated to be approximately
10% of total project costs. In many MaineDOT project preliminary engineering ranges up to
30% of the total. In this case the higher cost of land and relatively simple foot print of the
project reduce somewhat the percentage of funds required for PE.
Construction Engineering
The construction phase of the STAR center is by far the most expensive step, though not
necessarily the most time consuming. The key to moving efficiently through the construction
phase is to have completed preliminary engineering and permitting and to have solid support for
implementation. The recent waves of economic stimulus funding have favored just such “ready
to go” or “ready to build” projects. The goal of creating jobs and putting stimulus funds back
into the economy for infrastructure projects is rarely achieved when the lengthy planning process
has not been completed.
Funding Sources
Funding for intermodal transportation centers often starts with municipal solicitation though the
biennial transportation planning process. Funds for intermodal centers are in turn drawn from
federal programs such as the Federal Transit Authority (fta.dot.gov/about/12322.html) and the
Federal Highway Administration (fhwa.dot.gov/planning/rural/index.html). The funding process
has been irregular in recent years, driven by economic stimulus programs under an
administration supportive of alternative modes of transportation.
Federal and State Sources
•

The American Recovery and Reinvestment Act (ARRA) funded a number of intermodal
projects around the country. ARRA is not slated for additional funding.

•

This program has been superseded by a series of Transportation Investment Generating
Economic Recovery (TIGER) funding that has been released in three rounds. A fourth round
may be released in 2012. Some planning grants have been awarded through TIGER. Most
grants have been given to projects that are “ready to build”, or have already completed
preliminary engineering.

•

Federal Livability Grants – June, 2011 Secretary of Transportation Ray LaHood announced
$175 million in funding for a collaboration of Federal Transportation, Housing and Urban
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Development and Environmental Protection.
•

Public Transportation Competitive Grant Program Funding On October 18, 2011 Sen.
Collins announced that the City of Sanford was awarded $1.3 million to support the Sanford
Transportation Center Project, an intermodal transit hub.

•

Multimodal Capital Improvements The MaineDOT 2012-2013 work plan includes $75.9
million for multimodal programs. These funds are spread across a number of modes,
including aviation, water and bicycle-pedestrian programs. The STAR Center is not included
in this Capital Work Plan. The funds are described to indicate potential sources of funding in
future investment plans.

•

Transit Capital $8.7 million for capital investments, much of which will be used to upgrade
buses throughout the state

•

Transportation Demand Management $2.3 million for programs to reduce congestion though
park-and-ride, ride-share, Go Maine and other facilities

•

Transportation Enhancement Program – $2.6 million go primarily for bicycle and pedestrian
facilities such as trails and sidewalks, and secondarily for scenic, landscape and historic
structures, which can include restoration of bus and train stations as well as transportation
museums. The STAR center could apply for funding under the transportation museum
program as a rail museum is part of the conceptual plan. TE funds have been awarded for
preliminary engineering as well as construction, sometimes separately and sometimes
combined. Despite proposals to eliminate TE Funding, it has been retained in recent draft
reauthorization bills, called Moving Ahead Progress for the 21st Century (MAP-21) yet to be
signed into law.

•

Trail activities, may be eligible for FHWA Recreational Trails Program (RTP). These funds
have been used in the past for trails and trail facilities, and might help to fund specific
elements of the STAR center most related to the trail.

•

Non-transportation Federal and State funding resources are limited. One of the challenges of
the STAR center are the interwoven uses of the Down East Sunrise Trail, Downeast Heritage
excursion rail, Chamber of Commerce operations, transit and park and ride under one roof.

•

Community Development Block Grant Program - Downtown Revitalization awards up to
$500,000 for development of comprehensive, integrated and innovative programs to
revitalize the downtown. A 25% cash match is required and many communities in Hancock
County are not eligible.

