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ABSTRACT

This Draft Environmental Impact Statement (Draft EIS) describes the transportation and environmental
impacts associated with the construction and operation of a light rail transit (LRT) project to improve
transit service in the Bottineau Transitway Corridor in Hennepin County, Minnesota. The study area is
bounded roughly by MN 55 to the south, TH 610 to the north, I-94 to the northwest and Bottineau
Boulevard (County Road 81) to the west, and West Broadway Avenue (County Road 103) to the east. The
effects of the No-Build Alternative, Enhanced Bus/Transportation Systems Management Alternative, and
LRT Alternatives are evaluated and compared across a range of subject areas related to both natural and
man-made environments. All potentially significant environmental, social, economic, and transportation
benefits and impacts of the proposed alternatives are evaluated including transportation systems, land
use, socio-economic conditions, air quality, noise, vibration, visual, ecosystems, water resources, historic
resources, archeological resources, parklands, geology, hazardous/regulated materials, safety/security,
public involvement, financial analysis, and indirect and cumulative effects.

The proposed Bottineau Transitway Project is a 13-mile corridor of transportation improvements that
extends from downtown Minneapolis to the northwest, serving north Minneapolis, Golden Valley,
Robbinsdale, Crystal, New Hope, Osseo, Brooklyn Park, and Maple Grove. The Transitway is anticipated to
also serve a broader area to the northwest, including the communities of Dayton, Rogers, and Hassan
Township. It will integrate with the region’s system of transitways, including the existing Blue Line
(Hiawatha) LRT, the Green Line (Central Corridor and the planned Southwest line) LRT, bus rapid transit
(BRT) on the Red Line (Cedar Avenue) and Orange Line (I-35W South), the Northstar Commuter Rail, and
express bus routes.

The primary transportation needs of the community that the Bottineau Transitway project addresses
include: 1) growing travel demand, 2) increasing traffic congestion, 3) people who depend on transit, 4)
limited transit service to suburban destinations and time-efficient transit options, 5) regional objectives
for growth.

The purpose of the Bottineau Transitway is to provide transit service which will satisfy the long-term
regional mobility and accessibility needs for businesses and the traveling public.

Transportation and land use studies along the Bottineau Corridor date back to the late 1980s. Previous
studies include regional system studies, corridor studies, and site-specific studies. The Bottineau
Transitway has consistently been included in regional transportation system plans. Many different
alignments and modes, including BRT, LRT, and commuter rail have been considered and evaluated in
corridor-specific plans and studies. The region’s current long-range transportation plan, the 2030
Transportation Policy Plan (TPP) (adopted November 2010) identifies the Bottineau Transitway as one of
the corridors to be developed by 2030 as LRT, Busway, Highway BRT or Commuter Rail. The
recommendation for the Bottineau Transitway is based on findings from the Metropolitan Council’s 2030
Transit Master Study (August 2008), and reinforces the transit travel demand in the Bottineau
Transitway, consistently identified in previous regional transportation system plans. These include the
Regional Transit Board LRT Plan (1990), the Transit 2020 Master Plan (February 2000), the 2025
Transportation Policy Plan (adopted January 2001, amended January 2002), and the 2030
Transportation Policy Plan (adopted December 2004).

Comments on this document may be submitted in writing or made verbally at public hearings for the
project. The public is encouraged to submit comments during the public review period from April 11
through May 29, 2014. Public Hearings will be held at the following locations:
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Wednesday, May 7, 2014

Golden Valley City Hall

6:00 - 7:00 PM Public Open House
7:00 PM Formal Public Hearing

Thursday, May 8, 2014

University of Minnesota Urban Research and
Outreach-Engagement Center (UROC)

4:30 - 5:30 PM Public Open House

5:30 PM Formal Public Hearing

FBot‘t‘meauTr<':1r751tway
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Tuesday, May 13, 2014

Brooklyn Park City Hall

4:30 - 5:30 PM Public Open House
5:30 PM Formal Public Hearing

Wednesday, May 14, 2014

Crystal Community Center

5:00 - 6:00 PM Public Open House
6:00 PM Formal Public Hearing

The address to which written comments should be sent is:

Hennepin County

Housing, Community Works & Transit
701 Fourth Avenue South, Suite 400
Minneapolis, MN 55415
bottineau@co.hennepin.mn.us

FTA will issue a single Final Environmental Impact Statement and Record of Decision document pursuant
to Pub. L. 112-141, 126 Stat. 405, Section 1319(b) unless FTA determines statutory criteria or
practicability considerations preclude issue of the combined document pursuant to Section 1319.

FOR ADDITIONAL INFORMATION CONCERNING THIS DOCUMENT, CONTACT:

FTA Regional Contact

Marisol Simon, Region V

Regional Administrator

Federal Transit Administration

200 West Adams Street, Suite 320
Chicago, IL 60606

(312) 353-2789

Local Agency Contact

Brent Rusco

Senior Professional Engineer
Hennepin County

Housing, Community Works & Transit
701 Fourth Avenue South, Suite 400
Minneapolis, MN 55415-1843

(612) 543-0579
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Glossary of Terms

Access or Accessibility: In transportation, “access” or accessibility refers to the ease with which people
can reach multiple destinations. People in places that are highly accessible can reach many other
activities or destinations quickly and easily.

Activity center is a destination where people gather. Activity centers include concentrated work locations,
shopping areas, recreation areas, sports stadiums, educational institutions, government centers,
museums, and so forth.

Alignment is the horizontal location of a railroad or transit system as described by curved and tangent
track.

Archaeological site: Any place where evidence of past human life is found. Sites can range in size from
small locations of artifacts to entire villages and cities.

Area of Potential Effect (APE): According to 36 CFR 800.16(d), this is the geographic area or areas within
which an undertaking may directly or indirectly cause changes in the character or use of historic
properties, if such properties exist.

Best management practices (BMPs) are the most efficient and effective means to achieve a desired goal,
such as preventing pollution.

Biota are plants and animals

Capital cost is the one-time cost to build a project.

Capital investment is money invested in a business venture with an expectation of income.

Compensatory mitigation measures are actions required to offset the use of a Section 4(f) resource when
impacts are unavoidable; such as photo-documentation of a historic building.

Competitive transit option offers a significant travel-time advantage that would attract people who could
drive but chose to use transit while adequately serving transit-dependent riders.

Contaminated site is a location where a substance has been released to the environment and its
presence creates a risk to human health or natural ecosystems.

Cultural resource(s) are defined as the buildings, structures, districts, objects and sites that are listed on
or eligible for listing on the National Register of Historic Places (NRHP or National Register).

Cumulative Impacts: The CEQ regulations (40 CFR 1508.7) define cumulative impacts as the impact on
the environment that results from the incremental impact of the action when added to other past,
present, and reasonably foreseeable future actions regardless of what agency (federal or non-federal) or
person undertakes such other actions. Cumulative impacts can result from individually minor, but
collectively significant actions taking place over a period of time.

Cut: An area requiring excavation.
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Earnings: Income earned based on new spending.
Economic activity: The sales of goods and services
Employment: Job creation based on new spending.

Express routes connect a number of areas with the central business district or other major destinations.
These services typically operate during the morning and afternoon-evening peak travel hours. Express
routes often use freeways or major arterials and make fewer stops along the way to make more
predictable, faster trips.

Facilitate: Assist, make easier

Fixed guideway or guideway refers to transit service routes that are exclusive or controlled, either entirely
or in part. Vehicles operating on fixed guideways may be railways (including light rail), portions of bus
service operated on exclusive or controlled rights-of-way, or high-occupancy-vehicle (HOV) lanes.

General fund appropriations are the use of money placed into the State’s general fund (the general fund
consists of monies that are not restricted for specific uses).

Grade separation is a bridge or tunnel that separates transportation facilities such as a highway or
railroad so that they will not disrupt each other’s traffic flow when they cross.

Ground-borne vibration: The effects of ground-borne vibration include discernible movement of the
building floors, rattling of windows, shaking of items on shelves or hanging on walls, and rumbling
sounds. In extreme cases, the vibration can cause damage to buildings. Building damage is not a factor
for normal transportation projects, with the occasional exception of blasting and pile-driving during
construction. Annoyance from vibration often occurs when the vibration exceeds the threshold of
perception by only a small margin. A vibration level that causes annoyance will be well below the damage
threshold for normal buildings.

Headway is the time between buses or trains arriving at stops along a given transit route.

Historic district is a group of related buildings, properties, or sites that have been designated as
historically or architecturally significant.

Historic property(ies) means any prehistoric or historic district, site, building, structure, or object included
in, or eligible for inclusion in, the National Register of Historic Places maintained by the Secretary of the
Interior. This term includes artifacts, records, and remains that are related to and located within such
properties. The term includes properties of traditional religious and cultural importance to an Indian tribe
or Native Hawaiian organization and that meet the National Register criteria.

Housing unit is a house, an apartment, a mobile home, a group of rooms, or a single room that is
occupied (or if vacant, is intended for occupancy) as separate living quarters. Separate living quarters are
those in which the occupants live and eat separately from any other persons in the building and which
have direct access from the outside of the building or through a common hall.

Impervious surfaces are those that keep water from being absorbed into the ground. They include asphalt
and concrete for roads, parking lots, sidewalks, etc.

Indirect Effects are those that are caused by the proposed action that occur later in time and/or proximity
while being reasonably foreseeable.
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Infrastructure is defined as the fundamental facilities and systems serving a country, state, or city.
Transportation infrastructure includes things like roads, bridges, highways, bus systems, LRT systems,
etc.

Intermodal: With respect to the FTA Standard Cost Category, “Intermodal” refers to a location where
different modes of transportation connect, such as between commuter rail and light rail, or bus and light
rail.

Intersection operations define how well intersections function to move traffic and pedestrians.

Jurisdictional determination is the process of identifying and locating jurisdictional Waters of the United
States (including wetlands) regulated by the U.S. Army Corps of Engineers (COE) under Section 404 of the
Clean Water Act.

Land use is the human modification of the natural environment or wilderness into built environment, such
as fields, pastures, and settlements.

Level of service (LOS) is a quality measure used by traffic engineers to describe traffic, generally in terms
of speed and travel time, maneuverability, comfort, and convenience. LOS ratings range from A (best) to F
(worst). The Highway Capacity Manual provides LOS measures, thresholds, and estimation procedures for
automobiles, transit, bicycles, and pedestrians.

Limited stop routes are a combination of local and express service. Stops may be several blocks to a mile
or more apart.

Linked trip is a trip from origin to destination. One linked trip could include several unlinked trips, such as
driving to a park and ride, riding a commuter train, and taking a bus to the final destination; this
sequence represents one linked trip, but is made up of three unlinked trips and includes two transit
system boardings.

Low Income person is one whose median household income is at or below the Department of Health and
Human Services poverty guidelines.

Major activity center is a place of significant employment, retail, or entertainment activity.

Memorandum of Agreement (MOA) is a document written between parties to cooperatively work together
on an agreed upon project or meet an agreed upon objective.

Minnesota Environmental Quality Board (EQB) brings together the Governor’s Office (as chair), five
citizens, and the heads of nine state agencies that play a vital role in Minnesota’s environment and
development. The board develops policy, creates long-range plans, and reviews proposed projects that
would significantly influence Minnesota’s environment. The EQB Monitor is a biweekly publication of the
Environmental Quality Board that lists descriptions and deadlines for Environmental Assessment
Worksheets, Environmental Impact Statements, and other notices. The EQB Monitor is posted on the
Environmental Quality board home page at http://www.eqgb.state.mn.us/

Minority Populations are any readily identifiable group or groups of minority persons who live in
geographic proximity, and if circumstances warrant, geographically dispersed or transient persons such
as migrant workers or Native Americans who will be similarly affected by the project.

Mitigate: To reduce the impact of an action.
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Mixed use development is the practice of allowing more than one type of use in a building or set of
buildings.

Mobility, in transportation, is the ability of people and goods to move freely within the transportation
system.

Multimodal refers to a variety of modes (forms or types) of transportation such as personal automobile,
bus, transit, pedestrian, etc.

National Register of Historic Places (NRHP) is the official list of the nation's historic places worthy of
preservation. Authorized by the National Historic Preservation Act of 1966, the National Park Service's
National Register of Historic Places is part of a national program to coordinate and support public and
private efforts to identify, evaluate, and protect America's historic and archeological resources.

New Starts is the federal funding program for new transit systems or extensions of existing transit
systems; these funds are granted under Section 5309 (B) of the United States Code.

Noise is any disagreeable or undesired sound or other audible disturbance.
Operating conditions: Time of day, number of trains in operation, weather, special events, etc.

Operation and maintenance costs are the cost of running the light rail system, repairing any non-
functioning parts of the system, and conducting routine maintenance of the light rail system

Parcel is a tract or plot of land.

Passenger mile is one passenger transported one mile.

Passenger miles is a measure of service utilization which represents the cumulative sum of the distances
ridden by each passenger. It is normally calculated by summation of the passenger load times the
distance between individual bus stops. For example, ten passengers riding in a transit vehicle for two
miles equals 20 passenger miles.

Peak periods are when light rail would be most used, generally during rush hour.
Pedestrian facilities are sidewalks, recreational trails, etc.

Person trip is a trip by one or more persons in any mode of transportation. Each person is considered as
making one person trip. For example, four persons traveling together in one auto make four person-trips.

Pollutant loads: The amount of pollution entering water resources.

Preventative maintenance is activity performed on a given schedule to prevent breakdowns of the light
rail system or its components.

Programmatic Agreement (PA) is a document that spells out the terms of a formal, legally binding
agreement between a state Department of Transportation (DOT) and other state and/or federal agencies.
A PA establishes a process for consultation, review, and compliance with one or more federal laws, most
often with those federal laws concerning historic preservation.

Railway turnouts and crossovers are mechanical installations enabling trains to move from one track to
another.
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Receptors (noise and vibration) are places or areas that may be affected by changes in noise and
vibration. Generally they are residential areas, churches, schools, recreation areas, hospitals, etc.

Redevelopment is a tool created by state law to assist local governments in eliminating blight from a
designated area, as well as to achieve the goals of development, reconstruction, and rehabilitation of
residential, commercial, industrial and retail districts.

Regional long-range transit plan for the Twin Cities metro area is the 2030 Transportation Policy Plan.
This plan contains policies and plans to guide development of the transportation system in the area
through the year 2030.

Restrictive covenant is a clause in a deed or lease to real property that limits what the owner of the land
or lease can do with the property. Restrictive covenants allow surrounding property owners, who have
similar covenants in their deeds, to enforce the terms of the covenants in a court of law. They are
intended to enhance property values by controlling development.

Restructured local service means changing local bus routes to more appropriately serve transit travel
patterns.

Reverse commute: Reverse commuters live in cities and travel to the suburbs to work. This is the
opposite of regular commuters who live in the suburbs and work in the city.

Ridership: The number of passengers using a particular form of public transportation.
Right-in/right-out intersections do not permit left turns or through movements.

Riparian areas are the banks of rivers, creeks, or lakes. Plants that grow in these areas are also referred
to as riparian.

Scoping: NEPA scoping is a formal process to identify issues and alternatives for analysis in the NEPA
document, which is either an Environmental Assessment (EA) or an Environmental Impact Statement
(EIS).

Section 106 Agreement means the document that records the terms and conditions agreed upon to
resolve the adverse effects of an undertaking upon historic properties.

Sensitive noise and vibration receptors are places or areas that may be affected by changes in noise and
vibration. Generally they are residential areas, churches, schools, recreation areas, hospitals, etc.

Side platforms are passenger platforms located to the outside of the tracks or guideways, as
distinguished from center platforms located between the tracks or guideways.

Socioeconomics: Income, education, race, ethnicity, health, age, etc.
Solicit: Request

Stakeholder is a person or entity that has some interest in a project. For example, stakeholders can be
community residents, businesses, construction and design contributors, funding sources and/or
government agencies.
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Stormwater ponds are ponds that collect and temporarily store runoff water during storms to prevent
flooding.

Streetscape is the appearance or view of a street.

Study area: The geographic boundaries of the area being studied for the proposed Bottineau Transitway.

System linkage is a transit system’s ability to get riders to work, recreation, shopping, and other
destinations using a combination of lines or methods.
Terminus: End of the line

Traction power substations (TPSS) are LRT power sources; these are enclosed structures surrounded by
security fencing.

Transit-oriented development (TOD) is a development or neighborhood designed to provide easy access
to public transportation. TODs are generally located within one-quarter to one-half mile of a transit
facility—walking distance—and are designed for a relatively high population. TODs typically include a mix
of residential and commercial/office uses built around or adjacent to a light rail station or bus stop.

Travel demand forecasts are estimations of the number of people that would ride the light rail line.

Travel demand model is a computer generated travel demand estimate, created using either actual or
projected population and employment data, to help predict how roadway or transit changes might affect
local traffic.

Travel demand, projected travel demand is an estimate of how many vehicles will use local roads and
area highways in the future.

Unit costs are the dollars per item or measurement of various project components. For example steel rail
unit costs may be given in dollars per linear foot; parking ramps may be in dollars per parking space.

Unlinked trip is a trip taken by an individual on one specific mode. A “linked trip” may involve two or more
unlinked trips.

User benefits represent the changes in mobility for individual travelers that are induced by a project.

Vehicle miles traveled (VMT) is the number of miles traveled by vehicles in one year.

Vibration is an oscillation wherein the quantity is a parameter that defines the motion of a mechanical
system.

Visually sensitive receptors are people whose view of a project area may be changed by the project.
These include trail users, residents of nearby homes, or users of adjacent open spaces.

Water resources are wetlands, floodplains, streams, rivers, etc.

Zoning is a device of land use planning used by local governments to separate one set of land use from
another.

Zoning district is an area within the limits of a city within which uniform regulations and requirements
govern the use, placement, spacing, and size of land and structures.
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AA Alternatives Analysis
AASHTO American Association of State Highway Officials
ACER African Career, Education, and Resource, Inc.
ACHP Advisory Council on Historic Preservation
ADA Americans with Disabilities Act
AEDA Asian Economic Development Association
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CFR Code of Federal Regulations
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CR County Road
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CTIB Counties Transit Improvement Board
CTUL Centro de Trabajadores Unidos En La Lucha
CWR Continuously Welded Rail
DOT U.S. Department of Transportation
Draft EIS Draft Environmental Impact Statement
EIS Environmental Impact Statement
EO Executive Order
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Fire Life Safety Committee

Federal Transit Administration
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Security and Emergency Preparedness Plan
State Historic Preservation Office
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Executive Summary

ES.1 What is the Purpose of this Document?

The Federal Transit Administration (FTA), the lead federal agency, with Hennepin County Regjonal
Railroad Authority (HCRRA) and the Metropolitan Council, has prepared this Draft Environmental Impact
Statement (EIS) pursuant to 23 CFR 771 to evaluate the potential for significant impacts as a result of
the proposed action. The project will pursue federal funding from the FTA and is required to undertake
environmental review in compliance with the National Environmental Policy Act (NEPA). The Metropolitan
Council is the project sponsor and federal grant applicant for the project and will work in partnership with
HCRRA.

The intent of the NEPA process is to ensure that potential environmental impacts are identified and
considered in the decision-making process. The primary purpose of the Draft EIS is to assist decision-
makers in the assessment of impacts associated with the Bottineau Transitway Project. The Draft EIS
documents the purpose and need for the project, alternatives considered, and addresses the anticipated
transportation, social, and environmental impacts, and defines appropriate mitigation measures.

In addition to NEPA, the provisions of other statues, regulations, and executive orders affect the decision-
making on federally assisted transportation projects. These mandates and considerations cover such
concerns as air and water quality, historic preservation, parklands protection, habitat preservation, and
environmental justice. FTA utilizes the NEPA process as the overarching umbrella under which the
mandates and considerations of all laws affecting transit project development are considered.

The Draft EIS will also serve to comply with the requirements of the Minnesota Environmental Policy Act
(MEPA).

ES.2 Will the Public Have an Opportunity to Comment on the Draft EIS?

The Draft EIS serves as the primary document to facilitate review by federal, state, and local agencies and
the general public of the proposed project. This Draft EIS will be circulated for review to interested parties,
including private citizens, community groups, the business community, elected officials, and public
agencies in accordance with federal and state requirements. Public hearings will be held to provide a
forum for agency and citizen participation and comment. Responses to comments received during
circulation of the Draft EIS will be responded to by the FTA and the Metropolitan Council as the project
sponsor and state lead agency for preparation of the Final EIS. Both the comments and responses will be
documented in the Final EIS.

Comments on the Draft EIS will be accepted from April 11 through May 29, 2014. Comments on the Draft
EIS may be submitted through email, mail, or in person at one of the public hearings that will be held on
the Bottineau Transitway. Public hearings to receive comments on the Draft EIS are scheduled as follows:

Wednesday, May 7, 2014 Tuesday, May 13, 2014

Golden Valley City Hall Brooklyn Park City Hall

6:00 - 7:00 PM Public Open House 4:30 - 5:30 PM Public Open House
7:00 PM Formal Public Hearing 5:30 PM Formal Public Hearing
Thursday, May 8, 2014 Wednesday, May 14, 2014
University of Minnesota Urban Research and Crystal Community Center
Outreach-Engagement Center (UROC) 5:00 - 6:00 PM Public Open House
4:30 - 5:30 PM Public Open House 6:00 PM Formal Public Hearing

5:30 PM Formal Public Hearing
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The address to which written comments should be sent is:

Hennepin County

Housing, Community Works, & Transit
701 Fourth Avenue South, Suite 400
Minneapolis, MN 55415
bottineau@co.hennepin.mn.us.

The Draft EIS and supporting documents are available on the project website at
http://bottineautransitway.org/2012 deis documents.htm. Hard copies can be reviewed at the
Metropolitan Council and HCRRA offices during regular business hours and at city halls and libraries in
Minneapolis, Golden Valley, Robbinsdale, Crystal, New Hope, Brooklyn Park, Osseo, and Maple Grove,
Minnesota.

ES.3 What is the Proposed Project?

The Bottineau Transitway is a proposed project that will provide for transit improvements in the highly
traveled northwest area of the Twin Cities. The Bottineau Transitway is located in Hennepin County,
Minnesota, extending approximately 13 miles from downtown Minneapolis to the northwest serving north
Minneapolis and the suburbs of Golden Valley, Robbinsdale, Crystal, New Hope, Osseo, Brooklyn Park,
and Maple Grove. The transitway is anticipated to serve a broader area to the northwest, including the
communities of Dayton, Rogers, and Hassan Township. (Hassan Township was annexed into the City of
Rogers on January 1, 2012. Future reference of Rogers in this document includes Hassan Township).

The Draft EIS evaluates a No-Build alternative, an Enhanced Bus/Transportation System Management
(TSM) alternative, and four Build alternatives. The alternatives are described below.

ES.4 What is the Purpose and Need for the Project?

The purpose of the Bottineau Transitway is to provide transit service which will satisfy the long-term
regional mobility and accessibility needs for businesses and the traveling public.

The Bottineau Transitway project is needed to effectively address long-term regional transit mobility and
local accessibility needs while providing efficient, travel-time competitive transit service that supports
economic development goals and objectives of local, regional, and statewide plans.

Due to continued increase in travel demand coupled with few highway capacity improvements planned for
regional roadways in this area, congestion is expected to worsen by 2030. While transit investment is
recoghized regionally as one of the key strategies for managing congestion, transit would offer many
other benefits to address the needs of Bottineau Transitway-area residents and businesses. Residents
and businesses in the Bottineau Transitway project area need improved access to the region’s activity
centers to fully participate in the region’s economy. Access to jobs in downtown Minneapolis and
northbound reverse commute transit options to serve jobs in the growing suburban centers are crucial to
continued economic vitality. Current transit options in the Bottineau Transitway project area offer a
limited number of travel-time competitive alternatives to the single-occupant vehicle. Without major
transit investments, it will be difficult to effectively meet the transportation needs of people and
businesses in the corridor, manage highway traffic congestion in the project area, and achieve the
region’s 2030 goal, as identified in the Metropolitan Council’s 2030 Transportation Policy Plan (TPP) as
doubling transit ridership by 2030.

Five factors contribute to the need for the Bottineau Transitway project:
m  Growing travel demand resulting from continuing growth in population and employment
m Increasing traffic congestion and limited fiscal resources

m  People who depend on transit
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m Limited transit service to suburban destinations (reverse commute opportunities) and time-efficient
transit options

m Regional objectives for growth stated in the Regional Development Framework

ES.5 What Alternatives are Considered in the Draft EIS?
ES.5.1 No-Build Alternative

The No-Build alternative reflects existing and committed improvements to the regional transit network for
the horizon year of 2030 contained in the TPP.

ES.5.2 Enhanced Bus/TSM Alternative

The Enhanced Bus/TSM alternative was defined as enhancements and upgrades to the existing
transportation system in the project corridor, attempting to meet the project’s purpose and need as much
as possible without a major transit capital investment. The purpose of the Enhanced Bus/TSM alternative
is to provide a comparable transit service to the Build alternatives without the significant capital
investment of building a transitway. Service improvements proposed in the Enhanced Bus/TSM
alternative focus on serving the same travel markets that were addressed in the Build alternatives.

ES.5.3 Alternative A-C-D1

Alternative A-C-D1 (see Figure ES-1) originates in Maple Grove at Hemlock Lane/Arbor Lakes Parkway and
follows the future Arbor Lakes Parkway and EIm Creek Boulevard to the Burlington Northern Santa Fe
(BNSF) railroad corridor located on the west side of Bottineau Boulevard. It enters the railroad corridor
separate from the freight rail tracks and continues parallel to the freight rail tracks through the cities of
Brooklyn Park, Crystal, Robbinsdale, and Golden Valley. At Trunk Highway (TH) 55, the alignment turns
and follows TH 55 to Target Field Station in downtown Minneapolis. Alternative A-C-D1 includes up to 10
new stations; it is assumed that either the Golden Valley Road or Plymouth Avenue/Theodore Wirth
Regional Park station option would be chosen due to the proximity of these two stations and their
similarity in transit markets served. Four stations are assumed to include park-and-ride lots: Hemlock
Lane would have an approximate 6.4 acre park-and-ride; Revere Lane 2.7 acres; the existing 63rd
Avenue park-and-ride facility would remain at 6.5 acres, although the vehicle capacity would increase
through expansion of the existing structure; and the size of the Robbinsdale park-and-ride is to be
determined.

One potential operations and maintenance facility (OMF) site has been identified for Alignment A. The
OMEF location is a parcel located within the Maple Grove gravel mining operations area west of US 169.

Alternative A-C-D1 includes five new bridge structures: an 820-foot long structure over US 169, a 970-foot
long structure over the BNSF railroad, a 500-foot structure over the CP (Canadian Pacific) rail tracks, a
400-foot crossing over TH 100 to accommodate BNSF freight track, and a 125-foot crossing of the
Hennepin Energy Recovery Center (HERC) driveway. Eight existing bridges would be modified at TH 100
(widening of existing BNSF freight track bridge to accommodate light rail transit (LRT)), 36th Avenue,
Golden Valley Road, Theodore Wirth Parkway, Plymouth Avenue, TH 55, 1-94, and the railroad bridge north
of TH 55.

ES.5.4 Alternative A-C-D2

Alternative A-C-D2 also originates in Maple Grove and follows the same alignment as Alternative A-C-D1
into Robbinsdale. Once in Robbinsdale, the alignment exits the BNSF railroad corridor near 34th Avenue
and joins West Broadway Avenue where it enters Minneapolis. It then travels on Penn Avenue to TH 55 to
Target Field Station in downtown Minneapolis as illustrated in Figure ES-1.
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Alternative A-C-D2 includes 11 new stations and the same park-and-ride locations and general OMF
location as identified in Alternative A-C-D1.

Alternative A-C-D2 includes eight new bridge structures: an 820-foot long structure over US 169, a 970-
foot long structure over the BNSF railroad, a 500-foot structure over the CP rail tracks, a 400-foot
crossing over TH 100 to accommodate BNSF freight track, a 50-foot long structure at Halifax and 34th
Avenues, a 720-foot long structure between France Avenue and North Memorial Medical Center, a 2,000
foot long structure between the North Memorial Medical Center (NMMC) and Lowry Avenue, and a 125-
foot crossing of the HERC driveway. Three existing bridges would be modified at TH 100 (widening of
existing BNSF freight track bridge to accommodate LRT), 36th Avenue, and at I-94.

ES.5.5 Alternative B-C-D1

Alternative B-C-D1 begins in Brooklyn Park just north of TH 610 near the Target North Campus, follows
West Broadway Avenue, and crosses Bottineau Boulevard at 73rd Avenue to enter the BNSF railroad
corridor. Adjacent to the freight rail tracks, it continues in the railroad corridor through the cities of
Crystal, Robbinsdale, and Golden Valley. At TH 55, the alignment turns to the east and follows TH 55 to
Target Field Station in downtown Minneapolis, as illustrated in Figure ES-1.

Alternative B-C-D1 includes up to 10 new stations; it is assumed that either the Golden Valley Road or
Plymouth Avenue/Theodore Wirth Regional Park station option would be chosen due to the proximity of
these two stations and their similarity in transit markets served. Three of these stations would also
include park-and-ride lots: the 93rd Avenue station would have an approximate 11.2-acre park-and-ride;
the existing 63rd Avenue park-and-ride facility would remain at 6.5 acres, although the vehicle capacity
would increase through expansion of the existing structure; and the size of the Robbinsdale park-and-ride
is to be determined.

Two potential OMF site options have been identified for Alignment B. The locations of the two potential
OMF sites are at the park-and-ride station at 93rd Avenue and the northwest quadrant of the intersection
of Winnetka Avenue (County State Aid Highway (CSAH) 103) and 101st Avenue.

Alternative B-C-D1 includes four new bridges: a 300-long structure over TH 610, a 500-foot structure over
the CP rail tracks, a 400-foot crossing over TH 100 to accommodate BNSF freight track, and a 125-foot
crossing of the HERC driveway. Eight existing bridges would be modified (see Alternative A-C-D1 for
complete listing of the eight bridges that would require modification).

ES.5.6 Alternative B-C-D2

Alternative B-C-D2 originates in Brooklyn Park, following the same alighment as Alternative B-C-D1
through the cities of Crystal and Robbinsdale. Once in Robbinsdale, the alignment exits the BNSF railroad
corridor near 34th Avenue and joins West Broadway Avenue where it enters Minneapolis. It then travels
on Penn Avenue to TH 55 to the Target Field Station in downtown Minneapolis as illustrated in Figure ES-
1.

Alternative B-C-D2 includes 11 new stations and the same three park-and-ride locations and OMF location
options as identified in Alternative B-C-D1.

Alternative B-C-D2 includes seven new bridge structures: a 300-long structure over TH 610, a 500-foot
structure over the CP rail tracks, a 400-foot crossing over TH 100 to accommodate BNSF freight track, a
50-foot long structure at Halifax and 34th Avenues, a 720-foot long structure between France Avenue
and NMMC, a 2,000 foot long structure between NMMC and Lowry Avenue, and a 125-foot crossing of
the HERC driveway. Three existing bridges would be modified: TH 100 (widening of existing BNSF freight
track bridge to accommodate LRT), 36th Avenue, and at I-94.
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ES.6 How was the Locally Preferred Alternative (LPA) Selected?

An LPA is the transitway alternative that the corridor’s cities, Hennepin County, and the Metropolitan
Council recommend for detailed study through engineering and environmental review. The LPA specifies
both the type of transit that will be used (mode) and the location (alignment). Other elements of the
project, including termini and final station locations, are established formally during subsequent
engineering based on additional information, including opening year travel demand forecasts.

The multi-step process to formally recommend and select an LPA for the Bottineau Transitway began
following the technical analysis and Scoping decisions previously described. At their meeting on June 26,
2012, following a Policy Advisory Committee (PAC) public hearing and recommendation, and passage of
resolutions of support from the cities of Minneapolis, Robbinsdale, Crystal, and Brooklyn Park, and a
HCRRA-sponsored LPA public hearing, HCRRA passed a resolution recommending Alternative B-C-D1 as
the LPA for the Bottineau Transitway. The City of Golden Valley followed with its resolution in December
2012. On May 8, 2013, the Metropolitan Council formally adopted amendments to the 2030 TPP - the
region’s long-rang transportation plan - to include the Bottineau Transitway LPA as Alternative B-C-D1.
This action, which concludes the LPA process, followed a public comment period and input from the
Council’s Transportation Advisory Board (TAB). This LPA process will not be the only time cities will have
input into the approval of the project. The cities will be required to review preliminary engineering plans
and provide municipal approval for portions of the project within their jurisdiction. In a letter dated
September 27, 2013, the FTA and the Federal Highway Administration (FHWA) concurred with the
amendment to the TPP dated May 22, 2013.

ES.7 What are the Potential Impacts of the Bottineau Transitway?

All transportation projects have the potential to cause direct, indirect, or cumulative impacts to natural
and human environments. Table ES-1 lists the issue areas evaluated in the Draft EIS and summarizes the
adverse impacts and benefits of each alternative.
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Table ES-1. Summary of Impacts

No-Build Enhanced Bus/TSM Alternative B-C-D1 (Preferred

Draft EIS

Topic Alternative A-C-D1 Alternative A-C-D2 Alternative B-C-D2

Alternative Alternative Alternative)

Section

m 18,300 average
weekday project

boardings (Route m 27,600 average weekday m 27,200 average weekday project m 27,000 average weekday project m 26,000 average weekday project
731/732) project boardings boardings boardings boardings
m 7,350 new transit m 15,750 new transit riders m 15,150 new transit riders m 14,500 new transit riders m 13,800 new transit riders

riders (compared to (compared to No-Build)! (compared to No-Build)1 (compared to No-Build)1 (compared to No-Build)t

Operating Phase = N/A No-Build) m 9,460 transportation system m 9,000 transportation system m 8,520 transportation system m 7,940 transportation system

(Long-Term) Impacts m End-to-end travel daily user benefit hours daily user benefit hours daily user benefit hours daily user benefit hours

3.1 Transit time of (compared to TSM) (compared to TSM) (compared to TSM) (compared to TSM)
’ Conditions 48:44/50:50 m End-to-end travel time of 29:20 m End-to-end travel time of 33:19 m End-to-end travel time of 32:47 m End-to-end travel time of 36:46

(Route 731/732) (southern terminus at 5th and (southern terminus at 5th and (southern terminus at 5th and (southern terminus at 5th and
(southern terminus Marquette/Nicollet) Marquette/Nicollet) Marquette/Nicollet) Marquette/Nicollet)
at 5th and

Marquette/Nicollet)

m Intermittent impacts to bus operations within the construction area (e.g., temporary stop relocations or closures, route detours, or suspensions of
Construction Phase = None = None service on segments of routes operating on streets where LRT is being constructed)
Impacts m As project planning and engineering advances, transit routes will be reevaluated and transitway construction will be planned to minimize
disruption to transit service.

Intersections
Expected to
Eé)\?éla;? g;rvice Intersections Expected to Operate INTEESSEHENS BISEEe o OpEIEs Intersections Expected to Operate [RSSSEIOS RS 10 OFEETs
Operating Phase EF / P Y0 UPeTale 4t Level of Service E/F in 2030: P to Jpera at Level of Service E/F in 2030:
. /F in 2030: = None at Level of Service E/F in 2030: at Level of Service E/F in 2030:
Vehicular (Long-Term) Impacts m CSAH 81 at Penn Avenue m CSAH 81 at Penn Avenue
3.3 . m CSAH 81 at m Penn Avenue at TH 55 m Penn Avenue at TH 55
Traffic m Penn Avenue at TH 55 m Penn Avenue at TH 55
Penn Avenue
m Penn Avenue
at TH 55
Construction Phase = None = None m Disruptions to traffic operations, including lane closures, short-term intersection and roadway closures, and detours that would cause localized
Impacts increases in congestion
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Table ES-1. Summary of Impacts (continued)

Draft EIS No-Build Enhanced Bus/TSM Alternative B-C-D1 (Preferred

Alternative A-C-D1 Alternative A-C-D2 Alternative B-C-D2

Section Alternative Alternative Alternative)

Operating Phase m 270 on-street parking spaces m 270 on-street parking spaces
o S (Long-Term) Impacts _ [eme _ e _ e lost L Neme lost
. arking
Construction Phase m All on-street parking restricted or m All on-street parking restricted or
Impacts m None = None = None closed = None closed

m The intent of

m A key goal of regional and local

city and comprehensive

Operating Phase regional plans to support m Compatible with the local land use planning policies of Maple Grove, Brooklyn Park, Crystal, Robbinsdale, Golden Valley, and Minneapolis
Land Use Plan  (Long-Term) Impacts plans would and develop transit = Compatible with regional land use planning policies
4.1 Compatibility not be in the corridor
fulfilled would be partially
fulfilled

Construction Phase = None S Ve a None = None = None m None

Impacts
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Table ES-1. Summary of Impacts (continued)

Draft EIS No-Build Enhanced Bus/TSM Alternative B-C-D1 (Preferred

Alternative A-C-D1 Alternative A-C-D2 Alternative B-C-D2

Section Alternative Alternative Alternative)

[ zglletsa;kes: 17 parcels (7.0 [ | Zglrletsa)kes: 142 parcels (26.7 m Full takes: 18 parcels (8.3 acres) [ | ;g:l(e'gkes: 143 parcels (28
i Operating Phase m Partial takes: 28-30 parcels m Partial takes: 50 parcels (15.8 mfaiticlitakeHbb o AparcelsiSi, m Partial takes: 77 parcels (10.4
Dlsplagement (Long-Term) Impacts L e _ e (13.9-14.3 acres) acres) - g?e:icdr:i’)cial displacements acres)
4.3 of Residents = 8 residential displacements m 113 residential displacements a 3 commeroial diz lacements m 113 residential displacements
and Businesses = 2 commercial displacements = 5 commercial displacements P m 6 commercial displacements
Construction Phase = None = None m Short-term impacts due primarily to activities requiring temporary construction easements
Impacts m Temporary modification or closure of some existing property access

Operating Phase

4.5 Visual/ (Long-Term) Impacts ™ None = Minimal = Moderate = High = Moderate = High
’ Aesthetics i
I(?;]);:E:rt:cuon Phase o None = Minimal = Moderate = High = Moderate = High

R%irgalglgrgmla)hl?ns’p?acts m None = None = None = None = None = None
Safety and ) . s
4.7 Security e m Temporary hazards to personal safety for workers; federal and state standards for safety of construction site personnel would be maintained

m None m Public safety near open excavations and other construction activity is an issue to be resolved by the creation, proper timing, and placement of protective safety programs,

et public information efforts, and selected protective measures.
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Draft EIS Tobic No-Build
Section P Alternative
Operating Phase
) (Long-Term) Impacts _ [Neme
5.2 Floodplains -
Construction Phase
= None

Impacts
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DRAFT ENVIRONMENTAL IMPACT STATEMENT

Alternative B-C-D1 (Preferred
Alternative)

Enhanced Bus/TSM

Alternative A-C-D1 Alternative A-C-D2 Alternative B-C-D2

Alternative

m 17,250 cubic yards of floodplain = 6,250 cubic yards of floodplain m 18,700 cubic yards of floodplain = 7,700 cubic yards of floodplain

- Nons fill fill fill fill

m None = None = None = None m None

. Operating Phase
Geology, Soils,  (Long-Term) Impacts " einis
5.4 and :
Topography Construction Phase None

Impacts

m None = None m None = None m None

m Areas of poorly drained soils within the potential area of disturbance may require soil correction for construction of track, pavement, or other structures.
m Excavated soils would need to be removed or reused in areas that do not require consolidated soils.

Operating Phase

(Long-Term) Impacts impacts

5.6 Noise#

Construction Phase

= None
Impacts

m No significant m No significant

m Moderate Mitigated Impacts
m Alignment B: 55-60 receptors
m Alignment C: 350-355

m Moderate Mitigated Impacts
m Alignment A: 5-10 receptors
m Alignment C: 350-355

m Moderate Mitigated Impacts
m Alignment B: 55-60 receptors
m Alignment C: 350-355

m Moderate Mitigated Impacts
m Alignment A: 5-10 receptors
m Alignment C: 350-355

receptors receptors receptors receptors
: . m Alignment D2: 305-310 : = m Alignment D2: 305-310
e e e reoptors e e e reeptos
impacts recentors ’ m D Common Section: 15-20 recentors ’ m D Common Section: 15-20
ptors, receptors ptors receptors
m Severe Mitigated Impacts o m Severe Mitigated Impacts o
. ) m Severe Mitigated Impacts . ) m Severe Mitigated Impacts
m Alignment A: O receptors m Alignment B: 5-10 receptors
. ; m Alignment A: O receptors . : m Alignment B: 5-10 receptors
m Alignment C: 15-20 receptors m Alignment C: 15-20 receptors
= Alignment D.1' 0-5 receptors m Alignment C: 15-20 receptors = Alignment D.1' 0-5 recentors m Alignment C: 15-20 receptors
g ’ P m Alignment D2: 5-10 receptors g ’ P m Alignment D2: 5-10 receptors
m Temporary noise impacts from construction of new tracks and stations, utility relocation, grading, excavation, track work, demolition, and
= None installation of systems components

m Impacts may occur in residential areas and at other noise-sensitive land uses located within several hundred feet of the alignment; potential for
impact greatest at locations near pile-driving operations, pavement breaking, and nighttime construction work
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Table ES-1. Summary of Impacts (continued)

Draft EIS . No-Build Enhanced Bus/TSM Alternative B-C-D1 (Preferred

Alternative A-C-D1 Alternative A-C-D2 Alternative B-C-D2

Section Alternative Alternative Alternative)

m Loss of wildlife habitat

m 101st Avenue OMF location - Lees el Bl gl

Biological m 10.7-acres loss of wildlife option: 30.9 acres m 101st Avenue OMF location
Environment Operating Phase = None = None habitat m 3-acres loss of wildlife habitat 93rd A.ven.ue OMEF location option: 23.2 acres
(Wildlife (Long-Term) Impacts m Potential impact to Blanding’s m No endangered species impacts . o m 93rd Avenue OMF location
5.8 Habitat and e MelT AR option: 13.9 acres ST 52 A1
abrtat an m Potential impact to Blanding’s L
Endangered i el m No endangered species impacts
Species)

Construction Phase
Impacts

= None m None m Temporary and limited impacts in active construction areas

Operating Phase = None m The project would not cause exceedences of carbon monoxide concentrations or other criteria pollutants
(Long-Term) Impacts m MSAT emissions would likely be lower than present levels in the design year
5.10 Air Quality . = Higher . . . . : . .
Construction Phase = None concentrations of ™ Increased emissions and higher concentrations of air pollutants near homes and businesses as a result of increased traffic due to detours

Impacts m Higher concentrations of air pollutants

air pollutants
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Draft EIS

Section Tople

Operating Phase

No-Build
Alternative

Enhanced Bus/TSM

Alternative A-C-D1 Alternative A-C-D2

Alternative

m Potentially high or

m No disproportionately high or disproportionate impacts

BottineauTransitway
e

DRAFT ENVIRONMENTAL IMPACT STATEMENT

Alternative B-C-D1 (Preferred

Alternative) Alternative B-C-D2

m Potentially high or

m No disproportionately high or disproportionate impacts

(Long-Term) Impacts L Reie N adverse impacts (ped/bike, parking, community adverse impacts (ped/bike, parking, community
76 Envi_ronmental facilities, displacements, visual) facilities, displacements, visual)
Justice m Potentially high or m Potentially high or
Construction Phase = None = None m No disproportionately high or disproportionate impacts (traffic = No disproportionately high or disproportionate impacts (traffic

disruptions, access, parking,
noise, dust, visual)

Impacts adverse impacts

disruptions, access, parking,
noise, dust, visual)

adverse impacts

gggﬁ <):ap|ta| e = N/A = $1,002 million7 = $1,124 million7 = $1,002 million u $1.118 million
10.1 Einar!gial . Operations and
onsiderations ;
maintenance cost = N/A = $17.3 million = $32.8 million = $34.2 million u $32.5 million S —

(in 2013 dollars
over No-Build)
1 Maple Grove Transit currently provides excellent transit service to its commuter express market. There is some uncertainty as to whether or not commuter express riders would chose to move from express bus service to LRT service.
2 Potential impacts to CP Rail include relocation of an existing diamond crossing where CP Rail and BNSF Railway cross each other north of TH 100 and reconstruction of an existing turnout that provides a connection between CP Rail and BNSF Railway north of TH 55.
3 Following the provisions of the Section 106 review process, ways to avoid, minimize, and mitigate adverse effects to historic properties will continue to be explored through consultation with the SHPO, Section 106 consulting parties, other interested parties, and the public. The Advisory Council on Historic Preservation
(ACHP) may also join in this consultation. Measures for avoidance, minimization, and mitigation will be stipulated in a Section 106 Agreement signed by the FTA, the SHPO, the ACHP (if participating), and other consulting parties. FTA will execute a Section 106 agreement prior to the Final EIS/Record of Decision (ROD).
The project will be implemented in accordance with the stipulations in the Section 106 agreement.
4 Noise mitigation is considered depending on the need, feasibility, reasonableness, and effectiveness of potential options. The FTA states that in considering potential noise impact, severe impacts should be mitigated if at all practical and effective. At the moderate level, more discretion should be used, and other project
specific factors should be included in considering the need for mitigation. These factors include the existing noise level, predicted increase over the existing noise levels, the types and number of noise sensitive land uses affected, the noise sensitivity of the properties, the acoustic effectiveness of mitigation options, and
the cost effectiveness of mitigation the noise.
5 Percent over existing; impacts represent the total area that is located within the potential area of disturbance of the project.
6 101st Avenue OMF site option only
7 The capital cost estimates for Alignment A assume significant cooperation from current landowners to prepare the corridor for transit service. Alignment A requires construction of a new roadway, Arbor Lakes Parkway, separate from the transitway project and through the gravel mining area in Maple Grove, in a way that
would accommodate LRT and provide access to the future development.
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ES.8 What was the Result of the Evaluation of Alternatives?

Based on the information in Table ES-1 and the analysis of each alternative, each alternative was rated
on how well it performs with respect to purpose and need and project goals, adverse impacts, benefits,
and overall performance. One of three ratings was assigned:

m  Good: Good performance against goals and objectives and/or minor adverse impacts
m Fair: Fair performance against goals and objectives and/or moderate adverse impacts
m  Poor: Poor performance against goals and objectives and/or severe adverse impacts

Summary rating results are shown in Table ES-2. If a “poor” rating is assigned to any of the first three
categories (purpose and need, adverse impacts, benefits), then the overall performance is automatically
rated as “poor.” In other words, a “poor” rating in one area cannot be overcome by “fair” or “good”
performance in other areas with respect to the overall rating.

ES.8.1 No-Build Alternative

The overall performance of the No-Build alternative is poor. It does not meet the project purpose and
need. While it has only minor adverse impacts related to the committed improvements included, the No-
Build alternative does not provide measurable transportation benefits compared to existing conditions
nor does it address the Bottineau Transitway transportation goals and objectives. It would not satisfy four
of the five project goals.

ES.8.2 Enhanced Bus/TSM Alternative

The overall performance of the Enhanced Bus/TSM alternative is poor. While the alternative has only
minor adverse impacts, it provides relatively little benefit and does not meet the project purpose and
need. For these reasons, the Enhanced Bus/TSM alternative is not recommended as the environmentally
preferred alternative for the Bottineau Transitway.

ES.8.3 Build Alternatives

A-CD1

Alternative A-C-D1 would deliver a fair performance overall. Despite its good performance in most benefit
areas and relatively minor adverse physical impacts, construction of the north end of the alternative in
Maple Grove could be delayed or made more expensive, as much of the adjacent land is in active use for
gravel mining. Infrastructure and land use development investments (including the future Arbor Lakes
Parkway and land use development around station areas) outside of the transitway project are required
for implementation of the transitway. This also puts Alternative A-C-D1 at a disadvantage with respect to
short-term economic development benefit. These factors, combined with the availability of an alternative
with similar levels of benefit without such short-term implementation challenges, are the reasons why
Alternative A-C-D1 is not recommended as the environmentally preferred alternative for the Bottineau
Transitway.

A-C-D2

Alternative A-C-D2 would deliver poor performance overall due to the severe adverse impacts it would
have on properties and communities in north Minneapolis. While Alternative A-C-D2 has good
transportation benefits, the adverse physical and community impacts described above demonstrate that
it does not meet Goal 5 (Support Healthy Communities and Sound Environmental Practices). For these
reasons, it is not recommended as the environmentally preferred alternative for the Bottineau Transitway.

March 2014 XXXiV



FBoﬂ.‘meauT(anSItway

DRAFT ENVIRONMENTAL IMPACT STATEMENT

B-C-D1

Overall, Alternative B-C-D1 would deliver good performance. This is due to its relatively minor adverse
impacts and its strong benefits.

Alternative B-C-D1 is recommended as the environmentally preferred alternative based on its strong
transportation benefits, its land use and short-term economic development potential at the north end
(Brooklyn Park), its ability to be implemented, and its relatively moderate adverse impacts.

B-C-D2

Alternative B-C-D2 would deliver poor performance overall due to the severe adverse impacts it would
have on properties in north Minneapolis combined with only fair transportation performance. For these
reasons, this alternative is not the environmentally preferred alternative for the Bottineau Transitway.
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Table ES-2. Summary Performance Ratings of Alternatives

Enhanced FElS B

Performance Category No-Build LRTA-C-D1 | LRTA-C-D2 (Preferred LRT B-C-D2

Bus/TSM

Alternative)

Purpose and Need . . Q O o O

Goal 1: Enhance
Access to Regional @ [&] (o) (o) (o] (o)
Activity Centers

Goal 2: Enhance the

Effec.t/ven.es.s of Transit @ Y ® o ®
Service within the

Corridor

Goal 3: Provide a

Cost-effective and -
Financially Feasible et &
Transit System

Goal 4: Promote

Sustainable D @ (o) (o] (o} (o)
Development Patterns

Goal 5: Support
Healthy Communities

and Sound 0o (o) O ® ) D
Environmental
Practices

Adverse Impacts o

Benefits ‘

Overall Performance! .

®0 o0
O[0|O
®0 e
00O
®C O

RATINGS KEY:
o Good Performance and/or Minor Adverse Impacts

Q Fair Performance and/or Moderate Adverse Impacts
. Poor Performance and/or Severe Adverse Impacts

1: Note: If a “poor” rating is assighed to any of the first three categories (purpose and need, adverse
impacts, benefits), then the overall performance is automatically rated as “poor.” In other words, a “poor”
rating in one area cannot be overcome by “fair” or “good” performance in other areas with respect to the
overall rating.
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ES.9 How was the Environmentally Preferred Alternative Identified?

The Draft EIS describes the transportation, economic, community, and environmental impacts associated
with the construction and operation of the Bottineau Transitway Project. The effects of the No-Build,
Enhanced Bus/TSM, and Build alternatives were evaluated across a range of subject areas related to the
built and natural environment.

As described in Section ES.8, Alternative B-C-D1 meets the purpose and need of the Bottineau Transitway
project and is the environmentally preferred alternative because it will cause the least damage to the
biological and physical environment and it best protects, preserves, and enhances historic, cultural, and
natural resources.

Identifying the environmentally preferred alternative included extensive public and stakeholder outreach
in addition to technical analysis of issues identified during NEPA Scoping. The identification process
considered the transitway alternatives in their component pieces (Alighments A, B, C, D1, and D2).
Ultimately, the adverse physical and community impacts of Alignment D2 (LRT on Penn/Broadway
Avenues) resulted in a decision not to advance Alternatives A-C-D2 and B-C-D2 in the process. The
remaining decision, between Alternatives A-C-D1 and B-C-D1, focused on the differentiators between
Alignment A (Maple Grove) and Alignment B (Brooklyn Park). Alignment B is the environmentally preferred
alternative because it would provide transit service to the large existing and future populations of people
in households with low incomes, provide transit service to many activities at North Hennepin Community
College and the new Hennepin County library, provide transit access to more jobs than Alignment A, and
does not have the same potential short-term implementation challenges experienced with Alignment A.
Specifically, under Alignment A construction could be delayed or made more expensive as much of the
adjacent land is in active use for gravel mining. While the area is zoned for future mixed-use
development, there is no timeline established for this land use transition to occur. Infrastructure and land
use development investments (including the future Arbor Lakes Parkway and land use development
around station areas) outside of the transitway project are required for implementation of the transitway.

The US Army Corps of Engineers (USACE) has its own process for determining the Least Environmentally
Damaging Preferred Alternative (LEDPA). In a letter dated June 19, 2013, the USACE issued concurrence
on the purpose and need and array of alternatives considered for the Bottineau Transitway Project, as
well as the alternatives evaluated in this Draft EIS (Concurrence Points #1 and #2 under the NEPA/404
merger process). In a letter dated October 1, 2013, USACE issued concurrence on the identification of the
selected alternative (Concurrence Point #3).

Throughout the development of the environmentally preferred alternative, HCRRA, in cooperation with the
Metropolitan Council, the affected communities, and the public, has refined the design and alignment,
where feasible, to avoid, minimize, or mitigate adverse effects. However, some adverse effects cannot be
overcome due to the design and safety standards that must be met for the project; the developed
character of the communities the Bottineau Transitway is intended to serve; and the need to design the
project to be compatible with future operations of other transportation facilities in the corridor.
Consequently, the environmentally preferred alternative involves recognizing and understanding that
there are trade-offs between the benefits and the effects of the Bottineau Transitway.

Where adverse effects of the environmentally preferred alternative remain, FTA, HCRRA, and the
Metropolitan Council have identified mitigation measures intended to offset remaining effects to the
natural and human environment. Mitigation measures are described in this Draft EIS and will be finalized
in the Final EIS/Record of Decision (ROD).
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ES.10 What are the Next Steps?

The Draft EIS will be distributed to appropriate local, regional, state, and federal agencies as well as the
public for their review and comment. Public comment on the Draft EIS will be considered and addressed
in the combined Final EIS/ROD.

Local elected officials and the public have been and will continue to be involved in the project throughout
design and construction through public meetings, advisory committee and stakeholder meetings, and
individual briefings.
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1.0 Purpose and Need

This chapter gives an overview of the Bottineau Transitway Project, including its location and setting
within the local communities and the region, and the context of previous planning studies. It also
describes the needs driving the study of the Bottineau Transitway, the purpose of the project, and the
parameters under which the project will be evaluated.

1.1 Project Description
Project Location

The Bottineau Transitway is a proposed project that will provide for transit improvements in the highly
traveled northwest area of the Twin Cities. The Bottineau Transitway is located in Hennepin County,
Minnesota, extending approximately 13 miles from downtown Minneapolis to the northwest serving north
Minneapolis and the suburbs of Golden Valley, Robbinsdale, Crystal, New Hope, Osseo, Brooklyn Park,
and Maple Grove. The transitway is anticipated to serve a broader area to the northwest, including the
communities of Dayton, Rogers, and Hassan Township. (Hassan Township was annexed into the City of
Rogers on January 1, 2012. Future reference of Rogers in this document includes Hassan Township).

Figure 1.1-1 illustrates the project area. Key transportation facilities within the project area include the
highways shown as well as the Burlington Northern Santa Fe Railway (BNSF), Canadian Pacific Railway
(CP), Crystal Airport, County State Aid Highway (CSAH) 81 (Bottineau Boulevard), CSAH 103 (West
Broadway Avenue), and CSAH 2 (Penn Avenue).

Project Setting

The character of the Bottineau Transitway project area transitions from a moderately dense urban setting
in north Minneapolis to a less dense suburban setting starting in Robbinsdale, Golden Valley, and Crystal,
and extending through Brooklyn Park and Maple Grove at the north end of the corridor. The project area
includes a variety of land use patterns that have been influenced by the Bottineau Transitway’s
development over a long period of time and its transportation-oriented past. Low-density, auto-oriented
land uses have heavily influenced the corridor’s existing development patterns, which primarily reflect
highway-oriented regulations and traditional suburban development forms. Additionally, the presence of
the existing railway lines has also influenced the development patterns and settings in the project
corridor (e.g., development set back from the railroad right-of-way).