Local and Private Funding Sources
•
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No examples were discovered in Maine of towns financing a relatively big project like the
STAR center using only local funds. This proposed facility benefits a much wider region
than Ellsworth, and would require regional or statewide support. Non-federal matching funds
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are required for most of the intermodal funding programs. One local dollar often leverages
three or more federal dollars.
Municipal Loans
•

One program to assist communities with affordable credit is the Transportation Infrastructure
Finance and Innovation Act (TIFIA). This program provides Federal credit assistance in the
form of direct loans, loan guarantees, and standby lines of credit to finance surface
transportation projects of national and regional significance.” (FHWA) This program is
typically for large scale and complex projects of National or regional significance.

Municipal investment
•

Transit Tax Increment Finance (T-TIF) is a program that allows municipalities to retain a
larger share of incrementally higher tax revenues associated with improved transit services.
The STAR Center should be an eligible activity as it serves a public purpose, reduced traffic
congestion and enhanced mobility. The City of Ellsworth would identify a district
surrounding the STAR center and would form a contract with a developer to split the
revenues from higher property taxes collected in the district. The intermodal center itself is
likely to be tax-exempt, in which case a connection would need to be established to attribute
higher tax receipts to the public investment. Funds can also be borrowed against a stream of
future anticipated revenue tax increments within the district.

•

South Portland and Orono are among Maine’s first towns to apply for a T-TIF. Eastern
Maine Development Corporation has staff with expertise in TIF programs. (www.emdc.org)
A useful guide to TIFs can be found at
www.realtor.org/smart_growth.nsf/docfiles/tifreport.pdf/$file/tifreport.pdf.

Private Sources
Private funding can be a critical resource for matching government grants. Private foundations
can fill gaps, cover early planning efforts and leverage larger federal sources.
Private resources should come first from the partners. Downeast Heritage Rail needs an
improved rail boarding facility. The Sunrise Trail Coalition needs a trail head facility in
Ellsworth. The Ellsworth Chamber of Commerce needs a larger front office for visitor services
as well as a larger back office for administration and storage. Intercity transit providers need a
bus station in Ellsworth to grow their ridership. Each of the partners has committed to the
feasibility study and will consider whether the proposed facility meets their needs. Formation of
a non-profit entity is one mechanism for aggregating partner contributions to match other public
resources.
Private philanthropic contributions can also play a role, The STAR Center has already benefited
from a small planning grant provided by the Maine Community Foundation through the Sunrise
Trail Coalition. The list of private, philanthropic organizations is very long and the competition
for their funds is rigorous. Two general categories of support for the STAR center would be
foundations supporting historic rail facilities and museums, such as the North American Railway
91
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Association, and foundations encouraging trails and other healthy-communities activities, such
as the Robert Woods Johnson Foundation.
Financing Operations
Paying for operating expenses is often a greater challenge than financing construction. Most
federal and state programs listed above support design and construction of facilities, but not their
annual operation. These agencies share programmatic goals to launch a locally sustainable
system and not obligate tax payers far into the future. The operating budgets presented above are
significant challenges for owners of the proposed STAR Center. Scenario B has lower operating
costs, but little potential for generating revenues. Scenario A has potential sources of revenues
through the STAR Center building, but some of these revenues are seasonal while expenses are
less so. The costs associated with cold weather, including heating and plowing come when
revenues are particularly low.
Many of the services produced by the STAR Center are public or merit goods. Public goods,
such as an attractive area with green space and trail access are difficult to restrict to paying
customers. Merit goods, such as education provided through interpretive kiosks can be managed
with user fees, but most parties agree that the public benefit is greater when the service is free.
Use of the trail, chamber information services, parking and restrooms are likely to be free of
charge to the customer for these reasons.
The goal of paying for operations is accomplished in two ways. 1) Cash, or revenues generated
from rents, sales, sponsorships, grants or other contributions used to pay for expenses. 2) In-kind
contributions, or donated goods and services that offset expenses. This analysis assumes that
most staffing is provided in-kind by the partners. For instance, volunteers from Downeast
Heritage Rail or Ellsworth Chamber of Commerce staff can manage ticket sales as volunteers or
with compensation from Down East Heritage Rail, Inc., Greyhound or Concord Coach Lines.
Expenses that are on the budget must be in balance with a combination of revenues and in-kind
contributions.
STAR Center Revenues
Revenues from Scenario B may include:
•