Development in north Minneapolis and Robbinsdale reflects West Broadway Avenue’s past as a
commercial streetcar corridor, with strips of auto-oriented commercial activity developed more recently.
Residential neighborhoods are located along CSAH 81 in Minneapolis, Robbinsdale, Crystal, and Brooklyn
Park. In Brooklyn Park south of 73rd Avenue and northern Crystal, development adjacent to CSAH 81
includes highway-oriented commercial activity and the Crystal Airport. Large industrial, commercial, and
mixed-use development is prevalent in the Maple Grove area of the corridor. In Brooklyn Park north of
73rd Avenue, development adjacent to West Broadway Avenue includes mixed commercial and retail,
commercial office/corporate campus (Target North Campus), residential, and institutional use (North
Hennepin Community College, programmed Hennepin County Library).

As illustrated in Figure 1.1-2, several activity centers are located along the corridor, including downtown
Minneapolis, Theodore Wirth Regional Park, North Memorial Medical Center, downtown Robbinsdale, the
Crystal Shopping Center, the Brooklyn Park commercial strip, Hennepin Technical College, North
Hennepin Community College, and the Arbor Lakes commercial area in downtown Maple Grove. In
addition, large commercial developments with substantial employment concentrations are anticipated by
2030 in both Maple Grove (in the former Gravel Mining Area) and in Brooklyn Park (surrounding the
Target North Campus north of TH 610).
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Regional Transit System

The Bottineau Transitway project area is presently served by a mix of express and local bus service
provided by Metro Transit, the region’s largest transit provider, and Maple Grove Transit, a suburban
transit provider serving Maple Grove. Key existing transit facilities within the corridor, illustrated in Figure
1.1-3, include the Maple Grove Transit Station, Starlite Transit Center, the 63rd Avenue Park-and-Ride in
Brooklyn Park, and the Robbinsdale Transit Center at Hubbard Marketplace in Robbinsdale. Additional
infrastructure in the corridor includes bus-only shoulders on most of I1-94 in both directions between
Minneapolis and northern Maple Grove.

The maijority of transit service in the project area consists of urban local routes serving north Minneapolis,
with some lower-frequency suburban local service in southern and northern suburban communities in the
corridor. The remainder of the project area is mainly served by peak-only, peak-direction suburban
express routes. Currently, no bus routes operate on CSAH 81 or serve mid-length trips in the general
northwest-southeast direction in the project area, particularly during off-peak periods.

The Metropolitan Council’s 2030 Transportation Policy Plan (TPP) envisions further development of the
region’s local and express bus networks, with additional investment in park-and-ride facilities to support
the latter. In addition, the 2030 TPP shows the Twin Cities region moving toward a regional system of
transitways to meet mobility needs and increase transit system ridership. A transitway is a combination of
infrastructure and transit service improvements that allows transit customers to avoid congestion on
roadways and connect to regional activity centers, and that boosts the potential for transit-oriented
development.

The Bottineau Transitway will connect north Minneapolis and the region’s northwest suburbs with the
region’s system of transitways that consist of existing light rail transit (LRT) on the Blue Line (Hiawatha)
and Green Line (Central Corridor and the planned Southwest line), bus rapid transit (BRT) on the Red Line
(Cedar Avenue) and Orange Line (I-35W South), the Northstar Commuter Rail, and express bus routes as
shown in Figure 1.1-4. Development of a Bottineau Transitway will include bus service revisions focused
on maintaining and enhancing overall transit service in the corridor.
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Figure 1.1-1. Bottineau Transitway Project Area
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Figure 1.1-2. Bottineau Transitway Project Area Activity Centers
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Figure 1.1-3. Existing Project Area Transit Services and Facilities
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Figure 1.1-4. Regional Transitway System
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1.2 Project Background
Early Planning Efforts

Transportation and land use studies along the Bottineau Transitway date back to the late 1980s.
Previous studies include regional system studies, corridor studies, and site-specific studies. The Bottineau
Transitway (previously identified as the Northwest Transitway) has consistently been included in regional
transportation system plans. Many different alignments and modes, including BRT, LRT, and commuter
rail, have been considered and evaluated in corridor-specific plans and studies. Previous studies provide
a valuable base of information for the Bottineau Transitway Environmental Impact Statement (EIS)
process. Figure 1.2-1 summarizes the studies conducted to date in the corridor.

The region’s current long-range transportation plan, the 2030 TPP, identifies the Bottineau Transitway as
one of the corridors to be developed by 2030 as LRT, Busway, Highway BRT, or Commuter Rail. The
recommendation for the Bottineau Transitway is based on findings from the Metropolitan Council’s 2030
Transit Master Study (August 2008) and reinforces the transit travel demand in the Bottineau (Northwest)
Transitway, consistently identified in previous regional transportation system plans including the Regional
Transit Board LRT Plan (1990), Transit 2020 Master Plan (February 2000), 2025 Transportation Policy
Plan (adopted January 2001, amended January 2002), and 2030 Transportation Policy Plan (adopted
December 2004).

Environmental Review Process

Hennepin County Regional Railroad Authority (HCRRA) is the local public agency responsible for
completing this Draft EIS, and is required to comply with the requirements of the Minnesota
Environmental Policy Act (MEPA) (Minn. Stat. 116D.04 and 116D.045). The project will also pursue
federal funding from the Federal Transit Administration (FTA) and as a result, the FTA is required to
undertake environmental review in compliance with the National Environmental Policy Act (NEPA). The
Metropolitan Council is the project sponsor and federal grantee and will lead the process for preliminary
engineering, and final design and construction if the project proceeds. FTA, as the federal lead agency,
the HCRRA, as the state lead agency, and the Metropolitan Council, as the local project sponsor have
prepared this Draft EIS to satisfy both NEPA and MEPA.

The intent of the NEPA and MEPA processes is to ensure that potential environmental impacts are
identified and considered in the decision-making process. The primary purpose of the Draft EIS is to
assist decision-makers in the assessment of impacts associated with the Bottineau Transitway Project.
The Draft EIS documents the purpose and need for the project, alternatives considered, and addresses
the anticipated transportation, social, and environmental impacts, and defines appropriate mitigation
measures.

The Draft EIS serves as the primary document to facilitate review by federal, state, and local agencies and
the general public of the proposed project. This Draft EIS will be circulated for review to interested parties,
including private citizens, community groups, the business community, elected officials, and public
agencies in accordance with federal and state requirements. Public hearings will be held to provide a
forum for agency and citizen participation and comment. Responses to comments received during
circulation of the Draft EIS will be responded to and both the comments and responses will be
documented in the Final EIS.

NEPA also requires engaging the public in the environmental review process. In addition, Moving Ahead
for Progress in the 21st Century (MAP-21) requires the development of a coordination plan to outline how
the environmental process for Bottineau Transitway will engage the public, Tribal governments, and local,
state, and federal agencies with an interest in the project. Certain state, local and tribal agencies were
also invited to have a more formal role in the environmental review process as cooperating and/or
participating agencies. A complete discussion of the public and agency engagement process, including
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the identification of cooperating and participating agencies for the Bottineau Transitway Project, can be
found in Chapter 9 Consultation and Coordination.

As a cooperating agency, the United States Army Corps of Engineers (USACE) has the ability to adopt the
Draft EIS for its own NEPA compliance and have a more formal role and input into project development.
This helps the USACE determine whether the proposed project is in compliance with the Clean Water Act
(CWA), which allows them to issue a permit. USACE has its own process for determining the Least
Environmentally Damaging Preferred Alternative (LEDPA), known as the NEPA/404 merger process. As
part of this process, USACE evaluates the project and issues four points of concurrence on the project:
#1 Purpose and Need and Alternative Screening Criteria; #2 Alternatives to be Evaluated in Detail; #3
Preferred Alternative and LEDPA; and #4 Permit Application and Compensatory Mitigation.

To date, USACE has provided concurrence with Points #1, #2, and #3 (see letters in Appendix D). Specific
to Point #1, in a letter dated June 19, 2013, USACE reviewed and concurred with the purpose and need
statement for use in NEPA documentation for the Bottineau Transitway Project. USACE also concurred on
the array of alternatives considered for the Bottineau Transitway Project and the alternatives that had
been carried forward for further review (Point #2). In a letter dated October 1, 2013, USACE issued
concurrence on the identification of the selected alternative (Concurrence Point #3).
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1.3 Project Purpose

The purpose statement below specifically defines the fundamental reasons why the Bottineau Transitway
project is being proposed.

The purpose of the Bottineau Transitway is to provide transit service which will satisfy the long-term
regional mobility and accessibility needs for businesses and the traveling public.

1.4 Project Need

This section outlines the foundation for the statement of the project purpose defined in Section 1.3. More
specifically, this section identifies the problems or “needs” that the Bottineau Transitway project is
intended to address and the underlying causes of the defined “needs.”

The Bottineau Transitway project is needed to effectively address long-term regional transit mobility and
local accessibility needs while providing efficient, travel-time competitive transit service that supports
economic development goals and objectives of local, regional, and statewide plans.

Due to continued increase in travel demand coupled with few highway capacity improvements planned for
regional roadways in this area, congestion is expected to worsen by 2030. While transit investment is
recognized regionally as one of the key strategies for managing congestion, transit would offer many
other benefits to address the needs of Bottineau Transitway-area residents and businesses. Residents
and businesses in the Bottineau Transitway project area need improved access to the region’s activity
centers to fully participate in the region’s economy. Access to jobs in downtown Minneapolis and
northbound reverse commute transit options to serve jobs in the growing suburban centers are crucial to
continued economic vitality. Current transit options in the Bottineau Transitway project area offer a
limited number of travel-time competitive alternatives to the single-occupant vehicle. Without major
transit investments, it will be difficult to effectively meet the transportation needs of people and
businesses in the corridor, manage highway traffic congestion in the project area, and achieve the
region’s 2030 goal, as identified in the TPP as doubling transit ridership by 2030.

Five factors contribute to the need for the Bottineau Transitway project:

m  Growing travel demand resulting from continuing growth in population and employment
m Increasing traffic congestion and limited fiscal resources

m  People who depend on transit

m Limited transit service to suburban destinations (reverse commute opportunities) and time-efficient
transit options

m Regional objectives for growth stated in the Regional Development Framework
Growing Travel Demand

To illustrate patterns of growth in communities served by the Bottineau Transitway, communities are
grouped into Corridor Communities and Contributing Communities, as represented in Figure 1.4-1 and
the following tables. Corridor Communities are those adjacent to the proposed alignments, and include
Minneapolis; Southern Corridor Communities of Robbinsdale, Golden Valley, Crystal, and New Hope; and
Northern Corridor Communities of Brooklyn Park, Maple Grove, and Osseo. Contributing Communities are
those which are not on the corridor, but are anticipated to contribute to travel demand and ridership.
These include Dayton, Rogers, and Hassan Township. This breakdown of communities illustrates that
each area has a distinct pattern and rate of growth. As illustrated in Table 1.4-1, between 1990 and
2010, the Bottineau Transitway communities of Brooklyn Park and Maple Grove experienced population
increases, with greater growth in the outlying suburbs of Dayton and Rogers. According to the
Metropolitan Council Regional Development Framework 2030 Forecasts, between 2010 and 2030,

March 2014 1-10



FBottmeauTrans:tway

DRAFT ENVIRONMENTAL IMPACT STATEMENT

communities served by the Bottineau Transitway are expected to grow by 140,000 people. Maple Grove
and several communities to the north and west that may also potentially be served by the transitway
(Osseo, Dayton, and Rogers) are projected to grow by more than 66,000 people, outpacing the overall
population growth rate for Hennepin County and the Twin Cities Metropolitan Area between 2010 and
2030.

Employment in the Bottineau Transitway project area is also expected to increase in coming years
according to the Regional Development Framework 2030 Forecasts (see Figure 1.4-2). Approximately half
of all jobs in the Bottineau Transitway project area are located in downtown Minneapolis, which is
currently the region’s largest travel demand generator with nearly 65,000 jobs anticipated to be added by
2030. The remaining employment in the project area is dispersed throughout the corridor, mainly along
regional highways. Large employment concentrations outside downtown Minneapolis are located at North
Memorial Medical Center in Robbinsdale, the TH 610 development area (including the Target North
Campus) in Brooklyn Park, and the Arbor Lakes commercial area in Maple Grove. Brooklyn Park, Maple
Grove, and Osseo are expected to experience the highest growth in employment in the project area by
2030. These trends are shown in Table 1.4-2.

Growth in population and employment in the project area and beyond is expected to result in increased
transportation demand. Significant growth in traffic volumes is anticipated within the project area, in the
range of 15 to 20 percent along project area roadways.

Population growth in the collar counties (the 12 counties adjacent to the seven-county Twin Cities
Metropolitan Area) coupled with employment growth in the Bottineau Transitway project area will result in
a sizable increase in trips between these areas. In 2010, collar county residents from Sherburne and
portions of Wright and Isanti Counties made an estimated 35,600 trips per day to destinations along the
Bottineau Transitway project area. By 2030, this number is expected to increase by 66 percent, to nearly
60,000 trips per day, as illustrated in Table 1.4-3.
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Table 1.4-1. Historic Population Change and Future Population Forecasts within Bottineau Project
Area

2 2
19901 20001 20101 e B
Forecast Forecast

Minneapolis 368,383 382 618 382,578 425,800 441,100 4% 15%

Northern
Corridor 97,821 120,187 139,778 162,550 176,300 43% 26%
Communities
Brooklyn Park 56,381 67,388 75,781 84,000 89,000 34% 17%
Maple Grove 38,736 50,365 61,567 75,700 84,000 59% 36%
Osseo 2,704 2,434 2,430 2,850 3,300 -10% 36%

Hassan

Township? 1.951 2,463 2,600 0 0 33% -100%

1 US Census Bureau

2 Metropolitan Council Regional Development Framework 2030 Forecasts; revised 2009

3 A small portion (less than one percent in 2000) of the City of Dayton lies within Wright County; hence, it is not included in the population
figures reported in this table.

4 Population projections for Hassan Township are zero in 2020-2030 due to anticipated annexation of township land to the City of Rogers.
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Table 1.4-2. Historic Employment Change and Future Employment Forecasts within Bottineau
Transitway Project Area

19905 2000 20106 20207 20307
Forecast Forecast

Mlnneapolls 278 438 308 127 282 3728 332,500 346 500 1% 23%

Northern
Corridor 26,462 44,313 55,852 74,950 98,550 111% 76%
Communities
Brooklyn Park 16,592 23,692 23,922 29,100 32,000 44% 34%
Maple Grove 7,750 18,309 30,181 42,900 63,500 289% 110%
Osseo 2,120 2,312 1,749 2,950 3,050 -18% 74%
‘Dayton 498 1086 921 8000 12500  85%  1257%

Hassan

. 250 721 1,616 0 0 546% -100%
Township

5 Metropolitan Council

6 MnDEED 2010 Quarter 2 Employment Estimates

7 Metropolitan Council Regional Development Framework 2030 Forecasts; revised 2009. Brooklyn Park and Crystal forecasts revised
2011.

8 Metropolitan Council Revision, August 2011
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Table 1.4-3. Collar County Travel Demand for Trips Ending in the Bottineau Transitway Project Area

2010 Average 2030 Average 2010-2030 2010-2030
Zone Weekday Person Weekday Person I Percent
: : ncrease
Trips Trips Increase
Downtown Minneapolis 4,500 5,000 500 11%
North Minneapolis 1,300 1,300 0 0%

Robbinsdale, Golden

()
Valley, Crystal, New Hope 7,700 8,800 1,100 14%
Brooklyn Park 4,700 10,100 5,400 115%
Maple Grove 17,400 33,800 16,400 94%
Project Area Total 35,600 59,000 23,400 66%

Source: MnDOT Collar County Travel Demand Model®

Growth in population and employment in the project area and beyond is expected to result in growing
travel demand. As illustrated in Figure 1.4-3, significant growth in traffic volumes is anticipated within the
project area, particularly in the northern suburbs of Brooklyn Park, Maple Grove, and Dayton. The figure
illustrates expected growth in traffic volumes on highways and arterial roadways crossing the reference
lines. Traffic volumes on the combination of all roadways in the project area just north of TH 610 (Line 1)
are expected to grow by 57 percent or approximately 130,000 daily trips by 2030. In addition, volumes
are projected to increase by 110,000 daily trips or 26 percent on the combination of all roadways in the
project area between the proposed TH 610 and the 1-94/1-494 split by 2030 (Line 2). Although projected
increases are smaller than for other communities, traffic volumes are also expected to increase by 15
percent (110,000 daily trips) and 21 percent (65,000 daily trips) near Crystal (Line 3) and north
Minneapolis (Line 4), respectively.

The roadway system configured within the area’s natural and built environment focuses high mobility
demand on a limited number of facilities including 1-94, 1-694, 1-494, TH 100, and US 169. Although TH
610 and its planned connection between US 169 and I-94 would increase capacity for some of the east-
west demand in the project area, it is not expected to address the increasing northwest-southeast
oriented mobility needs in the project area travelshed or relieve demand on 1-94. No other major highway
improvements are planned in the next 20 years for the metropolitan highway system within the project
area.

Increasing Traffic Congestion

Growing travel demand is expected to increase traffic congestion on the region’s highways and in
downtown Minneapolis. In the past, the region responded to increased demand by constructing new
roadways or expanding existing ones. In recent years, however, roadway expansion in the Twin Cities
Metropolitan Area has not kept pace with mounting travel demand and is not anticipated to keep pace in
the future.

State policy, outlined in the Minnesota Department of Transportation’s (MnDOT) Statewide Multimodal
Transportation Plan and different modal investment plans under the Minnesota GO vision, and regional
policy, outlined in the 2030 TPP, both recognize the importance of a balanced approach to meeting travel
demand that invests in maintaining the existing transportation system and favors projects such as the
Bottineau Transitway.

Specifically, the Statewide Multimodal Transportation Plan includes overarching key objectives of
“Transportation in Context” and “Critical Connections” that highlight the importance of a multimodal

9 The collar county model is a modified version of the Twin Cities regional travel demand model developed by MnDOT to better estimate
travel demand in portions of the Twin Cities area. The better estimations were developed by including additional refinements to the
roadway network and trip making analysis of the 12 counties that surround the seven-county metro area.
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system. Key strategies in support of these objectives include working with other regional and local
agencies to:

m Improve accessibility and safety for everyone traveling on, along, and across roads.
m  Define priority networks for all modes based on connectivity and accessibility.

m Improve the connections between transit services to provide greater transportation options for travel
within and between cities.

m  Define priority networks for all modes based on connectivity and accessibility.

The need to optimize mobility through strategies that manage highway traffic congestion in the project
area is relevant to the Bottineau Transitway Project. The Bottineau Transitway project area contains
several major regional highways that experience congestion today. Due to continued increase in travel
demand coupled with few highway capacity improvements planned for regional roadways in this area,
congestion is expected to worsen by 2030. Because many regional highways are already experiencing
congestion and this situation is expected to worsen, many local arterial roadways paralleling the regional
highway system are likely to absorb increases in traffic by 2030 as the regional system nears capacity.
Figure 1.4-3 illustrates the projected increase in traffic volumes on highways and arterials between 2005
and 2030 in the Bottineau Transitway project area.

In recent years, MnDOT, the Metropolitan Council, and Metro Transit have cooperated to provide transit
investments along the roadway system as one of the key strategies for managing congestion. In the case
of I-94 in the Bottineau Transitway project area, as well as other freeways in the Twin Cities Metropolitan
Area, transit advantages in the form of bus-only shoulders and ramp meter bypass lanes have been
implemented. As the |-94 corridor approaches capacity, even minor fluctuations in traffic demand could
have a major impact on the performance and level of congestion of the facility overall. With no planned
roadway capacity improvements along the 1-94 corridor in the project area, transit investments will play
an increasingly important role in effectively managing traffic congestion in the project area.

Policy direction at the local level has also concluded that continual roadway expansion is unsustainable.
Specifically, the Access Minneapolis Ten Year Transportation Action Plan (2007) indicates that about half
of downtown trips currently are walk, bike, or transit trips. It also states, “One of the downtown
transportation targets of the City’s Sustainability Plan is to increase the use of alternative transportation
modes in downtown to 67% by 2013.” It goes on to state, “The new transportation strategy for downtown
places particular emphasis on walking, biking, transit (bus, light rail, and commuter rail), and pedestrians,
while also retaining automobile access. This approach ensures that automobile access is always
accommodated but gives appropriate priority to walking, biking, and transit, which must take on a rising
share of travel in and through the downtown as growth continues to occur.”
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Figure 1.4-2. 2010 to 2030 Employment Forecast
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Figure 1.4-3. 2005-2030 Traffic Volume Growth Across Corridor Screenlines
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Figure 1.4-4. 2010-2030 Population Change within the Bottineau Transitway Project Area
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Needs of People Who Depend on Transit

The Bottineau Transitway project area is home to a large number of people who depend on transit to
meet their transportation needs. Based on US Census information, 14 percent of households in the
project area do not own a vehicle. This is nearly double the metropolitan area average of eight percent, as
shown in Table 1.4-4. Figure 1.4-5 illustrates the distribution of households with no vehicles and
highlights the presence of areas in north Minneapolis and portions of suburban communities in the
corridor where these percentages are the highest. In some areas of north Minneapolis, the number of
zero-car households exceeds 50 percent; in areas of New Hope and Brooklyn Park, the number exceeds
22 percent. The high proportion of people without access to vehicles underscores the need for transit
access in these parts of the Bottineau Transitway project area.

In addition, seniors represent an important market segment for public transportation. In the project area
communities of Golden Valley, Robbinsdale, Crystal, and New Hope, seniors make up a larger share of the
population compared to the makeup of the overall regional population, as shown in Table 1.4-4 and
Figure 1.4-5. Moreover, senior populations are expected to grow in the Bottineau Transitway communities
during the next 20 years by as much as 125 percent.

Table 1.4-4. Transit-Dependent Population as a Share of Community Population10

Occupied Zero Percent

Total Population | Percent

A2l EBES AT Population | Over 65 over 65

Units Available | Vehicle

Corridor Communities 245,541 33,859 599,170 54,222
Minneapolis 165,253 28,947  18% 382,578 30,511 8%
20“”"3”‘. Cartrgen 31,918 2,663 8% 76,814 12,675 17%
ommunities
Robbinsdale 6,062 611 10% 13,953 1,724 12%
Golden Valley 8,818 504 6% 20,371 4,142 20%
Crystal 8,821 477 5% 22,151 3,035 14%
New Hope 8,217 1,071 13% 20,339 3,774 19%
MElLiET Lo 48,370 2,249 5% 139,778 11,036 8%
Communities
Brooklyn Park 24,740 1,669 7% 75,781 5,928 8%
Maple Grove 22,466 424 2% 61,567 4,532 7%
Osseo 1,164 156 13% 2,430 576 24%
Contributing Communities 4,840 120 2% 14,884 1,250 8%
Dayton 1,579 17 1% 4,671 420 9%
Hassan Township 756 22 3% 1,616 112 7%
Rogers 2,505 81 3% 8,597 718 8%
Project Area Total 250,381 33,979 14% 614,054 55,472 9%
Hennepin County 469,770 46,244  10% 1,152,425 130,814  11%
Twin Cities Metropolitan 4 597 543 82321 8% 2,849,567 306,750  11%

Area

10 Zero-vehicle data from 2005-2009 American Community Survey Five-Year Estimates; population and age data from 2010 Census.

March 2014 1-20



FBoi.‘tmeauTr;;ms:l‘way

DRAFT ENVIRONMENTAL IMPACT STATEMENT

Limited Transit Service to Suburban Destinations (reverse commute opportunities) and Time-Efficient
Transit Options

Currently, the dominant commute pattern in the Bottineau Transitway project area is inbound from
suburban areas during the morning peak period to serve traditional employment destinations in
downtown Minneapolis.

For suburban commuters originating beyond the 1-694/1-494 beltway, Maple Grove Transit provides a
travel-time competitive transit option during commuter peak periods serving Maple Grove travel markets
via park-and-ride facilities, and several Metro Transit services deliver suburban commuters from southern
corridor communities to downtown Minneapolis jobs via large suburban park-and-rides on the Brooklyn
Park end of the corridor. Express buses in the project area benefit from a robust system of transit
advantages, consisting of ramp meter bypass lanes and bus-only shoulders, to ensure travel time
reliability and short trip times during periods of congestion on the highway system.

Even within the peak commute period, however, there are limited travel-time competitive transit options
for some project area travel markets, specifically inside the 1-694 ring (including the communities of
Crystal, New Hope, Robbinsdale, and north Minneapolis neighborhoods). This limits transit’s ability to
compete with automobile travel times, leaving a significant gap in travel options for residents of this area.

Although the dominant commute pattern in the Bottineau Transitway project area today is oriented
toward downtown Minneapolis, a notable reverse commute pattern exists from Minneapolis and the
southern corridor communities of Robbinsdale, Golden Valley, and Crystal to developing areas such as
Brooklyn Park, Maple Grove, and Rogers. As illustrated in Figure 1.4-2, job concentrations exist
throughout the project area. This reverse commute pattern of job distribution is expected to continue to
grow between now and 2030, as the suburban employment nodes gain jobs.

Although project area communities are served by a network of local and express bus routes, fast and
convenient transit options to access schools and jobs are limited. Direct bus service from Minneapolis to
suburban communities in the Bottineau Transitway is provided on two limited-stop and express routes.
Residents of Minneapolis and the southern corridor communities do have other transit options for
accessing activity centers in the northern corridor communities of Maple Grove and Brooklyn Park via
three transit centers located within the project area (Starlite Transit Center, Brooklyn Center Transit
Center, and Robbinsdale Transit Center). Unfortunately, these suburban local routes stop frequently,
often require transfers, and travel at lower speeds on arterial streets, resulting in long overall travel times.

Although regional plans call for improved local and express bus services in the future, the overall
configuration of transit service in the project area is not expected to change significantly. Future service
will continue to focus on a network of park-and-rides served by peak period, inbound express routes and
a suburban local network comprised of infrequent services operating out of suburban transit centers.
Demand for mid-length and reverse commute trips on transit within the project area will not be met by
2030 bus plans.11

11 Transit Operations Plans Report (Connetics Transportation Group, 2012)

March 2014 1-21



'BottmeauTranSItway

DRAFT ENVIRONMENTAL IMPACT STATEMENT

Figure 1.4-5. Percent of Households with Zero Vehicles
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Figure 1.4-6. Percent of Population Over Age 65
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Regional Objectives for Growth

The Twin Cities Metropolitan Area is working to ensure the orderly, economical development of its seven-
county area and the efficient use of four regional systems: transportation, aviation, water resources
(including wastewater collection and treatment), and regional parks and open space. The policies guiding
the region’s development are articulated in the 2030 Regional Development Framework. Most recently
updated in December 2006, the 2030 Regional Development Framework established four policies for
guiding growth in the region:

m  Accommodate growth in a flexible, connected, and efficient manner

m Plan and invest in multi-modal transportation choices to slow the growth of traffic congestion and
serve the region's economic needs

Encourage expanded choices in housing locations and types and improved access to jobs and
opportunities

m  Conserve, protect, and enhance the region's vital natural resources

Bottineau Transitway, as part of a regional transitway system, would be a step toward achieving these
goals.

1.5 Goals and Objectives

The establishment of goals and objectives articulates the desired benefits of the proposed Bottineau
Transitway and establishes a foundation for the definition of evaluation measures including quantitative
and qualitative criteria to be used in comparing the performance of the alternatives.

The following goals have been developed to serve as a framework to evaluate the alternatives under
consideration for the Bottineau Transitway. Based on the purpose and need of the Bottineau Transitway,
Goals 1 through 3 outlined below address the core purpose and need of the project. Goals 4 and 5 reflect
broader community goals, and hence should be considered in the evaluation of alternatives that meet the
first step in the screening evaluation process. These goals, along with the identified project needs,
provide the basis for the analysis of alternatives discussed in Chapter 2.

Table 1.5-1 Bottineau Transitway Goals and Objectives

Goal 1: Enhance Regjional Access to Activity Centers

Objectives
1 Maximize total transit riders
2 Improve service to people who depend on transit
3 Expand reverse commute and off-peak transit opportunities

Increase transit system linkages, access to regional destinations, and multimodal

© transportation opportunities

5 Maximize transit access to housing, employment, schools, community services, health care
facilities, and activity centers

Goal 2: Enhance the Effectiveness of Transit Service within the Corridor

Objectives
6 Maximize new transit riders
7 Maximize passengers per hour of revenue service
8 Maximize traveler time savings
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Table 1.5-1 Bottineau Transitway Goals and Objectives (continued)

Goal 3: Provide a Cost-Effective and Financially Feasible Transit System

Objectives
9 Balance project costs and benefits
10  Minimize project capital and operating cost
11  Maximize long-term investment in the regional transit system

Maximize flexibility to efficiently expand the transit investment to accommodate transitway

12 demand beyond 2030 weekday travel demand forecasts

Goal 4: Promote Sustainable Development Patterns

Objectives

Goal 5: Support Healthy Communities and Sound Environmental Practices

Objectives

Minimize impacts on wetlands/water/floodplains, parks, visual resources, noise/vibration,

= and historic/cultural resources

17  Minimize short- and long-term impacts to property, property access, and on-street parking

18 Maximize cohesion, preservation, and enhancement of Bottineau Transitway communities

19 Maximize pedestrian and bicycle connections to the Bottineau Transitway

Maximize health, environmental, and economic benefits to the Bottineau Transitway

20 "
communities

Minimize disproportionately high and adverse impacts on the region's minority and/or low-

21 . .t
income communities

22  Minimize area traffic impacts
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2.0 Alternatives

This chapter describes the alternatives development process, the alternatives under consideration in this
Draft Environmental Impact Statement (Draft EIS), and the alternatives that were considered and
subsequently withdrawn from further consideration for the Bottineau Transitway Project.

From 2005 through mid-2012 the authorizing legislation guiding FTA’s programs was entitled the Safe,
Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users (SAFETEA-LU). In July 2012 a
new authorization was enacted entitled the Moving Ahead for Progress in the 21st Century Act (MAP-21)
that changed several aspects of FTA’s primary grant program for funding locally planned, implemented
and operated major transit capital investments, including rapid rail, light rail transit (LRT), bus rapid
transit (BRT), commuter rail, and ferries. The Major Capital Investment Projects (New and Small Starts)
draft final rule sets a new regulatory framework for FTA’s evaluation and rating of major transit capital
investments seeking funding under the discretionary “New Starts” and “Small Starts” programs.

Primary project decision-making for the Bottineau Transitway to date is summarized in Chapter 2,
Alternatives, including the selection and approval of the locally preferred alternative (LPA), identification
of the environmentally preferred alternative, and the least environmentally damaging preferred
alternative (LEDPA). This chapter will continue to reflect the previous New Starts rule and guidance that
were in effect at the time of decision-making. This accurately reflects the information decision-makers
had at the time, and is representative of the decision-making process. As the project progresses through
more advanced stages of project development and into a Final EIS, future project decisions will be based
on the Major Capital Investment Projects (New and Small Starts): Final Rule and associated criteria.

2.1 Alternatives Development Process

2.1.1 Alternatives Analysis Study - Spring 2008 - Spring 2010

The Hennepin County Regional Railroad Authority (HCRRA), in consultation with the Metropolitan Council,
the Federal Transit Administration (FTA) and local jurisdictions, initiated an Alternatives Analysis (AA)
Study for the Bottineau Transitway in 2008. Completed in 2010, the study evaluated a wide range of
transit modes and alignments (Bottineau Transitway Alternatives Analysis Study Final Report, Hennepin
County Regional Railroad Authority, March 2010).

The AA Study developed and evaluated a No-Build alternative, an Enhanced Bus/Transportation System
Management (TSM) alternative, and a broad range of transit alternatives. To narrow this initial universe of
alternatives, the project team developed screening criteria in consultation with local committee members
and other stakeholders (Table 2.1-1). The purpose of screening was to identify those initial alternatives
with potential to address the project needs, goals, and objectives. Alternatives that met all the screening
criteria were advanced in the AA Study. The study did not advance those alternatives that did not meet all
the screening criteria.
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Table 2.1-1. Screening Criteria Used To Identify Alternatives with Potential to Address Project Needs
and Goals

1. Service Area

m Alignment must be accessible (within walking distance or by connecting feeder bus) to people
who depend on transit

m South end must serve downtown Minneapolis

m North end must serve a major traffic or employment generator

m Alignment must serve the highest concentration of origins and destinations

2. Service Efficiency (travel time and directness)

3. System Connectivity

m  Alignment must connect or have reasonable interchange in downtown Minneapolis with the
regional transitway system

4. Compatibility with Existing Infrastructure

The AA Study considered the following mode, alignment, and facility types:
m  Modes

Commuter rail, light rail transit (LRT), and bus rapid transit (BRT) modes were considered. Commuter rail
alternatives considered would not serve communities in horth Minneapolis and Robbinsdale. As such,
they would not meet the identified project objective of providing effective reverse commute service and
did not meet the service area-screening criterion. As a result, the commuter rail mode was eliminated
from further consideration. LRT and BRT modes were retained for technical evaluation.

m  Alignments

Alignments were considered for BRT as well as LRT modes. Six LRT or BRT routes providing access to
Maple Grove, Osseo, or Brooklyn Park were studied (Figure 2.2-1). Alternatives with a northern terminus
in Maple Grove or Brooklyn Park were retained, as they passed the service area-screening criterion. The
alternative terminating in Osseo was dropped from further study because Osseo is no longer a major
activity center. On the south end of the corridor, seventeen alternatives were considered for entry into
Minneapolis, including 15 suitable for BRT or LRT and two BRT-only alternatives. Five alternatives met all
four screening criteria and were retained for technical evaluation. The BRT and LRT alternatives that were
dropped all provided system connectivity but failed to meet at least one of the other three screening
criteria, most commonly because they were incompatible with existing infrastructure or did not meet the
service area criterion.
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Figure 2.1-1. Range of Alternatives (AA Study)
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m Facility Types

The study sought to develop alternatives with dedicated transitway facilities wherever possible. The
primary reasons were to provide the maximum opportunity for travel time advantages, ridership, and
mobility benefits and to minimize potential impacts on traffic operations and safety. The study explored
some mixed traffic facilities when dedicated facilities were not feasible.

At the conclusion of the screening process, 21 alternatives (12 BRT and nine LRT) were recommended for
technical evaluation. The 21 alternatives were then evaluated against the five project goals and 22
objectives. Results for each alternative were reported quantitatively and ranked on a five-point scale for
each objective. From this information, summary rankings were developed to allow each alternative to be
compared against the others. Complete results are provided in the AA Study report.

AA Study Decision: Continue Study of Four LRT Alternatives and One BRT Alternative

At the conclusion of the AA Study, five alternatives were advanced. The alternatives included the three
most promising LRT alternatives identified in the AA Study, a fourth LRT alternative considered in the
study that was less promising but still of interest, and a refined BRT alternative.

The refined BRT alternative was developed based on additional understanding gained during the AA
Study. Modifications to routing, alignment, and operations were explored to maximize the potential
benefits of BRT. The resulting alternative had substantially improved performance over those initially
considered in the AA Study and the decision was made to advance this refined BRT alternative for further
study.

AA Study Decision: Stop Study of Options on West Broadway Avenue East of Penn Avenue

West Broadway Avenue in Minneapolis (Alignment 2d in Figure 2.2-1) is a key traffic and activity corridor
in the study area and one in which the public has expressed interest. BRT and LRT alternatives on West

Broadway Avenue east of County State Aid Highway (CSAH 2) (Penn Avenue) were considered as part of

the AA Study because of West Broadway Avenue’s role as an important regional and local transportation
and activity corridor.

Study of an LRT alternative on West Broadway Avenue east of Penn Avenue was discontinued during the
AA Study because of its less feasible connection to the regional LRT system and because of its significant
and likely impacts on surrounding land uses, property owners, and other modes of transportation.
Because of these concerns, LRT was screened out as a practical mode alternative on West Broadway
Avenue.

m  Regional LRT System Connection - All Bottineau Transitway LRT alternatives connect to the regional
LRT system at the Target Field Station (formerly called The Interchange at Target Field) since any
Bottineau LRT alternative would become an extension of the Blue Line (Hiawatha). The LRT system
connection necessary at the Target Field Station for LRT alternatives on West Broadway Avenue east
of Penn Avenue was higher cost, more complex, and limited future expansion potential as compared
to the connection possible for other LRT alternatives.

m Impacts on Surrounding Land Uses, Property Owners, and Other Modes of Transportation - Additional
issues with LRT on West Broadway Avenue east of Penn Avenue included significant impacts to land
uses/private property, on-street parking, traffic operations, and right-of-way width. The development
of Bottineau Transitway alternatives sought to avoid or minimize these kinds of impacts.

Study of BRT alternatives on West Broadway Avenue east of Penn Avenue was initiated when it became
clear that LRT on this alignment would not advance for further study. The BRT alternatives were assumed
to operate in mixed traffic, not in the dedicated lanes assumed for all LRT and other BRT alternatives,
between Penn and Lyndale Avenues. This approach allowed the BRT alternatives to minimize impacts on
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land uses/private property, on-street parking, traffic operations, and right-of-way width. The study
considered three BRT alternatives on West Broadway Avenue east of Penn Avenue. Study of the three
West Broadway Avenue BRT alternatives was discontinued because of their comparatively weak
performances in terms of their ability to meet the Bottineau Transitway purpose and need.

2.1.2 D2 Alignment Investigation - April 2010 through November 2011

The AA Study identified two alignments in Minneapolis for further study: the D1 alignment located in the
BNSF (Burlington Northern Santa Fe Railroad) right-of-way and the D2 alignment located on West
Broadway and Penn Avenues. The investigation of routing options for the D2 alignment occurred following
the publication of the AA Study in March 2010 and continued through November 2011.

Several options for the D2 alignment were considered for the segment between West Broadway Avenue
and Trunk Highway (TH) 55. These options (called D2-A, D2-B, and D2-C) included various ways of using
Penn and/or Oliver Avenues for the Bottineau Transitway (Figure 2.1-2). The D2 evaluation process
included a technical evaluation of each of the options within the framework of the purpose and need for
the Bottineau Transitway as well as the FTA New Starts program evaluation criteria. Through the
evaluation process, the Advise, Review, and Communicate Committee (ARCC) worked to create transitway
operating conditions required for the Bottineau Transitway to become a financially viable element of the
regional transitway system. The ARCC also worked to develop transitway operating conditions that are
compatible with general motor vehicle, bus, bicycle, and pedestrian traffic and with neighboring
businesses and residents for the long-term.

An open house was held on October 6, 2011, to share detailed information on the benefits and costs of
the D2 options and to obtain community input as to which of these options should be used to compare to
the D1 alternative. A survey was provided to attendees and also made available online for those unable
to attend the open house. Eighty-three survey responses were received which provided insight into area
resident and business owner concerns regarding the potential addition of LRT on Penn or Oliver Avenues.

During the 2010 through November 2011 time period, the Northside Neighborhood Transportation
Network (NTN), a coalition of north Minneapolis residents and businesses, was actively involved in a
process of engaging and informing Northside residents and stakeholders regarding the Bottineau
Transitway. Through the NTN engagement process, two additional D2 alighment options were proposed:
D2-D and D2-W. D2-D proposed having LRT and a bus lane on Penn Avenue and diverting Penn Avenue
traffic to Queen and Oliver Avenues, with Queen Avenue accommodating southbound traffic and Oliver
Avenue accommodating northbound traffic. D2-W proposed centering the LRT guideway on Penn Avenue
while maintaining two-way traffic. Both of these alignment options did not officially advance for
consideration during the Scoping process, as they resulted in greater right-of-way and accessibility
impacts to the surrounding neighborhood, without resulting in higher benefits as compared to alignments
D2-A, D2-B, or D2-C.

The ARCC prepared a technical paper as input to the Policy Advisory Committee (PAC) which described the
relative benefits and impacts of each D2 option. The ARCC concluded that if a D2 alignment alternative
were to be carried forward as a comparison to alignment D1, option D2-C should advance for further
study, and the study of options D2-A and D2-B should stop. This was based on the fact that Option D2-C
would provide access to two key regional destinations - the Terrace Mall and the North Memorial Medical
Center (NMMC) - without adversely impacting either facility. Options D2- A and D2-B would have
adversely impacted loading and circulation for NMMC to the point where the options were not considered
viable. Option D2-C also minimizes street closures in the residential neighborhood.

In addition, the ARCC recommended that the study continue regarding transit system improvements in
relationship to the Bottineau Transitway alternatives. Specifically, transit improvements should include
the restructuring of the local bus network to integrate with the D1 and D2 alternatives as well as the
consideration of other transit improvement initiatives.
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Following consideration of public and stakeholder input, the PAC met on November 14, 2011 to
recommend a preferred option for Alignment D2. The PAC agreed with the ARCC conclusion to continue
study of option D2-C and stop study of options D2-A and D2-B, including Option D2-C as part of Alignment
D2 to be studied in the Draft EIS.

Figure 2.1-2. Segment D2 Alighment Options Considered
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2.2 Draft EIS Scoping Process
2.2.1 Alignment Definition

For ease of comparison, the alternatives considered following the AA Study and D2 investigation are
named in terms of their component alignments. As illustrated in Figure 2.2-1, there are two alignment
options at the north end of the corridor:

m  Alignment A: Begins in Maple Grove at Hemlock Lane/Arbor Lakes Parkway and follows the future
Arbor Lakes Parkway and EIm Creek Boulevard to the BNSF railroad corridor located on the west side
of Bottineau Boulevard

m  Alignment B: Begins in Brooklyn Park south of Oak Grove Parkway near the Target North Campus
(located just north of TH 610), follows West Broadway Avenue, and crosses Bottineau Boulevard at
73rd Avenue to enter the BNSF railroad corridor

In the middle portion of the corridor, there is one alignment option:

m  Alignment C: Just south of 71st Avenue, both the A and B alignments would transition to the C
alignment in the BNSF railroad corridor on the west side of Bottineau Boulevard through southern
Brooklyn Park, Crystal, and Robbinsdale. Alighment C is common to all the alternatives.
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South of Robbinsdale and into downtown Minneapolis, there are two alignment options:

m  Alignment D1: Continues along the BNSF railroad corridor to TH 55, and then follows TH 55 to
downtown

m Alignment D2: Exits the railroad corridor near 34th Avenue, joins West Broadway Avenue, and travels
on Penn Avenue to TH 55 and into downtown

2.2.2 Technical Analysis

HCRRA conducted a technical analysis following the AA Study and D2 investigation of the four LRT
alternatives and one BRT alternative carried forward. The technical analysis identified the characteristics
that differentiate the five alternatives and compared the alternatives by alignment (A or B; D1 or D2) and
mode (LRT B-C-D1 or BRT B-C-D1) in relation to the five project goals and 22 objectives listed in Chapter
1, Purpose and Need. The goals and objectives have served as a framework for both the development
and evaluation of the alternatives.

2.2.3 EIS Scoping

The Notice of Intent (NOI) to prepare an EIS on the proposed Bottineau Transitway was published on
Tuesday, January 10, 2012 in the Federal Register (Vol. 77, No. 6). The environmental process began
with a Scoping effort to determine the content of the Draft EIS. As the first step in the Scoping process,
interested members of the public and agencies are invited to participate in the evaluation of the
Bottineau Transitway’s environmental impacts. The purpose of Scoping is to confirm the purpose and
need for the project, identify appropriate alternatives that could address project needs, focus on
potentially significant issues that should be studied in the Draft EIS, and eliminate issues that are not
significant and/or have been addressed by prior studies.

Based on the findings from the AA Study and D2 investigation, the following alternatives were presented
in the EIS Scoping process, which served to define the alternatives and to identify the issues that will be
evaluated in the Draft EIS:

= No-Build alternative
m Enhanced Bus/TSM alternative
m LRTA-C-D1 (Maple Grove to Minneapolis via BNSF/ TH 55)

m LRT B-C-D1 (Brooklyn Park to Minneapolis via BNSF/TH 55)
m  LRT A-C-D2 (Maple Grove to Minneapolis via West Broadway Avenue/Penn Avenue/TH 55)

m LRT B-C-D2 (Brooklyn Park to Minneapolis via West Broadway Avenue/Penn Avenue/TH 55)

m BRT B-C-D1 (Brooklyn Park to Minneapolis via BNSF/TH 55)

Figure 2.2-1 illustrates the Build alternatives proposed for study in Scoping. Each LRT alternative would
include right-of-way, tracks, stations, support facilities, and transit service for LRT and connecting bus
routes. The BRT alternative would include right-of-way, travel lanes, stations, support facilities, and transit
service for BRT and connecting bus routes. The BRT alternative would be a high quality investment similar
to LRT and would include a dedicated guideway, high-amenity stations, and the service, speed, reliability,
and frequency characteristics of our region’s other LRT and BRT transitways.
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Refinements During Scoping
Several refinements to alignments were identified and incorporated as part of the Scoping process:

m Alignment B: HCRRA worked with the City of Brooklyn Park to refine Alignment B so it would integrate
with master planning activities for the Target North Campus. The refinement focused on the
alignment north of 93rd Avenue to connect to the proposed park-and-ride facility at 93rd Avenue, and
modified the proposed Oak Grove Parkway station location to better accommodate future plans for
the property adjacent to the station area.

m D1 Station Locations: Input during the Theodore Wirth Regional Park Master Planning effort
suggested moving the Golden Valley Station from Golden Valley Road to Plymouth Avenue, potentially
providing better access to surrounding residential areas and park facilities. Both station options along
alignment D1 were presented during Scoping.

m D2 Robbinsdale Options: HCRRA worked with the City of Robbinsdale during the Scoping process to
refine the D2 alignment transition between the BNSF railroad corridor and West Broadway Avenue
near the Terrace Mall and North Memorial Medical Center. A range of concepts were considered on
36th Avenue and 34th Avenue in Robbinsdale that provided a connection between the BNSF railroad
corridor and West Broadway Avenue in Minneapolis. The 34th Avenue alignment was incorporated
into the D2 alignment because it minimized the potential impacts to Bottineau Boulevard and the
Terrace Mall and best met the identified needs of the City of Robbinsdale. This option was presented
during Scoping.

Scoping Results: Stop Study of BRT Alternative and Continue Study of Four LRT Alternatives in the Draft
EIS

Based on the results of the technical analysis and Scoping input, the ARCC, Community Advisory
Committee (CAC), and PAC advised and the PAC resolved in April 2012 that study of the BRT alternative
should stop, and made the recommendation to HCRRA for final action. The PAC also recommended the
continued study of the four LRT alternatives in the Draft EIS, in addition to the No-Build and the Enhanced
Bus/TSM alternative. In their resolution, the PAC affirmed the alternatives evaluation process that was
conducted and acknowledged the public participation in the process. Following the PAC action, HCRRA
passed a resolution adopting the Scoping Decision recommended by the PAC. This resolution and other
supporting documentation to the Scoping process can be found in the Bottineau Transitway Scoping
Decision Document, June 2012.

Section 2.4 provides more detail regarding the reasons for eliminating the study of BRT in the Draft EIS.
Section 2.5 provides more detail on the alternatives advanced for further study in the Draft EIS.
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Figure 2.2-1. Build Alternatives Proposed for Study in Scoping (As Reflected In Scoping Booklet)
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2.3 Alternatives Not Recommended for Further Study in Draft EIS

The basis for the decision to discontinue study of BRT is summarized in Table 2.3-1 and organized in
relation to the five project goals. Under each goal is a summary of associated criteria that resulted in
differences between LRT and BRT. These differentiating criteria are reflective of the objectives
established for each goal. In their discussions, the ARCC and the PAC recognized the BRT'’s lower capital
cost and better cost effectiveness index (CEI) as compared to the LRT alternatives. The groups also
recognized that while BRT is not the best performing mode choice for the Bottineau Transitway, the
reasons are specific to the physical attributes, ridership characteristics, and other features of the
Bottineau Transitway. HCRRA adopted these recommendations as the final Scoping Decision.

Table 2.3-1. Basis for Scoping Recommendation to Stop Study of BRT

Goal 1: Enhance Regional Access to Activity Centers

The LRT B-C-D1 alternative would accomplish this goal better than the BRT alternative on the same
alignment. Forecast total ridership for LRT B-C-D1 is 27,000 and 19,000 for BRT B-C-D1. Ridership
for the BRT alternative is limited by BRT'’s single-vehicle capacity; that is, multiple BRT vehicles
cannot be linked together to expand capacity, in contrast to LRT which can be expanded from two
cars to three.

Goal 2: Enhance the Effectiveness of Transit Service within the Corridor

The transit service provided by LRT B-C-D1 would be more effective than that provided by the BRT
alternative. BRT B-C-D1 is expected to generate approximately 1,500 fewer new daily riders than LRT
B-C-D1 (5,650 riders compared to 7,150). BRT B-C-D1 also is expected to generate less than half as
many passengers per revenue hour than LRT on the same alignment in the year 2030 (71 for BRT vs.
181 for LRT). Also, based on travel time and average speed, the LRT B-C-D1 is forecast to provide
more daily travel time benefits in 2030 compared to BRT (8,250 hours per day for LRT B-C-D1
compared to 5,880 for BRT B-C-D1).

Goal 3: Provide a Cost Effective and Financially Feasible Transit System

BRT B-C-D1 had a lower (better) cost effectiveness index (CEI)! than LRT B-C-D1. The better result for
the BRT alternative was driven largely by its lower capital and operating costs, as shown below.

CEl CEl Rating Capital Cost Operating Cost
BRT B-C-D1 21 Medium $560 million $20.7 million
LRT B-C-D1 26 Medium-Low $1,000 million $24.1 million

Goal 4: Promote Sustainable Development Patterns
There were no significant differentiators between LRT and BRT B-C-D1.
Goal 5: Support Healthy Communities and Sound Environmental Practices

The primary differentiator under this goal pertains to traffic operations. Specifically, the roadway
system would not be able to accommodate additional BRT vehicles beyond the assumed six-minute
headways while still maintaining acceptable traffic operations. In turn, 2030 ridership forecasts show
transitway demand entering downtown Minneapolis during the morning peak hour would exceed the
capacity of the BRT alternative. Also, because BRT B-C-D1 would travel to 2nd/Marquette Avenues in
downtown Minneapolis in mixed traffic, it would add to capacity issues that would already exist on the
downtown street network.

1 Cost effectiveness index (CEI) has been one of several criteria used by the Federal Transit Administration (FTA) as part of FTA's Major
Transit Capital Investment discretionary funding program. At the time of this decision, CEl was defined as the annualized project cost per
hour of user benefit, with user benefit reported as travel time savings. Future decisions will be based on the updated Major Capital
Investment Projects final rule.
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2.4 Alternatives Advanced for Further Study in Draft EIS

A No-Build alternative, Enhanced Bus/TSM alternative, and four LRT Build alternatives were advanced for
further study in this Draft EIS. These alternatives are described in more detail in the following sections.

24.1 No-Build Alternative

The No-Build alternative reflects existing and committed improvements to the regional transit network for
the horizon year of 2030. Based on the Metropolitan Council’s 2030 Transportation Policy Plan (TPP),
major transportation improvements in the No-Build alternative in the Bottineau Transitway project area
include:

m  Green Line (Central Corridor) LRT and associated corridor bus service changes
m Green Line (Southwest) LRT and associated corridor bus service changes

m Red Line (Cedar Avenue) BRT with station-to-station BRT service and associated corridor bus service
changes

m  Orange Line (I-35W) BRT with station-to-station BRT service and associated corridor bus service
changes

m Target Field Station Project in the City of Minneapolis. This project will provide transportation
infrastruture improvements that will maximize the efficiency of existing transit operations, provide for
enhanced multi-modal connections, and appropriately plan for future system integration to better
serve passengers.

m  An Arterial BRT line serving the West Broadway Avenue corridor from Robbinsdale Transit Center (in
downtown Robbinsdale) to downtown Minneapolis and associated restructuring of local bus service in
the corridor

m Additional Arterial BRT on Snelling Avenue, West 7th Street, East 7th Street, Chicago Avenue, and
American Boulevard, and associated restructuring of local bus service in these corridors

m  Service frequency improvements to local and express routes within the Bottineau Transitway project
area and throughout the regional transit network, consistent with regional service improvement plans

m  New park-and-ride facilities at various locations outside of the Bottineau Transitway project area as
defined in the Metropolitan Council’s 2030 Park-and-Ride Plan

m  Reconstruction of County State Aid Highway (CSAH) 103 in the city of Brooklyn Park from south of
Candlewood Drive to north of CSAH 30

m CSAH 81 Reconstruction, CSAH 10 (Bass Lake Road) to CSAH 30 (Hennepin County Transportation)
m Candlewood Drive Extension, CSAH 103 to 79th Avenue (City of Brooklyn Park)
m TH 610, CSAH 81 to I-94 - New roadway construction (MnDOT)

The No-Build alternative would not include any improvements within the Runway Protection Zone (RPZ)
for Runway 6L-24R at Crystal Airport.

24.2 Enhanced Bus/TSM Alternative

The Enhanced Bus/TSM alternative was defined as enhancements and upgrades to the existing
transportation system in the project corridor, attempting to meet the project’s purpose and need as much
as possible without a major transit capital investment. The purpose of the Enhanced Bus/TSM alternative
is to provide a comparable transit service to the Build alternatives without the significant capital
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investment of building a transitway. Service improvements proposed in the Enhanced Bus/TSM
alternative focus on serving the same travel markets that were addressed in the Build alternatives.

For this project, an Enhanced Bus/TSM alternative was defined to serve comparable travel markets as
the Build alternatives considered.

In addition to the improvements included in the No-Build alternative, the Enhanced Bus/TSM alternative
includes the following:

m New transit center and park-and-ride facility in Brooklyn Park on West Broadway Avenue near TH 610
m Additional limited stop bus routes 731 and 732 (see description below)
m  Service frequency improvements to existing transit routes

m  Restructuring of existing bus routes in the corridor to connect to the Route 731/732 services and
enhance connections within the corridor

The Enhanced Bus/TSM alternative would not result in new transportation facilities being introduced
within the RPZ for Runway 6L-24R at Crystal Airport.

Route 731 Description

New limited stop bus Route 731 would provide all-day, two-way service in general purpose traffic lanes
from Brooklyn Park to downtown Minneapolis. The route would begin at an Oak Grove Parkway Transit
Center and follow West Broadway Avenue to the Starlite Transit Center in Brooklyn Park. Route 731 would
continue along Bottineau Boulevard, West Broadway Avenue, Penn Avenue, and TH 55 into downtown
Minneapolis, serving downtown using the Marquette/2nd Avenue transit lanes. The route’s limited stops
would be sited at approximately the same locations as stations proposed under the Build alternatives.

Route 732 Description

New limited stop bus Route 732 would provide all-day, two-way service in general purpose traffic lanes
from Maple Grove to downtown Minneapolis. The route would begin at the Maple Grove Transit Station
and travel along Hemlock Lane and EIm Creek Boulevard to the Starlite Transit Center in Brooklyn Park.
From Starlite Transit Center, the route would continue on the same alignment as Route 731 into
downtown Minneapolis. The route’s limited stops would be sited at approximately the same locations as
stations proposed under the Build alternatives.

Frequencies for both Routes 731 and 732 would be 15 minutes in the peak periods (6:00 to 9:00 a.m.
and 3:00-6:30 p.m.) and 20 minutes in the midday. Together, the routes would provide combined 7.5-
minute peak/10-minute midday frequency south of the Starlite Transit Center.