•
•
•

Local businesses and organization sponsorship of interpretive signage or information
kiosks. Note that the Sunrise Trail has provisions for business signs placed in
information kiosks. Fees are modest and are intended to pay for maintenance of the kiosk.
Downeast Heritage Rail, Inc. rent for rail boarding facility
MaineDOT support for park-and-ride facilities
MaineDOC assistance with trail-related operations and maintenance

Revenues from Scenario A with a building may be more robust
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•
•
•
•
•
•
•

Chamber of Commerce rent
Excursion rail operations or rent
Sunrise Trail equipment rental franchise
Transit service operations or rent
Baggage storage fees
Museum sales or rent
All of the revenues cited for scenario B

Revenues from these operations may not be sufficient to cover all operating and maintenance
costs, particularly during the start up phase and off season winter and spring months. In light of
the public and merit goods and services provided by this facility, some additional public support
for operations and maintenance may be justified. Public support for operations and maintenance
may also be dedicated through channels including:
•
•
•
•
•

Hancock County appropriation passed through to town governments in Hancock County
City of Ellsworth appropriations
MaineDOT support for transit programs
MaineDOC support for trail programs
Federal Transit Administration operating support for transit programs

Most public funds require annual requests for appropriations which can be difficult to predict
over time. To the maximum extent possible, internal revenues, cash and in-kind support from
partner organizations is preferable.
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Next Steps
The STAR Center is not going to happen overnight. This section of the study suggests some of
the big steps required to implement this project. The pace of activities will depend in significant
measure on the vagaries of the federal project funding process. Opportunities for funding
preliminary engineering and construction in recent years have been tied to economic stimulus
initiatives. Projects that are ready to go have a significant advantage under these conditions.
The following outline summarizes steps that can lead to eventual completion of the STAR
Center. There are many details along the way that are not enumerated here.
2012 – 2013 Organization and Finance
* Decision to proceed *
•

Establish Organizational Structure

•

Advanced Memorandum of Understanding – lease agreements (if possible)

* Decision to proceed *
•

Land Owner Agreement – Option property

•

Fund Raising / Grant Writing

2013 – 2014 Preliminary Engineering [and Finance]
•

Site analysis and permitting
o Environmental Analysis – Finding of no significant impact (FONSI) if required
o Traffic analysis and permitting

•

Design of structures - Buildings, parking, roads, utilities, stormwater systems, landscape

•

Prepare local and state permits

•

Re-estimate construction and operating costs

* Decision to Proceed *
•

Property Acquisition

•

Fund Raising / Grant Writing – if first round of fund raising was not sufficient

2014-2015 Construction and Occupation
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•

Assist in relocation of current tenants using Uniform Relocation Act Guidelines

•

Construction– See detailed construction elements in budget

•

Occupation and Operation
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Conclusions
This feasibility analysis seeks to determine the feasibility of the development and operation of
the Surface Transportation and Recreation (STAR) Center in Ellsworth, Maine.
The STAR facility can succeed under favorable circumstance. This facility provides public
benefits that would be difficult to attain through private investment. Support for design and
construction through federal and state grants, tax exemption by the City of Ellsworth and longterm commitment by STAR Center partners to operate and maintain the center can push this
concept forward.
This study provides examples of related projects, projects demand for services and resulting
facilities capacity, analysis of alternatives for meeting the demands, including location
alternatives and preliminary design concepts for the preferred alternatives. The study concludes
with organizational and financial considerations for finance, development and operation of the
STAR Center.
We wish to acknowledge the support, time and effort given to this feasibility study by the City of
Ellsworth, Downeast Heritage Rail, Inc., Sunrise Trail Coalition, Ellsworth Area Chamber of
Commerce and Maine Department of Transportation. The report received substantial input from
Coplon Associates, landscape architects and Sebago Technics for traffic modeling. Future
questions can be addressed to the Hancock County Planning Commission and the City of
Ellsworth.
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Appendix 1
Memorandum of Understanding
Key organizations met for more than two years to discuss opportunities to enhance traveler
services in Ellsworth, including City government, the Ellsworth Area Chamber of Commerce,
the Downeast Rail Heritage Preservation Trust, the Sunrise Trail Coalition, the Maine
Department of Transportation and the Hancock County Planning Commission. Recognizing the
need for better non-automotive transportation options and the economic opportunities presented
by the proposed excursion rail and multi-use trail, these organizations created a memorandum of
understanding that outlines critical needs in the region and agreeing to work together to create a
new multi-modal transportation facility in Ellsworth to meet these needs. The memorandum
follows.