For both of the new 731 and 732 routes, minor construction for bus stops is assumed within existing
right-of-way.

2.4.3 LRT Alternatives

Four light rail transit (LRT) Build alternatives are under consideration in this Draft EIS, as illustrated in
Figure 2.4-1 and summarized below.

m Alternative A-C-D1 (Maple Grove to Minneapolis via BNSF/TH 55)

m Alternative A-C-D2 (Maple Grove to Minneapolis via West Broadway Avenue/Penn Avenue/TH 55)
m Alternative B-C-D1 (Brooklyn Park to Minneapolis via BNSF/TH 55)

m Alternative B-C-D2 (Brooklyn Park to Minneapolis via West Broadway Avenue/Penn Avenue/TH 55)
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2431 General Elements

Several elements of the proposed transitway system are proposed in each of the alternatives: stations,
operations and maintenance facility (OMF), traction power substations (TPSS), fare collection, trackway,
vehicles, train control, and operating frequencies. These features are summarized in the following
sections, along with a detailed description of each alternative and its unique alignment and features.

Stations

A station is where passengers board or alight from a light rail vehicle (LRV). Primary elements of stations
include the platform(s), shelter, wheelchair ramps, and station amenities such as lighting, benches,
security systems, and information displays. These components are essential for traveler safety and
security, as well as amenities for passenger comfort and convenience. Stations that require a vertical
separation between the platform and adjacent infrastructure would have accommodations so patrons
can reach the platform. It is anticipated that elevators would be provided at Golden Valley Road or
Plymouth Avenue Station. Station design also reflects compliance with Americans with Disabilities Act
(ADA) requirements.

Platforms for the proposed project alternatives would be compatible with low-floor LRT vehicles, with a
platform edge 14 inches above the top of the rail. The recommended platform length is 300 feet, with a
minimum length of 270 feet required to accommodate a three-car train. A station includes both
southbound and northbound platforms. In some cases, a center station would be located between the
northbound and southbound tracks.

Station locations are summarized below and illustrated in Figure 2.4-1. At some locations, a park-and-ride
would be provided. These locations as well as the approximate acreage associated with the park-and-ride
also are noted in Table 2.4-1 and illustrated in Figure 2.4-2. As noted in the table, there is an existing
park and ride facility at 63rd Avenue and Bottineau Boulevard. The existing facility has capacity for 565
vehicles on a 6.5 acre site. Under the proposed Build alternatives, the parking capacity at the existing
63rd Avenue facility would expand to accommodate approximately 725 vehicles through modifying the
existing structure (additional deck level). Additionally, the Target Field Station in Minneapolis is currently
being constructed, and is assumed under the No Build alternative and scheduled to be operational in
2014.

Table 2.4-1. Stations by Alignment

Alignment A Alignment B Alignment C Alignment D1 Alignment D2

m Hemlock Lane! | m Oak Grove m 63rd Avenuel m Golden Valley m North Memorial
m Park-and-ride: Parkway m Park-and-ride: Road or Hospital
6.4 acres = 93rd Avenue? 6.5 acres Plymouth Ave/  m West Broadway/
m Rivei:e Lgﬁgl = Park-and-ride: f/‘z’;iisctiggfai?ﬁy . Theodore Wirth Penn Avenues
m Park-ana-ride: .
el _ 851;]-132:3(? located on the Regional Park®  m Penn/Plymouth
= Boone Avenue/  u Brookivn 6.5 acre site) m Penn Av_enue Avenue§
Hennepin Boulev);rd m Bass Lake Road = Van White m Van White
Technical = Robbinsdalel Bouleva_rd Bouleval_rd
College = Park-and-ride: m Target Field m Target Field
acres TBD Station? Station2

m 7/1st Avenue

1Proposed station where park-and-ride would be provided. The existing 565 vehicle park and ride facility on 6.5 acres at the 63rd Avenue
site would be expanded through modification of the existing structure (additional parking deck level) to accommodate up to approximately
725 vehicles on the 6.5 acre site.

2Built separately from the Bottineau Transitway, included under the No Build alternative definition, and assumed to be operational in
2014.

3 Draft EIS will evaluate Golden Valley Road and Plymouth Avenue/Theodore Wirth Regional Park stations on the D1 alignment. It is
anticipated only one station location will advance due to low ridership demand.
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Operations and Maintenance Facility

The OMF site would be located at the north end of the alternatives, either in Maple Grove (Alignment A) or
Brooklyn Park (Alignment B). Potential OMF sites are illustrated in Figure 2.4-3.

The OMF sites evaluated on Alignments A and B were selected due to their proximity to the end of the
line, adequate space for the special trackwork required between the mainline track and facility, and
adequate property for the facility (minimum 14 acres).

Specific to the Alignment A OMF, the facility was located south of the future Arbor Lakes Parkway and
east of Hemlock Lane, due to the availability of suitable property that is currently owned by MnDOT.

Within Alignment B, two OMF site options were identified adjacent to West Broadway at 93rd Avenue and
1041st Avenue. The 93rd Avenue OMF site was originally identified in the AA and was carried forward from
the AA due to the availability of suitable undeveloped property adjacent to the guideway. The 101st
Avenue OMF site was selected due to the availability of suitable undeveloped property that is owned by
the City of Brooklyn Park. In addition, the 101st Avenue site was identified to reduce potential noise and
visual impacts adjacent to the residential neighborhood located at West Broadway and 93rd Avenue. Only
one of these sites will be chosen for the OMF.

A potential OMF site at 71st Avenue and Bottineau Boulevard, within Alignment B, was identified within
the AA but was eliminated as a viable alternative because it is located west of the freight railroad track.
This location would require grade separation of the LRT track over the freight railroad track to access the
facility.

The OMF site would be occupied by a storage and maintenance building that is approximately 128,000
square-feet, surface parking for employees and visitors, trackwork, and open space. The facility would
include areas to store, service, and maintain up to 36 LRVs, vehicle washing and cleaning equipment,
and office space to accommodate staff that would report for work at this facility. The facility would be
equipped to perform daily cleaning and repair activities on the LRVs as they enter and leave revenue
service. To ensure operational safety and reliability, scheduled service and maintenance inspections
would be performed in this facility.
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Figure 2.4-2. Alignments A, B, and C: Park-and-Ride Locations
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Figure 2.4-3. Potential OMF Sites
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Traction Power Substations

TPSS sites are necessary to convert existing electrical current to an appropriate type (AC to DC) and level
to power LRT vehicles through an overhead catenary system. They do not generate electricity. TPSS sites
would be approximately 4,000 square feet (SF) in size and able to accommodate a single-story building
that is approximately 40 feet by 20 feet. Access to the building must also be accommodated.

Typically, TPSS sites are spaced less than one mile apart. A distance greater than one mile reduces the
ability to safely deliver and return power from a traveling train. TPSS site spacing must also consider
overlaps in the overhead catenary system. For optimal safety and performance, the overlaps in the
overhead conductor should not occur at critical locations, including hills, curves, bridges, tunnels, and the
passenger stations. Preliminary analysis shows that TPSS sites would be required at approximately %4-
mile to 1-mile intervals along the proposed alignments to supply electrical power to the traction networks,
stations, and the OMF.

Potential locations for the TPSS sites are shown in Figure 2.4-4. There are a total of 28 potential TPSS
locations that have been identified along all of the proposed Build alternative alignments; approximately
18 or 19 TPSS would be required for any given Build alternative. The TPSS locations are represented by
areas with a 500-foot radius. These areas would be refined through more detailed engineering to
minimize impacts to surrounding properties and resources and balance safety, reliability, cost, and
operational efficiencies. The majority of the TPSS would be located on the east side of the proposed LRT
track; some TPSS are associated with the LRT platforms and stations as opposed to power for the rail
vehicles. The TPSS sites would be located at least eight feet from the tracks, consistent with minimum
clearance requirements. It is anticipated that most, if not all, TPSS would be located within existing
transportation right-of-way. If this is not possible based on more detailed engineering, impacts to
additional land would be evaluated in subsequent stages of the EIS process.

Fare Collection

A self-service, proof-of-payment fare collection system is assumed for the Bottineau Transitway,
consistent with that used on the Blue Line (Hiawatha) today. Passengers would purchase individual or
multiple rides from fare vending machines located at each station. Passengers would validate tickets
prior to boarding the train. Passengers on board the trains would be subject to random checks for proof of
payment by ticket inspectors. The absence of turnstiles or fareboxes and the use of cars with multiple,
wide boarding doors provides for rapid passenger boarding/alighting and minimal delays at stations.

Trackway

LRVs would operate on standard gauge railroad track. The proposed system would be double-tracked
throughout, providing a separate track for northbound and southbound train movements. Generally, a
cross-section for an at-grade, double-track LRT alignment is a 30-foot right-of-way for ballasted track and
28-foot right-of-way for embedded track. The minimum vertical clearance is approximately 14 feet from
top of rail. The maximum recommended gradient along a vertical alignment is six percent; short segments
may have steeper grades. The radius of track curvature plays a significant role in LRT operating speed.
The minimum turning radius for a typical modern articulated (able to bend in the middle) light rail vehicle
is 82 feet. Crossovers to allow trains to cross from the northbound to the southbound tracks would be
provided at regular intervals for special operations or emergencies. Typically, the trackway in the BNSF
railroad corridor would be ballasted track separate from the freight rail track. Alignments in streets could
be either ballasted or embedded depending on location and the context of the street. In the D2
alignment, the track would be embedded due to its location within street right-of-way and proximity to
people and buildings.
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Figure 2.4-4. General TPSS Locations
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Vehicles

For the purposes of conceptual engineering to support the Draft EIS, a number of assumptions have been
made regarding the LRVs that would operate on the transitway. The LRVs have been assumed to be
articulated cars capable of bi-directional operation as a single-unit or multi-unit train. Mechanisms
located on the roof of each vehicle are assumed to provide for power collection from the overhead
catenary system and transmission to the traction motors. Each car is assumed to be approximately 95
feet long, with about 66 seats and capacity of approximately 160 passengers (including those standing).
Passengers are assumed to board the trains through four, low-level double doors located on each side of
the vehicle. The system would be designed for trains of two-cars (that is, two LRVs connected to each
other), with potential to be expanded for three car trains if needed to accommodate ridership demand.
The vehicles may be operated at up to 55 miles per hour.

The LRT system would be designed to be fully compatible with ADA standards. The LRVs would be fully
accessible with level boarding from accessible platforms and provisions for wheelchair space and on all
cars. LRVs would be anticipated to accommodate bicycles.

Train Control

This Draft EIS assumes an operator would control each light rail train, consistent with current practice.
Operators have control over the acceleration and braking of the train, as well as passenger door
operations. Passenger announcements may be made by the operator or automatically by the rail control
center. Operators are in radio contact with the rail control center that oversees and directs all rail
operations. Automated train signal and communication systems would transmit various operations data
to the rail control center. These systems would also provide for priority consideration at traffic signals,
activation of crossing gates, collision and overspeed protection, and track switch operations.

Operating Frequencies
Trains are assumed to operate at the frequencies below between 4:00 a.m. and 1:00 a.m.:

m  7.5-minute frequencies during the weekday morning (6:00 a.m. - 9:00 a.m.) and afternoon (3:00
p.m. - 6:30 p.m.) peak periods

m  10-minute frequencies at all other times (weekday midday and evenings and Saturday and Sunday
days and evenings)

243.2 Description of Alternatives

The unique alignment and features for each LRT alternative are described below and summarized in
Table 2.4-2. The features below are based on assumptions associated with the conceptual level of
engineering conducted on the alternatives to date and may be modified as the project proceeds. Under
each of the proposed Build alternatives, the LRT alignment would connect to the regional system at the
Target Field Station in downtown Minneapolis, a project that will be completed independent of the
Bottineau Transitway and be operational in 2014.
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Table 2.4-2. Alternative Descriptions

Alternative

/ACDL |ACD2 = |BCD1I = B-C-D2

Length?

12.6 miles

12.7 miles

13.3 miles

13.4 miles

Operating cost
($2013,in
millions)2

$32.8

$34.2

$32.5

$33.7

Bottineau 10 Stations 11 Stations 10 Stations 14 Stations
Stations m Hemlock Lane3 m Hemlock Lane3 m Oak Grove m Oak Grove

m Revere Lane3 m Revere Lane3 Parkway Parkway

m Boone Ave/ Henn  m Boone Ave/ Henn m 93rd Avenue3 m 93rd Avenues

Tech Tech m 85th Avenue m 85th Avenue

m 71st Avenue m 71st Avenue m Brooklyn Blvd m Brooklyn Blvd

m 63rdAvenue3 m 63rd Avenues m 63rd Avenue3 m 63rd Avenue3

m Bass Lake Road m Bass Lake Road m Bass Lake Road m Bass Lake Road

m Robbinsdale3 m Robbinsdale3 m Robbinsdale3 m Robbinsdale3

m Golden Valley Rd = North Memorial m Golden Valley Rd  m North Memorial

or Plymouth m Broadway/Penn or Plymouth m Broadway/Penn
Avenue/Theodore  m Penn/Plymouth Avenue/Theodor  m Penn/Plymouth
Wirth Regional = Van White Blvd e Wirth Regional  m Van White Blvd

Park5 Park>

m Penn Avenue
= Van White Blvd

m Penn Avenue
m Van White Blvd
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Table 2.4-2. Alternative Descriptions (continued)

Key Bridge 5 new: US 169 (820’), 8 new: US 169 4 new: TH 610 7 new: TH 610
Structures BNSF railroad (970’), (820’), BNSF (300, CP rail tracks (300’), CP rail tracks
(length) CP rail tracks (500’), railroad (970’), CP  (500’), TH 100 (500’), TH 100
TH 100 (400’), HERC rail tracks (500’), TH (400’), HERC (400’), Halifax/34th
driveway (125’)4 100 (400’), driveway (125’)4 Ave (50’), France
Halifax/34th Ave Ave to NMMC
8 existing bridges (50’), France Ave to 8 existing bridges (720’), NMMC to
modified NMMC (720’), modified Lowry Ave (2,000’),
NMMC to Lowry Ave HERC driveway
(2,000’), HERC (12574

driveway (125’)4
3 existing bridges
3 existing bridges modified
modified
General locations of new bridge structures can be seen on Figure 2.4-9. Refer to the
Conceptual Engineering Drawings in Appendix E for detailed location information.
Operations and For the alternatives that include alignment  For the alternatives that include
Maintenance A, the OMF facility would be located at the Alignment B, the OMF facility would be
Facility (OMF) northern end of alternative in Maple Grove  located at the northern end of alternative
Alternatives on parcel currently within gravel mining in Brooklyn Park on one of two potential
area west of US 169. sites: 93rd Avenue park-and-ride or in the
northwest quadrant of Winnetka Avenue
(CSAH 103) and 101st Avenue
intersection.
Traction Power 18 proposed 18 proposed 19 proposed 19 proposed
Substations
TPSS are proposed to be located at approximately 3 mile - 1 mile spacing along the
LRT line, with most located near LRT stations (as shown in Figure 2.4-4). TPSS would be
located on limited access sites that are approxmately 4,000 SF in size and are able to
accommodate a single-story building that is approximately 40 ft by 20 ft.

1 The length represents the full end-to-end length of the proposed alternatives. Based on direction provided during the AA Study, and
affirmed during the Scoping process; the alternatives evaluation will reflect full corridor analysis.

2 Cost estimates provided are a snapshot in time and are based on the level of design development contemplated as part of Scoping.

3 Proposed station location where park and ride would be provided.

4The Hennepin Energy Recovery Center (HERC) driveway structure is proposed specific for the Bottineau Transitway project and would be
an expansion of the structure required for the independent Target Field Station in downtown Minneapolis.

5 The Draft EIS will evaluate a Golden Valley Road and Plymouth Avenue/Theodore Wirth Regional Park stations on the D1 alignment. It is
anticipated only one station location will advance due to low ridership demand.

Alternative A-C-D1

Alternative A-C-D1 originates in Maple Grove at Hemlock Lane/Arbor Lakes Parkway and follows the
future Arbor Lakes Parkway and Elm Creek Boulevard to the BNSF railroad corridor located on the west
side of Bottineau Boulevard. It enters the railroad corridor separate from the freight rail tracks and
continues parallel to the freight rail tracks through the cities of Brooklyn Park, Crystal, Robbinsdale, and
Golden Valley. At TH 55, the alignment turns and follows TH 55 to Target Field Station in downtown
Minneapolis. Alternative A-C-D1 is illustrated in Figure 2.4-5. Alternative A-C-D1 includes up to 10 new
stations, as illustrated in Figure 2.4-5 and summarized in Table 2.4-2. With the D1 alignment, it is
assumed that either the Golden Valley Road or Plymouth Avenue/Theodore Wirth Regional Park station
option would be chosen due to the proximity of these two stations and their similarity in transit markets
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served. Four stations are assumed to include park-and-ride lots (Figure 2.4-2). Hemlock Lane would have
an approximate 6.4 acre park-and-ride; Revere Lane 2.7 acres; the existing 63rd Avenue park-and-ride
facility would remain at 6.5 acres, although the vehicle capacity would increase through expansion of the
existing structure; and the size of the Robbinsdale park-and-ride is to be determined.

One potential OMF site has been identified for Alignment A. The OMF location is a parcel located within
the Maple Grove gravel mining operations area west of US 169 (Figure 2.4-3).

Alternative A-C-D1 includes five new bridge structures: an 820-foot long structure over US 169, a 970-
foot long structure over the BNSF railroad, a 500-foot structure over the CP (Canadian Pacific) rail tracks,
a 400-foot crossing over TH 100 to accommodate BNSF freight track, and a 125-foot crossing of the
Hennepin Energy Recovery Center (HERC) driveway. Eight existing bridges would be modified at TH 100
(widening of existing BNSF freight track bridge to accommodate LRT), 36th Avenue, Golden Valley Road,
Theodore Wirth Parkway, Plymouth Avenue, TH 55, I-94, and the railroad bridge north of TH 55.

Alternative A-C-D2

Alternative A-C-D2 also originates in Maple Grove and follows the same alignment as Alternative A-C-D1
into Robbinsdale. Once in Robbinsdale, the alignment exits the BNSF railroad corridor near 34th Avenue
and joins West Broadway Avenue where it enters Minneapolis. It then travels on Penn Avenue to TH 55 to
Target Field Station in downtown Minneapolis as illustrated in Figure 2.4-6.

Alternative A-C-D2 includes 11 new stations, as illustrated in Figure 2.4-6 and summarized in Table 2.4-2.
It includes the same four park-and-ride locations and the same general OMF location as identified in
Alternative A-C-D1.

Alternative A-C-D2 includes eight new bridge structures: an 820-foot long structure over US 169, a 970-
foot long structure over the BNSF railroad, a 500-foot structure over the CP rail tracks, a 400-foot
crossing over TH 100 to accommodate BNSF freight track, a 50-foot long structure at Halifax and 34th
Avenues, a 720-foot long structure between France Avenue and North Memorial Medical Center, a 2,000
foot long structure between NMMC and Lowry Avenue, and a 125-foot crossing of the HERC driveway.
Three existing bridges would be modified at TH 100 (widening of existing BNSF freight track bridge to
accommodate LRT), 36th Avenue, and at I-94.

Alternative B-C-D1

Alternative B-C-D1 begins in Brooklyn Park just north of TH 610 near the Target North Campus, follows
West Broadway Avenue, and crosses Bottineau Boulevard at 73rd Avenue to enter the BNSF railroad
corridor. Adjacent to the freight rail tracks, it continues in the railroad corridor through the cities of
Crystal, Robbinsdale, and Golden Valley. At TH 55, the alignment turns to the east and follows TH 55 to
Target Field Station in downtown Minneapolis, as illustrated in Figure 2.4-7.

Alternative B-C-D1 includes up to 10 new stations, as illustrated in Figure 2.4-7 and summarized in Table
2.4-2. With the D1 alignment, it is assumed that either the Golden Valley Road or Plymouth
Avenue/Theodore Wirth Regional Park station option would be chosen due to the proximity of these
stations and their similarity in transit markets served. Three of these stations would also include park-
and-ride lots (Figure 2.4-2). The 93rd Avenue station would have an approximate 11.2-acre park-and-ride;
the existing 63rd Avenue park-and-ride facility would remain at 6.5 acres, although the vehicle capacity
would increase through expansion of the existing structure; and the size of the Robbinsdale park-and-ride
is to be determined.

Two potential OMF site options have been identified for Alignment B. The locations of the two potential
OMF sites are at the park-and-ride station at 93rd Avenue and the northwest quadrant of the intersection
of Winnetka Avenue (CSAH 103) and 101st Avenue (Figure 2.4-3).

Alternative B-C-D1 includes four new bridges: a 300-long structure over TH 610, a 500-foot structure
over the CP rail tracks, a 400-foot crossing over TH 100 to accommodate BNSF freight track, and a 125-
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foot crossing of the HERC driveway. Eight existing bridges would be modified (see Alternative A-C-D1 for
complete listing of the eight bridges that would require modification).

Alternative B-C-D2

Alternative B-C-D2 originates in Brooklyn Park, following the same alignment as Alternative B-C-D1
through the cities of Crystal and Robbinsdale. Once in Robbinsdale, the alighment exits the BNSF railroad
corridor near 34th Avenue and joins West Broadway Avenue where it enters Minneapolis. It then travels
on Penn Avenue to TH 55 to the Target Field Station in downtown Minneapolis as illustrated in Figure 2.4-
8.

Alternative B-C-D2 includes 11 new stations, as illustrated in Figure 2.4-8 and summarized in Table 2.4-2.
It includes the same three park-and-ride locations and the same OMF location options as identified in
Alternative B-C-D1.

Alternative B-C-D2 includes seven new bridge structures: a 300-long structure over TH 610, a 500-foot
structure over the CP rail tracks, a 400-foot crossing over TH 100 to accommodate BNSF freight track, a
50-foot long structure at Halifax and 34th Avenues, a 720-foot long structure between France Avenue
and NMMC, a 2,000 foot long structure between NMMC and Lowry Avenue, and a 125-foot crossing of
the HERC driveway. Three existing bridges would be modified: TH 100 (widening of existing BNSF freight
track bridge to accommodate LRT), 36th Avenue, and at I-94.
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Figure 2.4-6. Alternative A-C-D2
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Figure 2.4-7. Alternative B-C-D1
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Figure 2.4-8. Alternative B-C-D2
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Figure 2.4-9. Locations of New Bridge Structures
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2.5 Locally Preferred Alternative (LPA) Selection Process

An LPA is the transitway alternative that the corridor’s cities, Hennepin County, and the Metropolitan
Council recommend for detailed study through engineering and environmental review. The LPA specifies
both the type of transit that will be used (mode) and the location (alighment). Other elements of the
project, including termini and final station locations are established formally during subsequent
engineering based on additional information, including opening year travel demand forecasts.

The multi-step process to formally recommend and select an LPA for the Bottineau Transitway began
following the technical analysis and Scoping decisions previously described. At their meeting on June 26,
2012, following a PAC public hearing and recommendation, and passage of resolutions of support from
the cities of Minneapolis, Robbinsdale, Crystal, and Brooklyn Park, and a HCRRA-sponsored LPA public
hearing, HCRRA passed a resolution recommending Alternative B-C-D1 as the LPA for the Bottineau
Transitway. The City of Golden Valley followed with its resolution in December 2012. On May 8, 2013, the
Metropolitan Council formally adopted amendments to the 2030 TPP - the region’s long-rang
transportation plan - to include the Bottineau Transitway LPA as Alternative B-C-D1. This action, which
concludes the LPA process, followed a public comment period and input from the Council’s
Transportation Advisory Board (TAB). This LPA process will not be the only time cities will have input into
the approval of the project. The cities will be required to review preliminary engineering plans and provide
municipal approval for portions of the project within their jurisdiction. In a letter dated September 27,
2013, the FTA and the Federal Highway Administration (FHWA) concurred with the amendment to the TPP
dated May 22, 2013 (see Appendix D).

Additional details on public input into the LPA selection process can be found in Chapter 9 Consultation
and Coordination.

2.6 Environmentally Preferred Alternative

As summarized in Chapter 11 Evaluation of Alternatives, Alternative B-C-D1 meets the purpose and need
of the Bottineau Transitway project and is environmentally preferred alternative because it will cause the
least damage to the biological and physical environment and that best protects, preserves, and enhances
historic, cultural, and natural resources.
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3.0 Transportation Analysis

Chapter 3 presents results from the analysis of impacts on the transportation system. Results are
presented for the No-Build alternative for the purpose of establishing a base from which to identify
impacts of the other alternatives. Operating phase (long-term) and construction phase (short-term)
impacts are identified for the Enhanced Bus/Transportation System Management (TSM) alternative and
four Build alternatives, which includes a Locally Preferred Alternative. The alternatives are described and
illustrated in Chapter 2 Alternatives.

This chapter identifies and evaluates effects to six parts of the transportation system: transit, freight rail,
general motor vehicle traffic, pedestrians and bicycles, parking, and aviation.

m Transit is analyzed for the Bottineau Transitway.
m  Freight rail is analyzed within the affected Burlington Northern Santa Fe (BNSF) and Canadian Pacific
Railway (CP) rights-of-way.

m  General motor vehicle traffic is analyzed at all intersections along the transitway alignments that are
signalized, would be anticipated to be signalized, or unsignalized and anticipated to be controlled by
gate arms.

m Pedestrians and bicycles are analyzed within %2 mile of the transitway alignments.
m Parking is analyzed within anticipated construction limits.

m Aviation impacts are analyzed for the areas where the preliminary construction limits are within the
Crystal Airport Runway Protection Zone and Safety Zone A.

The study area considered for each area of analysis in this chapter is summarized in Table 3.0-1. Greater
detail is provided in each section of this chapter. For reference, conceptual engineering plans are located
in Appendix E.

Table 3.0-1. Summary of Defined Study Areas - Transportation Analysis

Resource Evaluated Study Area Definition Basis for Study Area

Estimated area where changes would

Transit Conditions Bottineau Transitway occur for the proposed project at this
stage of design

: : Freight rail infrastructure and
Freight Rail Conditions BNSF and CP Railway rights-of- operations lie within BNSF and CP
way rights-of-way

All signalized intersections and .
Intersections capture concentrated

Vehicular Traffic proposed signalized intersections .
. . area of potential impacts and delay
along the transitway alignments
1% mile on either side of Captures bike/walk area around
BRI D Tl [ EES alignments and stations alignments and stations
o ; Estimated area where construction
Parking Within potential area of would occur for the proposed project at
disturbance this stage of design
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Table 3.0-1. Summary of Defined Study Areas - Transportation Analysis (continued)

Resource Evaluated Study Area Definition Basis for Study Area

3.1 Transit Conditions

Information in this section is based on the information provided in the Transportation Technical Report
(Kimley-Horn and Associates & SRF Consulting Group, 2012).

311 Regulatory Context and Methodology

Transit demand forecasts for year 2030 were developed for the six alternatives evaluated in the Draft EIS
(No-Build, Enhanced Bus/TSM, and four Build alternatives). The Regional Travel Demand Forecast Model,
developed by the Metropolitan Council, was used for this project. The model is consistent with the
regional 2030 Transportation Policy Plan (TPP), and was updated in 2012 to incorporate the most current
employment, population, land development, and Transit On-Board survey data, as well as adjusted
parameters for gasoline prices, automotive fuel efficiency, the Consumer Product Index (CPI), and transit
fares.

The model is designed to forecast travel on the entire Twin Cities Metropolitan Area transit and highway
system. As such, it contains a network of all existing and planned transitways, as documented in the
regional 2030 TPP. Planned transitways include: Green Line (Central Corridor) LRT, Green Line
(Southwest) LRT, Red Line (Cedar Ave) BRT, Orange Line (I-35W South) BRT, and Arterial BRT on Snelling
Ave, E 7th Street, W 7th Street, Chicago Avenue, Central Avenue, Lake Street, West Broadway Avenue,
and American Boulevard, as shown in Figure 3.1-1. The model network contains service frequency (i.e.,
how often trains and buses arrive at any given transit stop), routing, travel time, and fares for all these
lines. In the highway system, all express highways, all principal arterial roadways, and many minor arterial
and local roadways are included. Other primary inputs used in the model include population, employment,
household information, parking costs, automobile operating costs, and highway travel time factors. Model
outputs can provide information relating to transit ridership demand, which includes estimates of
passenger boardings on all existing and proposed transitways. The model also generates statistics that
can be used to evaluate the performance of a transportation system at several levels of geographic
detail.
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Figure 3.1-1. Existing and Planned Regional Transitways (as represented in the 2030 TPP)
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3.1.2 Study Area

The Regional Travel Demand Forecast Model described above is designed to analyze the effects of a
transit improvement on travel patterns in the entire Twin Cities Metropolitan Area and provides
information available at different levels of geographic detail.

3.1.3 Affected Environment

The Bottineau Transitway’s transit service area is generally defined by the Mississippi River to the north
and east, TH 55 to the south, and I-494 to the west. The area is served by a network of urban and
suburban local routes that make timed connections at three transit centers throughout the corridor
(Robbinsdale Transit Center, Brooklyn Center Transit Center, and the Starlite Transit Center). The area is
also served by express routes, most of which are oriented toward downtown Minneapolis and serve the
peak-period (“rush hour”) commuter travel market. Existing transit service in the area is described in
detail in the Transit Operations Plans Report (Connetics Transportation Group, 2012) and is shown in
Figure 3.1-2. Table 3.1-1 presents an overview of existing routes that would change as a result of the
Bottineau Transitway alternatives.

Each of the alternatives analyzed in the Regional Travel Demand Forecast Model uses the existing service
as a base and includes specific network modifications to form the basis for the transit ridership forecasts.
Modifications to existing transit service for the modeled alternatives include changes in routing,
frequency, and travel time. Network modifications are focused on providing an integrated connecting, bus
network to connect people to LRT stations. These changes are detailed for each alternative in the Transit
Operations Plans Report (Connetics Transportation Group, 2012). Bus networks and transit plans would
continue to be refined as the project progresses.

Travel time is an important factor in forecasting ridership for the various alternatives. Table 3.1-2 shows
the end-to-end travel times for the Enhanced Bus/TSM and Build alternatives. Routes 731 and 732 are
new services in the Enhanced Bus/TSM alternative designed to provide reverse commute and intra-
corridor access along the Bottineau Transitway between downtown Minneapolis and Brooklyn Park (Route
731) and Maple Grove (Route 732), supplementing the existing express and limited stop service. Table
3.1-3 shows the planned operating frequencies.
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Figure 3.1-2. Transit Service Area and Existing Service
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3.14 Environmental Consequences

3141 Operating Phase (Long-Term) Impacts

The existing transit service in the Bottineau Transitway study area consists of several Metro Transit urban
and suburban routes, routes operated by contracted service providers for the Metropolitan Council, and
routes operated by Maple Grove Transit. A detailed summary of service changes as they apply to specific
build levels and alignments is provided in the Transit Operations Plans Report (Connetics Transportation
Group, 2012) portion of the Draft EIS document. This report first describes each route’s characteristics,
including facilities, geography, frequency, and span of service, then sets transit service plans for each
alternative in the year 2030. The transit service changes recommended modify existing routes to
eliminate redundancy in the system and provide access to the Bottineau Transitway. Routes are realigned
to provide connectivity to major origins and destinations and to be better coupled with the level of transit
offered by the particular Build alternative (see Table 3.1-1).

Table 3.1-1. Summary of Existing Transit Service and Changes Under Alternatives

Route ST Freqy g e Proposed Route Changes
Span of Service

Urban Local Routes
Metro Transit m Rush Hour: 5-10 min. m A-C-D2 and B-C-D2: Route 5F trips would be
Route 5 m Off-Peak: 7-15 min. extended to the Broadway/Penn station.

= Owl: 60 min.

Metro Transit m Rush Hour: 10-20 min. = No-Build: West Broadway Avenue portion of route is
Route 14 m Off Peak: 20-30 min. eliminated, routing modified to follow Lyndale Avenue
& 7th Street
m Rapid Bus route added to West Broadway Avenue
corridor with 15 min frequencies, connecting
Robbinsdale Transit Center to downtown.

Metro Transit m Rush Hour: 11-15 min. m Increase midday? frequencies on Penn Avenue
Route 22 m Off Peak: 20-30 min. alignment

Suburban Local Routes
Metropolitan m Weekdays: 60 min. m Extend route to Target North Campus via Route 724
Council Route 705 alignment

Metropolitan m Rush Hour: 30 min. m Increase midday frequencies
Council/ Metro m Off-peak: 60 min.
Transit Route 721
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Table 3.1-1. Summary of Existing Transit Service and Changes Under Alternatives (continued)

Existing Frequency and
Span of Service Proposed Route Changes

Metropolitan m Weekdays/ Weekends: m Frequencies improved to 30 min.
Council Route 723 60 min. m A-C-D1 and A-C-D2: route extended to 71st Avenue
station

m B-C-D1 and B-C-D2: route terminates at Brooklyn
Center/Starlite Transit Station

Metro Transit m Rush Hour Service m Replace Route 758N trips with Route 7 service,
Route 758 m AM: 7 SB Route 758D to Robbinsdale
= PM: 8 NB

Metro Transit m Rush Hour Service m Converted to local route operating 60 min.
Route 764 = AM: 3SB frequencies between Robbinsdale and Starlite
= PM: 4 NB Transit Centers

Metro Transit m Rush Hour Service m No-Build: no change
Route 767 = AM: 6 SB m Other alignments: route eliminated
= PM: 6 NB

Maple Grove m Rush Hour Service m A-C-D1 and A-C-D2: local route serving Hemlock
Transit 782 = AM: 5SB Lane LRT Station and Maple Grove Transit Station
= PM: 5NB

Maple Grove m Flex Route Service m No-Build: no change
Transit 787 = PM: 3NB m Other alignments: route eliminated

1 Midday is between the hours of 9 am and 3 pm.
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There are no changes proposed for the following routes under any alternative: 717, 755, 756, 761,
762,763, 766,780, and 783.

In addition to the routes listed in Table 3.1.1, four new routes would be developed in the study area.
Routes 729 and 759 would provide local service with 30 and 60 minute frequencies, respectively. Routes
731 and 732 are new services in the Enhanced Bus/TSM alternative designed to provide reverse
commute and intra-corridor access along the Bottineau Transitway between downtown Minneapolis and
Brooklyn Park (Route731) and Maple Grove (Route 732), supplementing the existing express and limited
stop service. Please see Transit Operations Plans Report (Connetics Transportation Group, 2012) for a
full explanation of all proposed changes to the bus transit network associated with each alternative.

Comparisons between the performance of the No-Build, Enhanced Bus/TSM, and Build alternatives
considered the following four evaluation criteria: percentage of daily trips by transit mode, bus and rail
ridership within the study area, daily passenger miles and passenger hours of travel, and LRT boardings
by station. Each alternative would have a different impact on transit service markets. Table 3.1-1
summarizes the level of impact associated with restructuring and eliminating routes.

Table 3.1-2. End-to-End Travel Times for Enhanced Bus/TSM and Build Alternatives

Route AR
Enhanced 7311 Oak Grove Parkway 5th St/Marquette Ave 0:48:44
BT 53;26 Maple Grove Transit Station 5th St/Marquette Ave 0:50:50
A-C-D2 Hemlock Lane 5th St/Nicollet Mall Station 0:33:19
B-C-D2 Oak Grove Parkway 5th St/Nicollet Mall Station 0:36:46

1 Routes 731 and 732 are new services in the Enhanced Bus/TSM alternative designed to provide reverse commute and intra-corridor
access along the Bottineau Transitway between downtown Minneapolis and Brooklyn Park (Route731) and Maple Grove (Route 732),
supplementing the existing express and limited stop service.

Table 3.1-3. Summary of Operating Frequencies (Minutes between Buses/Trains)!

Day of Week | Time Period Sl JETAR
e Route 731 | Route 732 | Routes 731 + 732 Combined? | All alternatives
Weekday Peak3

Saturday Day/evening

1 The frequencies presented in this table are general and used in travel demand modeling inputs. Frequencies are defined at a more
detailed level for times of day for service planning and cost estimation efforts conducted as part of the Draft EIS.

2 Routes follow same path south of Brooklyn Boulevard (Starlite Transit Center).

3 Peak periods refer to 6:00 a.m. to 9:00 a.m. (morning) and 3:00 p.m. to 6:30 p.m. (evening).

A map of the Enhanced Bus/TSM Routes 731 and 732 is shown below in Figure 3.1-3.
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Figure 3.1-3. Enhanced Bus/TSM Routes 731 and 732
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Transit Ridership Results

Unlinked Trips/Corridor Transit Boarding

Table 3.1-4 shows the Bottineau Transitway ridership totals by alternative and service type. These are
“unlinked” trips, representing individual transit boardings (as opposed to a “linked” trip, which represents
a transit user who makes a trip between an origin and destination, regardless of the number of transfers).
Corridor service restructuring in the Enhanced Bus/TSM and Build alternatives is intended to enhance
intra-corridor connectivity by creating the potential for more trips involving transfers. Therefore, the
number of unlinked trips is greater than that of linked trips.

m  Compared to 2010 levels, ridership is expected to increase 35 percent by the year 2030 under the
No-Build alternative, including 4,700 daily trips on the assumed West Broadway Avenue enhanced
transit service through north Minneapolis into Robbinsdale.

m  Service improvements and restructuring in the Enhanced Bus/TSM alternative are forecast to
increase transit trips in the corridor by an additional 29 percent over the No-Build alternative,
including 18,300 daily trips on the Enhanced Bus/TSM routes (731 and 732) by the year 2030.

m  Selective elimination or restructuring of routes (as described in Table 3.1-1) would slightly reduce the
amount of express ridership from a 2030 forecast of 8,000 riders per day to between 6,500 to 7,900
riders per day. Most peak express ridership to downtown Minneapolis would remain on buses, while
some existing express riders would choose to use transitway service where time savings can be
realized.

The Build alternatives are forecast to carry 26,000 to 27,600 trips per day on the LRT transitway,
depending on the alternative. Overall corridor ridership for Build alternatives is 21 to 27 percent greater
than for the Enhanced Bus/TSM alternative.

Table 3.1-4. Bottineau Corridor Transit Ridership Summary (Average Weekday Unlinked Trips)

2030
2030
2010 2030 _ Enhanced B-C-D1

No-Build (Preferred

Alternative)
Local Bus 25,300 30,600 27,200 31,100 30,100 29,900 29,300

6800 8000 7900 7500 7700 6700 6800
West Broadway

Avenue transit - 4,700 2,300 2,500 2,000 2,500 2,000
service improvementl

Bus/TSM

27,600 27,200 27,000 26,000
Change over 15,200 13,400 13,900 11,800

Enhanced Bus/TSM

1Includes transit service improvements along West Broadway Avenue connecting downtown Minneapolis with north Minneapolis,
extending to downtown Robbinsdale in correlation with the rapid bus concept identified in the regional Transportation Policy Plan. Does not
include a planning initiative underway (being led by the City of Minneapolis) for an alternatives analysis which will include study of a
streetcar alternative along West Broadway Avenue.
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Reverse Commute/Off-Peak Period Ridership

Table 3.1-5 provides a summary of selected Bottineau Transitway ridership characteristics. For each of
the LRT alternatives, 55-56 percent of total daily ridership occurs in the peak period. These results are
consistent with those currently observed on the Blue Line (Hiawatha LRT). Work trips make up 65-66
percent of the peak period demand, which is higher than the 61 percent found on the Blue Line. Reverse
commute trips (work trips in the non-peak direction) constitute 37-42 percent of the peak work trips.
Travel in the off-peak time periods is 44-45 percent of the daily transit ridership.

Table 3.1-5. Ridership by Peak/Off-Peak and Direction (2030)

B-CD1
(Preferred B-C-D2
Alternative)
Total Daily Transitway Riders 27,600 27,200 27,000 26,000
Percent of Daily Total 56% 56% 56% 55%
Percent of Peak Period Trips 66% 66% 65% 65%
Percent of Peak Period Work Trips 60% 58% 63% 61%
Percent of Peak Period Work Trips 40% 42% 37% 39%
Percent of Daily Total 44% 44% 44% 45%

Linked Trips/New Transit Trips

A linked trip represents a transit user who makes a trip between an origin and destination, regardless of
the number of transfers the user makes. The net regional increase of all of these linked trips is commonly
referred to as “new transit trips.” Table 3.1-6 provides a regional summary of linked transit trips for
existing service (2010) and projected “new transit trips” that would result from the No-Build, Enhanced
Bus/TSM, and Build alternatives.

Even without improvements to the Bottineau Transitway, significant growth in regional transit ridership is
forecast to occur between 2010 and 2030 as a result of planned investment in the regional transit
system, including other LRT, BRT, and arterial BRT corridors. These improvements are included in the No-
Build alternative. For the Build alternatives, new transit trips are attributable only to those improvements
associated with the Bottineau Transitway. Compared to the Enhanced Bus/TSM alternative, the LRT
alternatives attract 6,450-8,400 new transit trips each weekday.
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Table 3.1-6. Regional Linked/New Transit Trips

2030
2030 2030 2030 B-C-D1 2030

Enhanced

Bus/TSM A-C-D1 (Preferred B-C-D2

Alternative)

No-Build

Average Weekday 3 500 324100 331,450 339,850 339,250 338,600 337,900
Linked Trips

Percent

Change over B ~ ~ . . . .
Enhanced Bus/ 2.5% 2.4% 2.2% 2.0%
TSM

1ncrease of 120,550 linked trips over 2010 (59% increase)
2 Increase of 7,350 trips over No-Build (2.2% increase)

User Benefits

The results of the Regional Travel Demand Forecast Model can be used to illustrate the extent to which
different geographic areas in the region would potentially benefit from the Bottineau Transitway Build
alternatives, as compared to the Enhanced Bus/TSM alternative. These benefits are usually projected as
the overall travel time savings (called user benefits). Using the travel demand model results, the
performance of the Enhanced Bus/TSM and Build alternatives are compared, and the overall time and
cost savings of each alternative are estimated. To make the comparison easier, all cost savings are
converted to equivalent time savings.

These savings are generally expressed as daily hours of user benefit for regional transit riders. They are
used in the estimation of the project’s cost effectiveness index (CEl), which is one of the factors that the
Federal Transit Administration (FTA) uses to evaluate a project’s potential for federal funding.! Table
3.1-7 summarizes the daily hours of user benefit that would accrue to transit riders as a result of each
alternative.

Table 3.1-7. Daily (Weekday) Hours of User Benefit (2030)

B-C-D1
A-C-D2 (Preferred B-C-D2

Alternative)
Daily User Benefit Hours 9,460 9,000 8,520 7,940

User benefits for a given alternative vary by geographic area within the alternative. Detailed maps of the
distribution of user benefits are provided in Appendix A of the Transportation Technical Report (Kimley-
Horn and Associates & SRF Consulting Group, 2012).

Vehicle Miles Traveled

The Build alternatives would reduce the number of trips made by persons in automobiles, decreasing the
amount of automobile (vehicle) travel in the region by 62,800 to 73,800 vehicle miles traveled (VMT) per

1 Under the Safe Accountable Flexible Efficient Transportation Equity Act-A Legacy for Users (SAFETEA-LU), the Federal Transit
Administration used user benefits and the cost effectiveness index (CEI) to evaluate a transitway’s potential for federal funding. With the
expiration of SAFETEA-LU and the enactment of Moving Ahead for Progress in the 21st Century (MAP-21), FTA no longer measures cost
effectiveness with the user benefits metric and instead uses a simple ratio of annual capital and operating costs per trip on the transitway.
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day compared to the baseline Enhanced Bus/TSM alternative. On a per person basis (reflecting both auto
drivers and passengers switching to transit) the reduction would range from 8.8 to 9.7 VMT per new rider.
The Build alternatives would reduce the number, as shown in Table 3.1-8.

Table 3.1-8. Daily (Weekday) Reduction in Vehicle Miles Traveled (2030)

Enhanced Ok
A-CD1 A-C-D2 (Preferred
NS/ Alternative)

Daily Reduction in VMT over No-Build -51,700 -

New Transit Riders 8,400 7,800 7,150 6,450

Figure 3.1-4 is a graphical representation of the boardings and alightings at each station on each
Bottineau LRT Build alternative. Circle sizes are proportional; the circles in the legend provide a reference
for approximate boardings and alightings.

3.1.4.2 Operating Phase Impacts

No-Build Alternative

No operating phase impacts would be associated with the No-Build alternative.
Enhanced Bus/TSM Alternative

The Enhanced Bus/TSM alternative would result in a reduction in vehicle miles traveled, and an increase
in average weekday trips on transit. Please see Table 3.1-9.

Build Alternatives

Operations of any of the Build alternatives would result in reduced vehicle miles traveled, an increase in
new transit riders, an increase in daily user benefit hours, and an increase in average weekday trips on
transit. Specifics are shown in Table 3.1-9

Table 3.1-9. Summary of Build Alternative Benefits
B-C-D1

(Preferred
Alternative)

New Transit Riders 8,400 7,800 7,150 6,450

Change over TSM 15,200 13,400 13,900 11,800

Average Weekday Linked Trips 331,450 339,850 339,250 338,600 337,900

Percent change over TSM 2.5% 2.4% 2.2% 2.0%

Enhanced
Bus/TSM

March 2014 3-13



’BottmeauTranSItway

DRAFT ENVIRONMENTAL IMPACT STATEMENT

Figure 3.1-4. 2030 Forecast Daily Station Use for Build Alternatives
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3143 Construction Phase Impacts

No-Build Alternative

No construction phase impacts would be associated with the No-Build alternative.

Enhanced Bus/TSM Alternative

No construction phase impacts would be associated with the Enhanced Bus/TSM alternative.
Build Alternatives

Existing routes in the Bottineau Corridor are shown in Figure 3.1-1. Construction of any of the Build
alternatives could result in intermittent impacts to bus operations on any of these routes within the
construction area. These may include temporary stop relocations or closures, route detours, or
suspensions of service on segments of routes operating on streets where LRT is being constructed. As
project planning and engineering advances, transit routes will be reevaluated and transitway construction
will be planned to minimize disruption to transit service.

3.1.5 Avoidance, Minimization, and/or Mitigation Measures

For short-term changes to bus operations during construction, Metro Transit would post information at
bus stops indicating temporary stop closures and/or detour details. Information would also be published
in advance of detours on Metro Transit’s website and in its on-board information brochure, Connect.

For implementation of the Preferred Alternative, Metro Transit would develop and refine a service plan to
enhance the transitway service, including service changes to improve transfers from connecting bus
service to LRT. Metro Transit would follow standard procedures for route changes, additions, and
deletions which will include a Title VI analysis to determine how service changes would affect low-income
and minority communities, a community outreach process in designing route changes, a public hearing
for the proposed service changes, and ongoing outreach efforts to communicate service changes prior to
implementation.2

3.2 Freight Rail Conditions

Information in this section is based on the information provided in the Transportation Technical Report
(Kimley-Horn and Associates & SRF Consulting Group, 2012).

HCRRA and the Metropolitan Council applied for a preliminary jurisdictional determination from the
Federal Railroad Administration (FRA) in a letter dated June 17, 2013. FRA concluded that Bottineau
Transitway would be an urban rapid transit (URT) operation; therefore, FRA would not exercise its safety
jurisdiction over the Bottineau Transitway except to the extent necessary to ensure railroad safety at any
limited shared connections between the Bottineau Transitway and other railroad carriers that operate on
the general railroad system of transportation (see Appendix D).

HCRRA has discussed with BNSF representatives the acquisition of the eastern 50 feet of BNSF’s right-of-
way for LRT purposes and preserving the western 50 feet for the freight track and access road. Additional
coordination will take place as the project advances into further stages of project development.

2 Metro Transit recently completed a transit service study for the Central Corridor LRT line, which involved extensive outreach to the
communities along the corridor including: contacting and meeting with neighborhood and community groups and District Councils; holding
five public hearings; posting brochures with comment cards for current customers and the general public; and hiring “trusted advocates”,
well-connected members of the community who conducted individual meetings in their communities to gather feedback and explain the
route change process. The study also evaluated potential impacts to low-income and minority populations by completing a Title VI analysis,
as well as evaluating the efficiency and effectiveness, route coverage, and budgetary impacts of the proposed service changes. A similar
process would be completed for the Bottineau Transitway Project.
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3.2.1 Regulatory Context and Methodology

Preliminary Bottineau Transitway design drawings and existing BNSF track charts were used to identify
potential physical impacts to freight rail infrastructure. Minnesota State Statute 219.46, BNSF Railway,
American Railway Engineering and Maintenance-of-Way Association (AREMA), and Minnesota Department
of Transportation (MnDOT) requirements were reviewed to determine vertical and horizontal clearance
requirements for the freight rail track. Per Minnesota State Statue 219.46, subd. 2, a minimum of 14 feet
horizontal separation is required between the rail track centerline. The Bottineau Transitway Project
provides a horizontal separation greater than 14 feet. This additional separation would allow a service
road to be constructed between the LRT and freight rail track and also would allow Metropolitan Council
and BNSF to perform maintenance on their respective track without impacting service on the other track.

3.2.2 Study Area

The study area for freight impacts is approximately 8.4 miles of the BNSF right-of-way within the
Monticello Subdivision located between Brooklyn Boulevard in Brooklyn Park (Mile Post (MP) 9.99) and
TH 55 in Minneapolis (MP 1.56). The width of the BNSF-owned right-of-way is generally 100 feet
(approximately 50 feet on either side of the existing freight rail track).

3.2.3 Affected Environment

Within the study area, the BNSF operates on one freight rail track generally located in the center of a 100-
foot right-of-way that the railroad owns and maintains. Within this area, there are several locations where
the BNSF right-of-way is less than 100 feet. BNSF operates one freight train per day on this track. During
peak operations in previous years, up to five trains per day operated in the corridor. Future freight
operations could increase or decrease based on the future needs of BNSF.

This portion of the BNSF system is located in “dark territory,” which means that train movements are
controlled by track warrants or train order operations, with train dispatchers issuing orders by radio
communication with train engineers, not by train signals. This type of system allows only one train to be
on a particular segment of the track at any given time. This portion of the corridor is Class Il track and
operates at a maximum speed of 25 miles per hour (mph) based on existing track conditions.

Between Brooklyn Boulevard and [-94, four siding tracks allow rail service to be provided to the Anchor
Block site, Atlas Cold Storage building, former Knox Lumber site, and the current Feed My Starving
Children building. BNSF has not provided service to these sites for several years.

The CP Railway has two tracks that come into contact with the BNSF rail line. One is located between
Bass Lake Road and Corvallis Avenue and generally runs east-west. At this location, the BNSF track
crosses the CP track perpendicularly with a diamond crossing. The second track is located at the south
end of Alignment D1, where the CP track connects to the BNSF track with a crossover.

Within Alignments A, B, and C, the existing freight rail track is generally at the same elevation as the
adjacent roadways. There are 10 at-grade crossings, with active warning devices provided at nine of them
(detailed in the Transportation Technical Report (Kimley-Horn and Associates and SRF Consulting Group,
2012)). Passive warning devices are provided at the 40th Avenue at-grade crossing, located within
Alignment C.

Between 36th Avenue N and TH 55 in Alignment D1, the freight rail track is located in a 100-foot right-of-
way within a “trench” at an elevation that is lower than the adjacent infrastructure. In these areas there
are vegetated side slopes on either side of the track and no at-grade crossings. The track crosses under
five bridge structures, two of which (Golden Valley Road and Theodore Wirth Parkway) were designed to
accommodate a future LRT track. The track located in the remaining portion of Alignment D1 is generally
at the same elevation or higher than the adjacent roadways.
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Figure 3.2-1. Freight Rail Study Area
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3.24 Environmental Consequences

3.24.1 Operating Phase (Long-Term) Impacts
No-Build Alternative

No operating phase (long-term) impacts to the freight rail corridor would be associated with the No-Build
alternative.

Enhanced Bus/TSM Alternative

No operating impacts to the freight rail corridor would be associated with the Enhanced Bus/TSM
alternative.

Build Alternatives

The Build alternatives include constructing the proposed LRT guideway in the eastern half of the BNSF
right-of-way (see discussion under Section 3.2). The project would divide the existing 100-foot right-of-way
to accommodate both the BNSF and LRT tracks. This would require that the BNSF track be relocated
approximately 25 feet to the west, allowing BNSF to operate within the western 50 feet of the right-of-way
while, providing 25 feet of horizontal clearance from the rail track centerline at most locations. The LRT
tracks would operate in the eastern 50 feet of the existing right-of-way. Proposed project construction
would include a 12-foot wide access road generally located between the relocated BNSF track and the
LRT guideway. See Figure 3.2-2 for a typical section diagram.

The Build alternatives include modifications to active warning devices and signals for at-grade crossings
in order to accommodate the relocated BNSF and new LRT tracks. This would include relocation of
existing active warning devices, such as gate arms, to accommodate the relocated BNSF track and LRT
track, and installation of new active warning devices, such as gate arms, at locations where they are not
currently provided. The project would include fencing at LRT stations to provide additional separation
between pedestrians using the LRT station platform and the freight rail operations. Replacement of
existing fence located on the BNSF right-of-way line affected by construction would also be provided.

While BNSF would be required to operate within the western 50 feet of their right-of-way, the
incorporation of an access road would improve BNSF’s overall accessibility to their track. No additional
right-of-way is required to implement the access road. The project is relocating the existing freight track
but is not changing the overall configuration or location of the freight track; therefore, no operational
changes are anticipated.

Table 3.2-1 provides a summary of the operating impacts of the various alternatives on freight rail.

Further discussion of the impacts and improvements needed to accommodate the relocated freight rail
alignment is provided below. Unless otherwise noted, these impacts do not have a permanent impact to
freight rail operations.
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Table 3.2-1. Operating Phase (Long-Term) Impacts By Alternative - Freight Rail

Alternative Total Freight Rail Impact!

No-Build No impact

ACD1 No direct impact to freight rail operations in Alignments A, C, and D1.
Potential impact to CP Rail in Alignments C and D1.2
. No direct impact to freight rail operations in Alignments B, C, and D1.
PO DL (e e Potential impact to CP Rail in Alignments C and D1.

1There are no anticipated freight rail impacts associated with the proposed park-and-ride or OMF facilities.
2 Potential impacts to CP Rail include relocation of an existing diamond crossing where CP Rail and BNSF Railway cross each other north of
TH 100 and reconstruction of an existing turnout that provides a connection between CP Rail and BNSF Railway north of TH 55.
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Bridge Modifications

As shown in Table 3.2-2, between two and six bridges within the limits of the freight rail corridor may need
to be modified, depending on the alternative. Modifications range from slope and retaining wall changes
to bridge piers to construction of a new bridge structure. Further details are provided in Table 3.2-3 and in
the Transportation Technical Report (Kimley-Horn and Associates & SRF Consulting Group, 2012).

Table 3.2-2. Location of Potential Bridge Modifications Along Rail Corridor

Potential Bridge Modifications
Alternative TH 100 36th Avenue Golden Theodore Wirth | Plymouth TH 55
VaIIey Road Parkway Avenue
A-CD1
___——_
B-C-D1 (Preferred

Alternative) S S S oS 2 8

Table 3.2-3. Potential Bridge Modifications

. Bridge
Alignment Proposed Improvements

Provide two separate bridge structures for LRT and BNSF tracks. The
existing BNSF bridge structure will be widened to accommodate two LRT
tracks and a new BNSF bridge structure will be constructed south of the

TH 100 existing alignment. The BNSF track alignment will be shifted to
accommodate the new BNSF bridge structure.

BNSF operations would only occur on the new BNSF bridge structure, which

Alignment C they would be required to maintain.