MEMORANDUM OF UNDERSTANDING
between
The City of Ellsworth,
The Ellsworth Area Chamber of Commerce
The Downeast Rail Heritage Preservation Trust
and
The Sunrise Trail Coalition
Revised: 3/23/07
This Memorandum of Understanding by and among the City of Ellsworth, Ellsworth Area
Chamber of Commerce, the Downeast Rail Heritage Preservation Trust and the Sunrise Trail
Coalition is agreed by the parties for the purpose of creating a shared facility for a Downeast
regional visitors center and trailhead for the Down East Sunrise Trail, Ellsworth Area Chamber
offices, and a Downeast Scenic Railroad depot and museum.
This agreement establishes a partnership that commits personal and fiscal resources as authorized
by each of the partners towards the study of the feasibility of the proposed facility. Such a
facility will not only strengthen our individual efforts, but also serve as a model for publicprivate collaboration. Our vision for this project is that it:
•
•
96

Advances the City of Ellsworth’s plans to improve the mobility, safety and walkability of
High Street and contributes to Ellsworth as a quality lifestyle community.
Provides for a proposed permanent home for the Ellsworth Area Chamber of Commerce
in a central location from which it will serve the region.
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•
•
•

Creates a facility from which to operate the Downeast Scenic Railroad and to house
Downeast Maine’s first railroad museum.
Establishes a regional visitors’ center and trailhead for the Down East Sunrise Trail that
will serve as a gateway to Downeast Maine.
Establishes a park-and-ride and intermodal transit facility.

In order to make this vision a reality, all partners commit to:
•
•
•
•

•
•

Assist with locating and securing private and federal funding for site acquisition,
analysis, planning and development.
Contribute technical and/or administrative assistance for partnership planning,
fundraising and site development.
Keep abreast of partnership activities and meet on a regular basis to brief partners on
action items and plan next steps.
Build awareness and support of the project through whatever outreach tools the partner
has available, including web sites, newsletters, email list serves, cable TV, special events
and presentations.
Notify the partnership of activities that could influence facility development, Calais
Branch line rehabilitation and trail construction.
Develop a business plan governing the usage and management of the facility.

Upon termination of participation by any party to this agreement, the terminating party agrees
that all funds placed with the partnership shall remain with said entity. Notice of termination of
participation shall be given no less than 60 days preceding the date of termination.
The terminating partner shall make no demand or seek no redress from a court of law to reclaim
said funds and freely forfeits all claims to any participation, either as a participant in oversight
and decision making or monetarily.
The termination of participation by any partner shall not cause or be made to cause the
dissolution of the entity and its mission and this agreement shall survive the termination of
participation by any partners save one, in its entirety, until the remaining partners otherwise
suspend, void, negate, transfer or dissolve the partnership and its mission.

Signatories to this agreement shall make as part of the record of this partnership and
Memorandum of Understanding board resolutions from their respective boards and/or oversight
authority approving and authorizing their financial commitment and authority to participate and
represent their respective agency, municipality, or organization within the prescribed mission set
forth in this document and of this partnership.
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