(part of the The existi | ; . £ th K |
T~ e existing slope pawpg and portions of the embankment would be
Alternative) removed and new retaining walls would be constructed to accommodate

the relocated freight rail track. A horizontal clearance of approximately 15
feet would be provided between the existing bridge pier and new retaining

ety wall within the west portal of the bridge structure.

Avenue
Existing piers would require modifications to provide adequate crash wall
protection based on current MNnDOT and AREMA standards.

No change to BNSF operations or maintenance requirements.
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Table 3.2-3. Potential Bridge Modifications (continued)

. Bridge
Alignment Proposed Improvements

Alignment A

The BNSF freight rail track would be relocated approximately 25 feet west of its current alignment. South
of 71st Avenue, a portion of the BNSF right-of-way is less than 100 feet wide due to the 71st Avenue
roadway configuration. This may require installation of a barrier between the existing roadway (back of
sidewalk) and freight rail track. Existing sidings that are located south of Brooklyn Boulevard are currently
out of service, and in some cases not connected to the existing freight track. The relocated freight track
may need to reconnect these existing sidings, if service to these customers is anticipated to resume.

Alignment B (part of the Preferred Alternative)

The BNSF freight rail track would be relocated approximately 25 feet west of its current alignment. South
of 71st Avenue, a portion of the BNSF right-of-way is less than 100 feet wide due to the 71st Avenue
roadway configuration. This may require installation of a barrier between the existing roadway (back of
sidewalk) and freight rail track. Existing sidings that are located south of Brooklyn Boulevard are currently
out of service, and in some cases not connected to the existing freight track. The relocated freight track
may need to reconnect these existing sidings, if service to these customers is anticipated to resume.

Alignment C (part of the Preferred Alternative)

The BNSF freight rail track would be relocated 25 feet west of its current alignment. The existing diamond
crossing that is located at the BNSF/CP Railway at-grade intersection would require relocation as part of
shifting the freight rail track. The southern portion of Alignment C is located within the “trench” described
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previously. In some areas, retaining walls would replace the existing vegetated side slopes on either side
of the BNSF railroad corridor to accommodate the relocated freight rail track and minimize adjacent
property impacts.

The existing BNSF bridge that crosses over TH 100 would require modifications to accommodate the LRT
guideway, and a new BNSF bridge would be constructed south of the existing bridge. Two bridge
structures are proposed to minimize construction impacts to BNSF operations. This would allow BNSF to
utilize the existing bridge structure until the new bridge structure is constructed. Once constructed, BNSF
would transition to the new bridge structure allowing the existing bridge structure to be widened for the
LRT guideway. See Table 3.2-3 for proposed modifications.

The 36th Avenue Bridge, which is located at the south end of Alignment C, would require modifications to
accommodate the relocated freight rail track and LRT guideway, including new retaining walls and some
modifications to existing piers to provide adequate crash wall protection (see Appendix E for additional
detail). Unlike some of the bridges located within Alignment D1, this bridge was not designed to
accommodate a future track within the west portal. See Table 3.2-3 for proposed modifications.

Alignment D1 (part of the Preferred Alternative)

Alignment D1 is located within the “trench” described previously. In some locations, retaining walls would
replace the existing vegetated side slopes on either side of the BNSF railway corridor to accommodate the
relocated freight rail track and elevation difference and to minimize adjacent property impacts. At
Plymouth Avenue and TH 55, the proposed freight rail alignment transitions to the existing alignment to
minimize impacts to existing bridge structures. The Golden Valley Road Bridge, Theodore Wirth Parkway
Bridge, Plymouth Avenue Bridge, and TH 55 Bridge would all require modifications in order to
accommodate the relocated freight rail track and LRT guideway. See Table 3.2-3 for proposed
modifications.

The existing crossover located north of TH 55 at the south end of Alignment D1 would require
reconstruction to accommodate the relocated freight rail track.

Alignment D2

Freight rail impacts associated with Alignment D2 would be minimal and would be located at the northerly
end of Alignment D2 where the alignment exits the BNSF right-of-way at 34th Avenue. North of 34th
Avenue the freight rail track would be relocated generally 25 feet west of its existing alignment to
accommodate the LRT guideway. South of 34th Avenue, the freight rail track would transition back to its
existing alignment, which is generally located in the center of the BNSF right-of-way.

Alignment D Common Section (part of the Preferred Alternative)
There are no impacts associated with freight rail in the Alignment D Common Section.

Traction Power Substations

TPSS sites would be located on the east side of the proposed LRT track, with a minimum horizontal
clearance between the TPSS stations and the LRT track centerline of eight feet. Larger horizontal
clearances, a minimum of 15 feet, would be required if located adjacent to the BNSF freight rail track.
However, they could be located on property adjacent to the tracks to avoid or minimize impacts to the
freight rail tracks. Depending on the location of the TPSS site, utilities may need to cross under or over
the freight rail tracks. Vertical and horizontal clearances, as required by the BNSF Utility Accommodation
Policy, would need to be maintained for these utility crossings.

3.24.2 Construction Phase Impacts
No-Build Alternative

No construction phase impacts to freight rail are associated with the No-Build alternative.
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Enhanced Bus/TSM Alternative
No construction phase impacts to freight rail are associated with the Enhanced Bus/TSM alternative.
Build Alternatives

Construction activities required to relocate the freight rail track, located within Alignments A, B, C and D1,
required as part of constructing the LRT guideway, would affect existing freight service within the corridor.
Construction phase impacts would be minimized through phasing, which would allow freight rail
operations to continue throughout the duration of construction. Construction phasing would likely consist
of constructing the new freight rail track adjacent to the existing track, shifting freight rail operations to
the new freight rail track and then removing the existing freight rail track to allow for construction of the
LRT guideway. Grade crossing improvements will likely be constructed during 48-hour weekend closures
(for road and civil work). Construction signage and traffic control devices will be provided and
vehicular/pedestrian traffic will be detoured around the grade crossing construction zone. Bridge
modifications identified at 36th Avenue, Golden Valley Road, Theodore Wirth Parkway and Plymouth
Avenue are located under the bridge deck and would have a minimal impact to general traffic and
bike/pedestrian movements. Relative to modifications to the existing BNSF bridge over TH 100,
construction/modifications to the bridge structures would not physically occur on TH 100 and should
have a minimal impact to vehicular traffic on TH 100. It is anticipated that some lane closures may be
required to construct the bridge, but a complete roadway closure is not anticipated.

It is anticipated that the majority of the construction work associated with relocating the freight rail track
would occur during the traditional construction season when ambient temperatures remain above
freezing. Some work, such as bridge, retaining wall piling and foundation work may be able to occur
during the winter months.

Construction activities associated with relocation of the freight rail track will primarily occur within the
existing BNSF Railway right-of-way, with some temporary easements to accommodate construction
outside of the in-place railroad right-of-way.

Impacts to vehicular traffic on TH 100 would occur during construction of the two bridge structures over
TH 100. It is anticipated that these impacts would not be significant and may require lane closures during
portions of the construction.

Construction activities may also result in temporary impacts to sidings used by freight customers.
Temporary crossovers between the existing and relocated freight rail track would be required to facilitate
construction phasing and maintain freight operations. Construction of these crossovers would occur to
minimize impacts to freight rail operations within the corridor. Construction impacts associated with each
alternative are shown in Table 3.2-4.

Table 3.2-4. Construction Impacts by Alternative - Freight Rail

Alternative Total Freight Rail Impact!

No-Build No impact

Enhanced Bus/TSM No impact

ACD1 Operational impact during construction associated with track relocation in
Alignments A, C, and D1

A-C.D2 Operational impact during (_:onstruction associated with _track relocation in
Alignments A and C. Minor impact at the north end of Alignment D2.

B-C-D1 (Preferred Operational impact during construction associated with track relocation in

Alternative) Alignments B, C, and D1

B-C.D2 Operational impact during construction associated with track relocation in

Alignments B and C. Minor impact at the north end of Alignment D2.
1There are no anticipated freight rail construction impacts associated with the proposed park-and-ride or OMF facilities.

March 2014 3-24



’BottmeauTransnway

DRAFT ENVIRONMENTAL IMPACT STATEMENT

Construction of Alignments C and D1, as well as the southerly portions of Alighments A and B, would
result in temporary impacts and interruptions in freight rail service that would be required as part of
relocating and reconstructing the existing freight rail infrastructure. Freight rail operations would be
temporarily interrupted when operations shift from the existing freight rail line to the new freight rail track.
Coordination with BNSF Railway would be conducted to minimize impacts during construction.

3.2.5 Avoidance, Minimization, and/or Mitigation Measures

Where existing freight rail track is relocated, conditions would be improved compared to the existing rail
infrastructure through providing continuously welded rail (CWR) and a new service road adjacent to the
relocated freight rail track.

Mitigation measures, such as construction phasing to minimize track outages, would be taken to
minimize impacts to existing freight rail operations during construction. Coordination with BNSF Railway
and CP Rail would continue through the National Environmental Policy Act (NEPA) process and beyond to
affirm appropriate mitigation measures.

3.3 Vehicular Traffic

Information included in this section is based on the information provided in the Traffic Technical Report
(Kimley-Horn and Associates, 2012).

331 Regulatory Context and Methodology

The approach to the traffic operations analysis is derived from the established methodologies
documented in the Highway Capacity Manual (HCM). The HCM contains a series of analysis techniques
for evaluating the operations of transportation facilities under various operating conditions, such as
geometric configuration, intersection control, type of roadway facility, and other factors such as bus stops,
parking maneuvers, and percentage of heavy vehicle traffic. The Bottineau Transitway traffic models have
been developed using Synchro/SimTraffic and VISSIM, software packages that implement the HCM
methodologies. The inputs into the models include lane geometrics, existing and forecasts turning
movement volumes, intersection traffic control devices, and signal timing characteristics. The level of
service (LOS) thresholds, as defined by the HCM, are shown in Table 3.3-1. Based on standard practice in
the traffic engineering industry, as well as guidance from the American Association of State Highway and
Transportation Officials (AASHTO) and conformance with MnDOT and Hennepin County practice, the
threshold for acceptable level of intersection operations is between LOS D and LOS E (with LOS D being
considered acceptable and LOS E unacceptable) during the peak hour for urban and suburban areas. The
PM peak hour was analyzed as the worst case scenario based on the higher traffic volumes during the
PM peak hour compared to the AM peak hour. In addition, initial capacity analysis at selected
intersections along the corridor showed that the intersections had higher delays during the PM peak hour
compared to the AM peak hour due to the higher overall traffic volumes and greater demand/capacity
ratios.

3 City and county comprehensive plans were used to identify the 2030 forecasts that were used for the traffic modeling.
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Table 3.3-1. Intersection Level of Service Definitions

Average Delay (seconds/vehicle)
Level of Service (LOS)

Signalized Intersection Unsignalized Intersection

A <10 <10
B 10-20 10-15
C 20-35 15-25
D 35-55 25-35
E 55-80 35-50
F >80 >50

Source: Highway Capacity Manual 2010, Transportation Research Board.

The traffic operations analysis has also incorporated the requirements and standards documented in the
Minnesota Manual on Uniform Traffic Control Devices (MN MUTCD) relative to requirements for signal
preemption (manipulation of traffic signals to provide green lights for priority vehicles) and gate
operations.

All full-access intersections with the transitway (i.e., locations where all vehicular movements are allowed)
were assumed to be signalized to provide safe movement of transit light rail vehicles (LRV) and motorized
vehicles. In addition, at-grade roadway crossings with transit LRV speeds greater than 35 mph would be
equipped with automatic gates, based on the MN MUTCD standards.

3.3.2 Study Area

The analysis of traffic operations for the Bottineau Transitway Project included existing and proposed
signalized intersections along the Bottineau Transitway alternative alighments. In addition, several
unsignalized crossings of the transitway that would be controlled with automatic gates have been
included in the analysis.

3.33 Affected Environment

The regional highway system consists of principal and minor arterials, including Interstate, state
highways, and county highways, and some city streets. The Metropolitan Council 2030 TPP indicates that
the existing roadway network is expected to experience a substantial increase in automobile demand by
the year 2030, with a regional forecast of 91.2 million daily VMT, an increase of 37 percent compared to
2005 VMT. This would equate to an approximate average growth of 1.5% per year.

Although the opportunities for roadway expansion to address this increase in VMT are limited within the
study area, several roadway improvement projects are planned within the study area by 2030:

m CSAH 103 (West Broadway Avenue) Reconstruction, south of Candlewood Drive to north of CSAH 30
(93rd Avenue) - Capacity expansion from two lanes to four lanes (Hennepin County Transportation)

m CSAH 81 Reconstruction, CSAH 10 (Bass Lake Road) to CSAH 30 (Hennepin County Transportation)
m Candlewood Drive Extension, CSAH 103 to 79th Avenue (City of Brooklyn Park)
m TH 610, CSAH 81 to I-94 - New roadway construction (MnDOT)
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3.34 Environmental Consequences

3.34.1 Operating Phase (Long-Term) Impacts
No-Build Alternative

The results of the 2030 No-Build traffic analysis provide a basis from which to determine the impacts of
the Bottineau Transitway Project. The intersections shown in Table 3.3-2 fall into one of two categories:

m The intersection operates at unacceptable levels (LOS E or F) under the future No-Build conditions.

m There are concerns at the intersection relative to the operations in the future Build conditions, and
therefore there is a need for comparison to determine the impacts due to background growth and
changes and the impacts due to the Bottineau Transitway Project.

The results of the 2030 No-Build analysis for the PM peak hour are shown in Table 3.3-2. More detailed
analysis and results discussion are provided in the Traffic Technical Report (Kimley-Horn and Associates,
2012).

Table 3.3-2. No-Build 2030 PM Peak Traffic Operations

vehicle) LOS
F
F
C
C

CSAH 81 at Penn Ave/McNair Ave 84
TH 55 at Penn Ave 150+
TH 55 at W Lyndale Avenue (I-94 West Ramps)? 29

TH 55 at E Lyndale Avenue (I-94 East Ramps)! 26

1Although the TH 55/Lyndale intersections operate at acceptable levels (LOS C), they are included for comparison to the 2030 Build
conditions.

Enhanced Bus/TSM Alternative

The Enhanced Bus/TSM alternative would not be expected to have any significant operating phase (long-
term) impacts because the Enhanced Bus/TSM alternative is very comparable to the No-Build alternative
from a traffic operations perspective. The increase in the number of transit vehicles, transit stops, and
potential transit signal priority along CSAH 81 may have minor effects on traffic flow and vehicle delay but
are not expected to be significant. Therefore, traffic operations were not analyzed for the Enhanced
Bus/TSM alternative because the analysis would not provide additional information relative to identifying
impacts of the Bottineau Transitway Project.

Build Alternatives

The summary of intersections expected to operate at LOS E or LOS F in the 2030 PM peak hour Build
conditions is provided in Table 3.3-3. In general, all intersections would be expected to have acceptable
operations under any of the Build alternatives. The LOS E/F operations at the CSAH 81/ CSAH 2 (Penn
Avenue) and Penn Avenue/TH 55 intersections during the PM peak hour would be expected to occur in
2030 even if the Bottineau Transitway Project was not constructed.
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Table 3.3-3. Impacts By Alternative - Traffic Operations

No-Build CSAH 81 at Penn Avenue
Penn Avenue at TH 55

Enhanced Bus/TSM No impacts

A-C-D1 Penn Avenue at TH 55

A-CD2 CSAH 81 at Penn Avenue

Penn Avenue at TH 55
B-C-D1 (Preferred Alternative) Penn Avenue at TH 55

CSAH 81 at Penn Avenue
B-C-D2 Penn Avenue at TH 55

A description of potential impacts by the component alighments that make up each alternative is
provided below. More detailed presentation of the analysis results is provided in the Traffic Technical
Report (Kimley-Horn and Associates, 2012).

Alignment A

The intersections in Alignment A affected by the proposed action would be expected to operate
acceptably during the PM peak hour. The results of this analysis are shown in Table 3.3-4. The future
Arbor Lakes Parkway intersections were not modeled because it has been assumed that the roadway
would be designed with adequate geometrics to accommodate future transit operations. The transitway
operating speed along Arbor Lakes Parkway would be 35 mph, and therefore the signals would be
anticipated to operate under transit priority.

The CSAH 81 and CSAH 130 (Brooklyn Boulevard) intersection would be expected to operate at or near
capacity (LOS E). However, this is not due to any effect caused by the operations of the Bottineau
Transitway because the transitway would be grade-separated over CSAH 130. The grade separation
would eliminate any potential influence of transit operations on the overall intersection operations at this
location. The other intersections analyzed in Alignment A would be expected to have acceptable
operations during the peak hour.

In Alignment A, three public intersections would be converted from full access to right-in/right-out.4 In
addition, three traffic signals are to be added along the proposed Arbor Lakes Parkway, and two
signalized crossings with gates would be added at 73rd and 71st Avenues.

4 Right-in/right-out intersections do not permit left turns or through movements.
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Table 3.3-4. Alignment A 2030 PM Peak Traffic Operations

Intersection Assumed Traffic | Vehicle Delay : Comments
Signal Operating | (seconds/ IMEEEEEER

Scheme vehicle)
CSAH 130 at Boone Avenue Transit Priority

CSAH 81 at 73rd Avenue Preemption

Alignment B (part of the Preferred Alternative)

Alignment B includes CSAH 103, which is currently in the planning stages for a roadway reconstruction
project from north of CSAH 30 to south of Candlewood Drive. The proposed roadway improvement project
is a Hennepin County project, separate from the Bottineau Transitway Project, and includes expanding the
roadway from a two-lane undivided to a four-lane divided section with a median wide enough to
accommodate a future transportation purpose. Construction activities for the CSAH 103 roadway
improvements are scheduled for late 2015.

The intersections in Alignment B affected by the proposed action would be expected to operate

acceptably during the PM peak hour Build alternative. The results of this analysis are shown in Table
3.35.

Seven public intersections would be converted from full access to right-in/right-out in Alignment B. Five
new traffic signals would also be added, with a potential for two additional traffic signals with the 101st
Avenue OMF Alternative. Two traffic signals would be removed and the intersections would be converted
to right-in/right-out. In addition, Alignment B would include two at-grade crossings on Jolly Lane and

Lakeland Avenue. Similar to Alignment A, one signalized crossing with gates would be included at 71st
Avenue.

Table 3.3-5. Alignment B 2030 PM Peak Traffic Operations

Intersection Assumed Traffic Vehicle Delay
Signal Operating | (seconds/

Intersection | Comments

Scheme vehicle) =

CSAH 103 at 94th Avenue Preemption Diagonal crossing

————
CSAH 103 at Setzler

Parkway Preemption 17 B

CSAH 103 at College Park

Drive Preemption
CSAH 103 at CSAH 152
(Brooklyn Boulevard) Preemption
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Table 3.3-5. Alignment B 2030 PM Peak Traffic Operations (continued)

Intersection Assumed Traffic | Vehicle Delay ! P
Signal Operating | (seconds/ :_rggrsecnon
Scheme vehicle)

CSAH 81 at 73rd Avenue Preemption Diagonal crossing

Alignment C (part of the Preferred Alternative)

The intersections in Alignment C affected by the proposed action would be expected to operate
acceptably during the PM peak hour Build alternative. The results of this analysis for the PM peak hour
Build alternative are shown in Table 3.3-6.

The queues at the CSAH 9 (42nd Avenue) and CSAH 8 (West Broadway Avenue) intersection were also
evaluated to determine whether there would be any safety issues due to vehicle queues from the signal
extending to the at-grade transitway crossing. The modeling showed that the maximum eastbound queue
on CSAH 9 from the CSAH 8 intersection would be approximately 210 feet compared to a storage
distance of 350 feet. Therefore, no operational or safety impacts would be expected at the intersection or
the grade crossing due to the Bottineau Transitway.

Alignment C does not include any access closures or modifications, but eight crossings are proposed to
become signalized with gates.

Table 3.3-6. Alignment C 2030 PM Peak Traffic Operations

Intersection Assumed Traffic Vehicle Delay

Intersection | Comments

Signal Operating (seconds/ LOS

Scheme vehicle)
CSAH 81 at 63rd Avenue Preemption

Unsignalized; 5 A
Automatic Gates

CSAH 9 at Transitway

Alignment D1 (part of the Preferred Alternative)

The Bottineau Transitway would be grade separated from the roadway crossings through most of
Alignment D1, including at the transition into the median at TH 55. The intersections in Alignment D1
affected by the proposed action would be expected to operate acceptably during the PM peak hour Build
alternative, with the exception of the TH 55/Penn Avenue intersection. The results of this analysis are
shown in Table 3.3-7.

The TH 55/Penn Avenue intersection would be expected to operate at LOS E in the 2030 Build

conditions; however, this would be an improvement over the 2030 No-Build operations. The improvement
in intersection operations would be the result of intersection geometric improvements constructed as part
of the Bottineau Transitway Project that allow the northbound/southbound phases to operate
concurrently, rather than split phased as they do now. The intersection geometric improvements would
include median modifications, realignment of the northbound and southbound approach lanes, and
additional striping to guide left-turning vehicles through the intersection.
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Alignment D1 includes one public access modification along TH 55, west of the Alignment D Common
Section. Existing operations at Russell Avenue N allow southbound left turns onto TH 55 which would be
restricted with the Bottineau Transitway. Alignment D1 also includes one new traffic signal at TH 55 and
Thomas Avenue.

Table 3.3-7. Alighment D1 2030 PM Peak Traffic Operations

Assumed

Intersection Traffic Signal éir::'gr‘ dg/elay Intersection | Comments
OpeET vehicle)
Scheme

TH 55 at Penn Avenue Priority 60 E

Alignment D2

The D2 alignment along CSAH 81 would include a single traffic lane in each direction from 29th Avenue N
to Penn Avenue. Therefore, left-turn movements along the alignment would be prohibited where left-turn
lanes could not be provided, due to conflicts with the movement of light rail vehicles, at the following
intersections:

m CSAH 81 and 29th Avenue
m CSAH 81 and 26th Avenue
m CSAH 81 and Penn Avenue (west side of intersection)

The intersections in Alignment D2 affected by the proposed action would be expected to operate
acceptably during the PM peak hour Build alternative, with the exception of the CSAH 81/Penn Avenue
and TH 55/Penn Avenue intersections. The results of this analysis are shown in Table 3.3-8. The TH
55/Penn Avenue intersection would be expected to operate at LOS E in the 2030 Build conditions;
however, this would be an improvement over the 2030 No-Build operations. The improvement in
intersection operations would be the result of intersection geometric improvements constructed as part
of the Bottineau Transitway Project that allow the northbound/southbound phases to operate
concurrently, rather than split-phased as they do now (i.e. northbound is allowed to go, then stops and
allows southbound to go). The intersection geometric improvements would include median modifications,
realignment of the northbound and southbound approach lanes, and additional striping to guide left-
turning vehicles through the intersection. The impacts of Alignment D2 on the Penn Avenue intersections
at CSAH 81 and TH 55 are expected to be greater than the impacts of Alignment D1 due to the changes
in approach geometrics and the crossing of the alignment diagonally through the intersection.

In Alignment D2, nine public intersections would be converted from full access to right-in/right-out, and
two full access intersections would be converted to cul-de-sac. In addition, the CSAH 81/Penn Avenue
intersection would remain full access except the fifth leg, the McNair Avenue approach, would be
converted to right-in/right-out with access from Penn Avenue. Similarly, the CSAH 81/26th Avenue
intersection would remain full access except for the fifth leg, the southbound Sheridan Avenue approach,
would be converted to right-in/right-out. The CSAH 81/27th Avenue/Thomas Avenue intersection would
also require access modifications due to the Bottineau Transitway. At the intersection, the eastbound
27th Avenue approach would be converted to right-in/right-out, the northbound Thomas Avenue approach
would be converted to cul-de-sac, and the westbound 27th Avenue approach would be closed and routed
into the southbound Thomas Avenue approach.

In addition, Alignment D2 would include one new traffic signal at Penn Avenue and 23rd Avenue. Three
traffic signals would be removed and the intersections converted to right-in/right-out, and one at-grade
crossing would be included at France Avenue.
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Table 3.3-8. Alignment D2 2030 PM Peak Traffic Operations

Intersection Assumed Traffic | Delay Comments
Signal Operating | (seconds/ :_rggrsectlon
Scheme vehicle)

France Avenue/Oakdale Priorit B
Avenue at 34th Avenue y

Left-turn movements on

CSAH 81 at 26th Avenue Priority CSAH 81 would be
prohibited

Penn Avenue at Golden Priorit

Valley Rd J

Right angle crossing
Penn Avenue at TH 55 Priority between north and east

legs of intersection

Alignment D Common Section (part of the Preferred Alternative)

The Build conditions at the TH 55/7th Street/6th Avenue intersection would include improvements on
7th Street to provide two northbound left-turn lanes and a southbound left-turn lane, in addition to two
through lanes and a bike lane in each direction. These improvements would be needed for the
intersection to operate at LOS D or better in the peak hour.

The intersections in the Alignment D Common Section affected by the proposed action would be expected
to operate acceptably during the PM peak hour Build alternative. The results of this analysis are shown in
Table 3.3-9. The pedestrian crossing of TH 55 on the west side of West Lyndale Avenue was assumed to
be eliminated due to the number of lanes that would need to be crossed and the resulting number of
vehicle conflicts and poor signal operations. The operation of the TH 55/West Lyndale Avenue and TH
55/East Lyndale Avenue intersections with one or two traffic signal controllers would also need further
exploration in future phases of the project.

Several movements at the TH 55/West Lyndale Avenue and TH 55/East Lyndale Avenue intersections
would be expected to operate at LOS E or LOS F in the 2030 PM peak hour. This was mainly due to the
high traffic volumes at both intersections and the change in left-turn phasing on TH 55 from
protected/permissive to protected only, which would be necessary to protect left-turn movements from
conflicts with LRT. The left-turn phasing combined with the short distance between the two intersections
would be expected to result in queues that extend through the upstream ramp intersection. However, the
queues would primarily occur on TH 55 and would not impact the freeway operations or the intersections
at Bryant Avenue and Border Avenue/Oak Lake Avenue. Based on the operation of the overall
intersections at LOS D or better, no mitigation would be proposed at the TH 55/West Lyndale Avenue or
TH 55/East Lyndale Avenue intersections.

One public intersection would be converted from full access to right-in/right-out in the Alignment D
Common Section. No traffic control modifications would be necessary.
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Table 3.3-9. Alignment D Common Section 2030 PM Peak Traffic Operations

Assumed Traffic | Delay

Intersection Intersection | Comments

Signal Operating | (seconds/
Scheme vehicle)

TH 55 at Van White

Memorial Bivd Priority 34 C

Priorit Pedestrian crossing on
y west leg eliminated

Priority

TH 55 at West Lyndale
Avenue (I-94 West Ramps)

TH 55 at Border Avenue/
Oak Lake Avenue

6th Avenue at Bradford

St/Hennepin Energy No transit 9 A Bottineau Transitway grade
Recovery Center (HERC) interaction separated over roadway
driveway

Park and Ride Facilities

Several new or expanded park and ride facilities are proposed as part of the Bottineau Transitway Project.
Based on data collected from other park and ride facilities in the Twin Cities Metropolitan Area, vehicle
trip generation rates have been developed for the AM peak hour, PM peak hour, and weekday: 0.55
trips/parking space in the AM peak hour; 0.51 trips/parking space in the PM peak hour; and 2.63
trips/parking space for a weekday. These trip rates include park and ride vehicle traffic, as well as kiss
and ride vehicle traffic.

Given that the station area plans, which would include the park and ride facilities, have not yet been
developed a full traffic analysis of these facilities has not yet been conducted. However, a trip generation
evaluation, shown in Table 3.3-10, was conducted to identify the number of new vehicle trips expected to
be added to the roadway network as a result of the proposed park and ride facilities. Potential roadway
improvements such as turn lanes or additional intersection control may be needed to accommodate the
additional traffic generated by the park and ride. These measures would need to be identified based on
the detailed analysis of the station area sites, which would be completed during the Final EIS phase of
the project.

Table 3.3-10. Park-and-Ride Facility Trip Generation (Preferred Alternative)

New Park and AM Peak PM Peak Daily Trip

Station Name Ride Size (parking | Trip Generation Trip Generation Generation
spaces) (vehicles/ hour) (vehicles/ hour) (vehicles/day)

63rd Avenue 160 88 80 421

93rd Avenue 800 440 408 2,096
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3.34.2 Construction Phase Impacts
No-Build Alternative

The No-Build alternative would not be expected to have any construction phase impacts on traffic
operations in the project area.

Enhanced Bus/TSM Alternative

The Enhanced Bus/TSM alternative would not be expected to have any construction phase impacts on
traffic operations in the project area.

Build Alternatives

For all alignments, construction of the Bottineau Transitway Project would be expected to result in
disruptions to traffic operations, including lane closures, short-term intersection and roadway closures,
and detours that would cause localized increases in congestion.

The details of construction staging would be developed in future stages of project design. Maintenance of
traffic (MOT) plans would be required to be developed during final design or construction and submitted
for approval to the roadway authorities. The MOT plans would address construction phasing, maintenance
of traffic, traffic signal operations, access through the work zone, any road closures, and any traffic
detours.

3.3.5 Avoidance, Minimization, and/or Mitigation Measures

Intersections along the Bottineau Transitway would be expected to have acceptable operations in the
2030 peak hour with any of the alternatives. The CSAH 81/Penn Avenue and TH 55/Penn Avenue
intersections are expected to operate at LOS F under the 2030 No-Build conditions. However, any of the
Build alternatives would include improvements to the TH 55/Penn Avenue intersection, including signal
phasing, median, lane alignment, and striping changes, as part of the Bottineau Transitway Project for
LRT to operate more efficiently through the intersection.

The TH 55/7th Street/6th Avenue intersection would necessitate geometric improvements to maintain
acceptable LOS operations for all alternatives. 7th Street would need to be widened to construct a second
exclusive northbound left-turn lane and a southbound left-turn lane, which would provide additional
capacity and improve the signal phasing. The overall roadway width would be increased by less than 10
feet, and will allow the northbound and southbound pedestrian phases to operate together rather than
split phased. These improvements would be expected to maintain acceptable LOS with the projected
traffic growth.

3.4 Pedestrians and Bicycles

Information included in this section is based on the information provided in the Transportation Technical
Report (Kimley-Horn and Associates & SRF Consulting Group, 2012).

34.1 Regulatory Context and Methodology

This section describes bicycle and pedestrian facilities, connections in the project corridor, and potential
impacts of the No-Build, Enhanced Bus/TSM, and Build alternatives on these facilities.

Non-motorized transportation facilities, including sidewalks, single- and multi-use trails, on-street bike
facilities, and pedestrian bridges, are found throughout the project area. Facilities were identified by
reviewing trail and comprehensive plan maps, aerial photography, and site visits. Conceptual engineering
drawings and preliminary construction limits were used to determine the number and severity of impacts.
Potential physical encroachments onto existing facilities were identified and measured to avoid or
minimize impacts.
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Impacts to pedestrian and/or bicycle routes due to transitway crossing restrictions were identified and
alternates examined. Existing pedestrian and bicycle safety characteristics at transitway crossings and
measures to improve safety are also addressed. Determination of impacts was made by evaluating the
location of the pedestrian or bicycle facility and its connection to the pedestrian and bicycle network in
relation to the Bottineau Transitway alternative. If the pedestrian or bicycle facility was disturbed by
transitway construction or operations, nearby alternatives were identified or mitigation proposed. These
characteristics and measures would be used to inform station area planning or other corridor activities for
non-motorized facility improvements. Impacts to publicly-owned recreational facilities, including parks and
regional trails, are further analyzed in the Chapter 8, Draft Section 4(f) Evaluation.

Hennepin County adopted a Complete Streets policy in 2009 to promote a safe, efficient, and balanced
transportation system among all modes of transportation (including auto, transit, bike, pedestrian, and

others). The context of the impacts and mitigations described in this section reflect the flexibility of the

policy in addressing multi-modal needs.

3.4.2 Study Area

The study area for impacts to non-motorized transportation consists of the potential area of disturbance,
facilities near the alignment, and alternate routes in the surrounding area. The study area for alternate
routes varied based on the conditions of the surrounding bicycle/pedestrian network but generally
included alternate routes within a half mile of the transitway and/or affected crossing.

3.4.3 Affected Environment

The extent and condition of existing pedestrian and bicycle facilities in the study area vary by alternative.
Facilities range from non-existent in the gravel mining area of Maple Grove to intermittent facilities in the
more suburban areas of the corridor to complete sidewalk systems and on-street bicycle facilities in
Minneapolis and the other more urban portions of the corridor. A detailed description of existing facilities
is provided in the Transportation Technical Report (Kimley-Horn and Associates & SRF Consulting Group,
2012).

344 Environmental Consequences

3441 Operating Phase (Long-Term) Impacts
No-Build Alternative

The No-Build alternative is not expected to have any operating phase (long-term) impacts on the non-
motorized transportation environment in the project area.

Enhanced Bus/TSM Alternative

The Enhanced Bus/TSM alternative is not expected to have any operating phase (long-term) impacts on
the non-motorized transportation environment in the project area.

Build Alternatives

A description of potential impacts by the component alignments that make up each alternative is
provided below. These impacts are illustrated in Figure 3.4-1 through Figure 3.4-5, and impacts by
alternative are summarized in Table 3.4-1.

Alignment A

One unmarked pedestrian crossing would be closed at Xylon Avenue and Brooklyn Boulevard. This would
be a minor impact, as Xylon Avenue is a dead-end street at this location both north and south of Brooklyn
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Boulevard with little connectivity beyond the destinations directly served by the street. Diversion would be
about 1/s mile east to the Brooklyn Boulevard/Bottineau Boulevard intersection.

At the Hemlock Lane transit station, a connection to an existing north-south off-street trail along Hemlock
Lane would be provided.

Alignment B (part of the Preferred Alternative)

Alignment B would result in closing four crossings of West Broadway Avenue in the city of Brooklyn Park:
92nd Avenue, Maplebrook Parkway, 84th Avenue, and 76th Avenue. Alternate crossings are available in
each location within 1/s mile.

The OMF option at 101st Avenue could potentially require realignment of a small portion of the unpaved
trail associated with the Three Rivers Park District Rush Creek Regional Trail.

The proposed project and planned improvements by other agencies would result in considerable
enhancement of the non-motorized transportation environment within Alignment B. New or improved
sidewalk crossings of the BNSF/LRT alignment would be included in final design of the transitway at 73rd
Avenue. The existing off-street trails on both sides of West Broadway Avenue north of 93rd Avenue would
be crossed by the proposed LRT alignment in vicinity of 94th Avenue. Any direct impacts to the trails
would be reconstructed. South of 93rd Avenue, a continuous bicycle/pedestrian facility between 93rd
Avenue and Candlewood Drive is included in the design plans for the CSAH 103 reconstruction project,
which has been programmed independent of Bottineau Transitway and will be completed by Hennepin
County. Reconstruction of the sidewalks south of Candlewood Drive would be completed by the Bottineau
Transitway Project, providing for continuous facilities along both sides of West Broadway Avenue for the
entire alignment.

Alignment C (part of the Preferred Alternative)

The project would not result in permanent closure of any existing bicycle or pedestrian crossings of the
BNSF railroad corridor. The transitway would pass over a local trail on a continuous structure also used
for TH 100. The project’s construction limits would come within 10 feet of the existing trail in Lee Park but
would not alter the trail itself. As a result, no impacts to pedestrian or bicycle access or facilities are
expected.

The project would improve existing pedestrian crossings and facilitate connections to station platforms.
New or improved sidewalk crossings of the BNSF/LRT corridor would be included in final design of the
transitway at nine locations: 71st Avenue, 63rd Avenue, Bass Lake Road, Corvallis Avenue (replacing
existing sidewalk on south side of roadway), West Broadway Avenue, 45th %2 Avenue (sidewalk on south
side of roadway), 42nd Avenue (with connection to LRT station parallel to BNSF track), 41st
Avenue/Noble Avenue (with connection to LRT station parallel to BNSF track), and 39th %2 Avenue (new
sidewalk on north side of roadway).

Alignment D1 (part of the Preferred Alternative)

Alignment D1 would result in closure of the existing informal (illegal) BNSF railroad crossings at Mary Hills
Nature Area and Sochacki Park. Barriers to discourage non-motorized crossings would be necessary in
these locations to preserve pedestrian safety near the LRT tracks.

No impact to the off-road trail that shares the grade-separated crossing with Theodore Wirth Parkway is
anticipated. North of Plymouth Avenue the proposed BNSF access road would be relocated adjacent to
the trail but would be separated by a fence or other barrier, and no impacts to pedestrian or bicycle
facilities would result.

East of the BNSF/TH 55 transition, LRT would operate in the median of TH 55. Non-signalized pedestrian
crossings of TH 55 at the intersections with Sheridan, Russell, and Queen Avenues would be closed.
Alternate crossings are available within 1/g mile for each location.
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Alignment D2

In the city of Robbinsdale, a new sidewalk would be constructed on the south side of 34th Avenue to
replace the existing sidewalk which would be removed to construct the guideway. New vertical circulation
would be provided for pedestrian access between the Terrace Mall and North Memorial Medical Center
(NMMC) outpatient clinic and the new station platform located at the top of the bluff southeast of the mall
area. Bicycle and pedestrian facilities would be provided on the new Halifax Avenue bridge over 34th
Avenue. Pedestrian and bicycle access across 34th Avenue at Grimes Avenue would be eliminated to
accommodate the guideway as it transitions from the BNSF railroad trench to the elevation of the new
station platform. Users would need to divert one block (/16 mile) to cross 34th Avenue.

Along West Broadway Avenue in the city of Minneapolis, pedestrians would be allowed to cross the LRT
guideway only at signalized intersections, which would continue to be located at 29th Avenue, 26th
Avenue, and Penn Avenue. These three crossings would be designed to permit safe crossing of both the
road and LRT guideway (sidewalk to sidewalk). Unmarked pedestrian crossings of West Broadway Avenue
at 27th Avenue/Thomas Avenue and Sheridan Avenue would be closed; alternate crossings are available
within /s mile.

Along Penn Avenue, pedestrians would be allowed to cross the LRT guideway only at six signalized
intersections: West Broadway Avenue, Golden Valley Road, 16th Avenue, Plymouth Avenue, Oak Park
Avenue, and TH 55. These crossings would be designed to permit safe crossing of both the road and LRT
guideway (sidewalk to sidewalk). The remaining eight crossings in this segment of Penn Avenue would be
closed: 21st, 17th (east and west), 15th, 14th (east and west), 12th, and 8th Avenues. Resulting
diversions would be 1/s mile or less. The street-crossing closures on West Broadway and Penn Avenues,
as well as the interruption to the street grid system in north Minneapolis, collectively contribute to
decreased walkability and accessibility to and within the neighborhoods surrounding this area of the
alignment.

On West Broadway and Penn Avenues, bicyclists would share roadway lanes with vehicular traffic as they
do today.

Alignment D Common Section (part of the Preferred Alternative)

Pedestrian crossings will be limited to signalized intersections on TH 55, which are the same
intersections where marked pedestrian crossings are currently provided. Four unmarked pedestrian
crossings, where a sidewalk is provided in the median but signage is not provided, are proposed to be
closed. These unmarked crossings include: Oliver, Newton, Logan, and James Avenues. Additionally, one
existing marked pedestrian crossing of TH 55 is proposed to be closed at West Lyndale Avenue due to the
number of lanes that would need to be crossed and the resulting number of vehicle conflicts and poor
signal operations. Due to the urban street grid, each closing would result in a diversion of less than /10
mile to the next nearest crossing.

Traction Power Substations

TPSS sites associated with the various alternatives would have little to no impact on existing bicycle and
pedestrian facilities.

March 2014 3-37



BottineauTransitway
e e

DRAFT ENVIRONMENTAL IMPACT STATEMENT

Table 3.4-1. Impacts by Alternative - Bicycle and Pedestrian Facilities

Operation and
Alighment/Station Park-and-Ride Maintenance

Alternative Total Impact

Impact Impact Facility (OMF)
Impact3

9 crossings closed:1

1 (A)

3(D1)

5 (D Common Section)

A-C-D1 No impact No impact 9 crossings closed

No impact (93rd

B-C-D1 12 crossings closed:?! )
(Preferred 4 (B) No impact2 ﬁviznutg (I)ptlon) t 12 crossings
Alternative) 3(D1) P fOintlaA impac closed
5 (D Common Section) (101st Avenue
optlon)

1 There was no discernible difference in impact between the Golden Valley Road and Plymouth Avenue/Theodore Wirth Regional Park

station options.
2 Park-and-Ride Impacts are the same as the 93rd Avenue OMF impacts; therefore, they were only counted once in the total impact.

3 No impacts from park-and-rides are anticipated.
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Figure 3.4-1. Alignment A: Impacts to Pedestrian and Bicycle Facilities
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Figure 3.4-2. Alignment B: Impacts to Pedestrian and Bicycle Facilities
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Figure 3.4-3. Alignment C: Impacts to Pedestrian and Bicycle Facilities
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Figure 3.4-4. Alignment D1 and D Common Section: Impacts to Pedestrian and Bicycle Facilities
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Figure 3.4-5. Alignment D2 and D Common Section: Impacts to Pedestrian and Bicycle Facilities
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3.44.2 Construction Phase Impacts
No-Build Alternative

The No-Build alternative is not expected to have any construction phase impacts on the non-motorized
transportation environment in the project area.

Enhanced Bus/TSM Alternative

The Enhanced Bus/TSM alternative is not expected to have any construction phase impacts on the non-
motorized transportation environment in the project area.

Build Alternatives

For all alignments across each alternative, temporary closures or detours are anticipated to affect existing
bike and pedestrian facilities. Construction traffic and debris such as excess dirt and gravel, can also
pose obstacles or issues for pedestrians and bicyclists. Safe access for non-motorized users, as a result
of detours, closures, and other inconveniences during the construction phases, would be included in
phasing plans.

Construction phase impacts are generally expected to be similar for each alternative, with greater impacts
where there are more existing pedestrian and bicycle facilities in or near the construction zone. In
particular, Alignment D2 has more locations where residences and businesses rely on pedestrian access
(relative to Alignment D1) and would experience greater construction impact.

345 Avoidance, Minimization, and/or Mitigation Measures

Current planning for the Bottineau Transitway supports the enhancement of pedestrian facilities. These
enhancements are intended to act both as an improvement and as a natural separation to protect
pedestrians, bicyclists, and transit vehicles. All pedestrian crossings would be designed in accordance
with current American Disabilities Act (ADA) design requirements and standards to ensure access and
mobility for all users, and station areas would be designed according to best practices for bicycle and
pedestrian safety.

Measures would be taken to discourage pedestrians from illegally crossing the tracks and to enhance
safety at permitted crossing locations, such as providing pedestrian signals and well-marked crosswalks.

If trail impacts cannot be avoided, potential reconstruction options and design guidelines would be
discussed with the agencies that have jurisdiction over the facility. If trail facilities have restrictive
covenants due to funds used for construction, these requirements would also be addressed. Potential
indirect impacts to trail facilities, including safety concerns and visual impacts, would also be identified.

In the short-term, mitigation for potential disruptions to bicycle and pedestrian facilities during
construction would include appropriate access provisions in MOT plans, and best management practices
(BMPs) to manage debris.

If crosswalks are temporarily closed, pedestrians would be directed to use alternate crossings nearby.
Every effort would be made not to close adjacent crosswalks at the same time to allow for continued
pedestrian movement across streets. All sidewalks and crosswalks would be required to meet minimum
standards for accessibility and be free of slipping and tripping hazards. Temporary sidewalk closures
would be discouraged but, if required, would be conducted in such a way as to minimize impacts.
Depending on how construction activities would impact sidewalk areas, special facilities (such as
handrails, fences, barriers, ramps, walkways, and bridges) may be required to maintain bicyclist and
pedestrian safety. During final design, it is expected that a plan would be developed to manage the
closure of pedestrian crossings and other restrictions on non-motorized transportation facilities and
crossings throughout the construction process. For proposed closures on TH 55, MnDOT’s policy
regarding Temporary Pedestrian Access Routes will be followed.

March 2014 3-44



’BottmeauTranSItway

DRAFT ENVIRONMENTAL IMPACT STATEMENT

3.5 Parking

Information in this section is based on the information provided in the Transportation Technical Report
(Kimley-Horn and Associates & SRF Consulting Group, 2012).

351 Regulatory Context and Methodology

This section describes parking in the Bottineau Transitway and potential impacts of the No-Build,
Enhanced Bus/TSM, and Build alternatives on the number and location of parking spaces. The
construction of LRT and associated modifications to roadway geometry would alter the supply of on-street
and off-street parking, particularly for the alternatives that include Alignment D2. These changes may, in
turn, affect convenient access to businesses and residences. Dedicated park and ride facilities have been
identified as part of the transitway Build alternatives which are not addressed as part of this impact
assessment of existing parking conditions.

The Bottineau Transitway is characterized by highway facilities with no parking, arterial and local streets
with some on-street parking, and off-street parking that serves commercial and institutional facilities. The
arterial and local streets that provide on-street parking include 34th Avenue, West Broadway Avenue, and
Penn Avenue in Alignment D2. Off-street parking affected as part of the Build alternatives is both publicly
and privately owned and is discussed in more detail within the property impacts portion of the Draft EIS.

The analysis is focused on the existing on-street parking conditions. A review of the existing on-street
parking supply, which included reviewing aerial photography and field reviews, was performed to assess
the impacts of changes in parking supply.

3.5.2 Study Area

The study area for parking consists of the potential area of disturbance.

3.5.3 Affected Environment

Vehicle parking in the project corridor is a combination of on-street and surface lots. On-street parking is
almost entirely available to the public, either as metered or unmetered spaces. The only potentially
affected on-street parking within the study area is located within Alignment D2 along 34th Avenue, West
Broadway Avenue, and Penn Avenue.

Alignment D2 (A-C-D2 and B-C-D2)

m  34th Avenue between the BNSF right-of-way and France Avenue contains approximately 40 on-street
parking spaces.

m  West Broadway Avenue between Victory Memorial Parkway and Penn Avenue contains approximately
123 time-restricted on-street parking spaces. Parking restrictions include peak hour parking
restrictions on both sides of the roadway.

m  Penn Avenue between West Broadway Avenue and TH 55 contains approximately 392 on-street
parking spaces, 32 of which are time-restricted. Parking restrictions include peak hour parking
restrictions between West Broadway Avenue and 23rd Avenue. Parking is restricted on Penn Avenue
at bus stops, which are generally located at the near side of intersections, or before the intersection
cross-street. All other on-street parking is unrestricted.

Off-street parking is a mix of public and private. Private off-street parking is located within Alignments A,
B, C, and D2 and is restricted to authorized individuals. Alignments B, C, and D2 include off-street public
parking spaces for commercial and retail facilities, which are only accessible to the public when they are
using these facilities. These facilities include retail centers, restaurants, churches, North Hennepin
Community College in Alignment B, and retail centers, medical centers, and a funeral home at the
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intersection of Penn Avenue and Plymouth Avenue. Off-street parking impacts are discussed in more
detail within the property impacts portion of the Draft EIS.

3.54 Environmental Consequences

3.54.1 Operating Phase (Long-Term) Impacts

No-Build Alternative

No operating phase (long-term) parking impacts would be associated with the No-Build alternative.
Enhanced Bus/TSM Alternative

No operating phase (long-term) parking impacts would be associated with the Enhanced Bus/TSM
alternative.

Build Alternatives

Existing on-street parking is primarily impacted on Alignment D2, along West Broadway and Penn Avenue.
No other alignments would be anticipated to experience impacts to on-street parking. The impacts are
summarized by alternative in Table 3.5-1.

Table 3.5-1. Operating Phase (Long-Term) Parking Impacts by Alternative

Alternative ﬁ::%gge(:t;it;’;on FEEEAiR -(r:;illl(ilr:gp::;ces
spaces eliminated) Inzzie: eliminated)

No-Build 0 0 0

Enhanced Bus/ TSM 0 0 0

A-CD1 01 0 0

A-C-D2 270 0 0

B-C-D1 (Preferred Alternative) 01 0 02 0

B-C-D2 270 0 02 270

1 There is no discernible difference in impact between the Golden Valley Road and Plymouth Avenue/Theodore Wirth Regional Park station
options.
2 Park-and-Ride Impacts are the same as the 93rd Avenue OMF impacts; therefore, they were only counted once in the total impact

Parking impacts associated with Alighment D2 include the removal of on-street parking spaces along
34th Avenue (Figure 3.5-1), West Broadway Avenue (Figure 3.5-2), and Penn Avenue (Figures 3.5-3 and
3.5-4) to accommodate the proposed guideway while minimizing property impacts. Along 34th Avenue, all
on-street parking spaces on the three blocks between Indiana Avenue and France Avenue would be
eliminated. This would result in a loss of approximately 40 on-street parking spaces. Along West
Broadway Avenue, 100 percent of the existing on-street parking spaces would be removed in the 0.8 mile
stretch between Victory Memorial Parkway and Penn Avenue. This would result in a loss of approximately
120 on-street parking spaces. Along Penn Avenue, all of the existing on-street parking spaces (390 in
total) would be removed from both sides of Penn Avenue, and approximately 280 new on-street parking
spaces could be provided with the proposed Penn Avenue cross section. This would result in 28 percent
of existing on-street parking, approximately 110 spaces, in the area between West Broadway Avenue and
TH 55 on Penn Avenue being eliminated with this alignment.

TPSS

TPSS sites are anticipated to be located on available parcels that are adjacent to the guideway and would
not directly impact existing on-street parking.
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Figure 3.5-2. Alignment D2: West Broadway Parking Impacts
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Figure 3.5-4. Alignment D2: Penn Avenue Parking Impacts (2)
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3.54.2 Construction Phase Impacts

No-Build Alternative

No construction phase parking impacts would be associated with the No-Build alternative.

Enhanced Bus/TSM Alternative

No construction phase parking impacts would be associated with the Enhanced Bus/TSM alternative.
Build Alternatives

Parking impacts during construction are summarized in Table 3.5-2. The only significant impacts are
those associated with Alignment D2. Depending on the construction phasing that is implemented, all
existing on-street parking provided on 34th Avenue, West Broadway Avenue, and Penn Avenue would be
restricted or closed during construction of the D2 alignment (as part of A-C-D2 and B-C-D2). Opportunities
to reduce parking loss during construction would be considered during final design.

3.5.5 Avoidance, Minimization, and/or Mitigation Measures
No mitigation is required for Alignments A, B, C, D41, or the Alignment D Common Section.

Specific mitigation for the loss of on-street parking for the Alignment D2 Build alternatives (A-C-D2 and B-
C-D2), specifically on West Broadway Avenue was not quantified as part of the Bottineau Transitway
Project. Potential mitigation measures could include creation of small off-street parking facilities
proximate to retail businesses. The City of Minneapolis Zoning Ordinance generally requires one parking
space per 500 square feet of gross floor area in excess of 4,000 square feet for commercial properties.
The specific identification and implementation of parking mitigation measures would involve the City of
Minneapolis, to facilitate making long-term parking policy decisions in the best interest of the city and the
community. These policy decisions would be intended to make the best of available parking or develop
other arrangements to provide additional parking in heavy impact areas. Such measures could result in
additional property impacts.

To reduce short-term parking impacts, construction phasing would be implemented throughout
construction.

The Penn Avenue and 34th Avenue roadway designs would be further developed to maximize the use of
the proposed right-of-way and provide on-street parking to mitigate the loss of parking on Penn Avenue
and 34th Avenue to the extent feasible.

Table 3.5-2. Construction Impacts By Alternative - Parking

. Alignment/Station Impact | Park-and-
Alternative (parking spaces) Ride Impact OMF Impact | Total Impact
0 0 0 0

No-Build
Enhanced Bus/ TSM 0 0 0 0
A-C-D1 01 0 0 0
: All on-street

All on-street parking ; .
A-C-D2 restricted or closed on 0 0 g?;ll(:;ge;e:;c\ncted

Alignment D2 .

Alignment D2.

B-C-D1 (Preferred 1 2
Alternative) Y 0 v 0

March 2014 3-51



FBottmeauTrans:tway

DRAFT ENVIRONMENTAL IMPACT STATEMENT

Table 3.5-2. Construction Impacts By Alternative - Parking (continued)

Alignment/Station Impact | Park-and-
Alternative (parking spaces) Ride Impact OMF Impact | Total Impact

All on-street parking Ag&?r-\s‘t:zgﬁcted
B-C-D2 restricted or closed on 0 02 gr closid on
Alignment D2 Alignment D2.

1 There is no discernible difference in impact between the Golden Valley Road and Plymouth Avenue/Theodore Wirth Regional Park station
options.
2 Park-and-Ride Impacts are the same as the 93rd Avenue OMF impacts; therefore, they were only counted once in the total impact.

3.6 Aviation

This section describes the aviation environment in the Bottineau Transitway and the potential impacts of
the No-Build, Enhanced Bus/TSM, and Build alternatives on aviation facilities. Information in this section
is based on the information provided in the Transportation Technical Report (Kimley-Horn and Associates
& SRF Consulting Group, 2012).

Coordination with the Federal Aviation Administration (FAA), Metropolitan Airports Commission (MAC), and
MnDOT is ongoing. Coordination meetings to discuss potential impacts of the proposed Bottineau
Transitway to the Crystal Airport runway protection zone (RPZ) and Minnesota State Safety Zones began
back in August 2012 and have continued through February 2014.

The FAA initially accepted the FTA’s invitation to serve as a participating agency for the Bottineau
Transitway project. In October 2013, the FTA invited the FAA to change their status from a participating to
a cooperating agency for the project, as a segment of the proposed Bottineau Transitway, within existing
BNSF right-of-way, traverses through the RPZ for Runway 6L-24R (Runway 6L) of the Crystal Airport. The
FAA accepted the invitation on November 20, 2013 (Appendix A).

3.6.1 Regulatory Context and Methodology

According to FAA Advisory Circular (AC 150/5300-13A), the RPZ is “an area at ground level prior to the
threshold or beyond the runway end to enhance the safety and protection of people and property on the
ground.” RPZs are located at the end of each runway and land use is typically controlled by the airport
owner. Minnesota State Safety Zone areas overlay and extend beyond the federal RPZs. The most
restrictive areas created by MnDOT regulations are called State Safety Zones A and B. The length of State
Safety Zone A is typically 2/3 of the total runway length; State Safety Zone B is typically /3 of the total
runway length and extends from State Safety Zone A. The MAC adopted an airport zoning ordinance
applicable to the Crystal Airport on August 25, 1952. This ordinance provides additional guidance on the
use of property within the vicinity of the Crystal Airport.

The FAA Office of Airports (ARP) issued a memorandum on September 27, 2012, that presents interim
guidance on land uses within RPZs. This memorandum is intended to clarify what constitutes a
compatible land use within an RPZ, as identified in FAA Advisory Circular 150/5300-Change 17 (Airport
Design). This circular identifies that "it is desirable to clear all objects from the RPZ," but it also
acknowledges that "some uses are permitted" with conditions and other "land uses are prohibited." This
memorandum also provides guidance on how to evaluate proposed land uses that would reside within an
RPZ. The Bottineau Transitway project is considered a local development (transportation facilities)
proposed in the RPZ (either new or reconfigured).

In accordance with the September 27, 2012 FAA policy guidance, the FAA requested that an RPZ
Alternatives Analysis (AA) be prepared, specific to the proposed LRT alignment that encroaches on the
Crystal Airport RPZ for Runway 6L-24R. A small portion of the existing BNSF track currently passes
through the corner of the Runway 6R-24L (Runway 6R) RPZ. Runway 6R is a 2,102-foot turf runway and is
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scheduled to be decommissioned by MAC in the next three to seven years. Due to the scheduled closure
of Runway 6R, the RPZ AA focuses on the Runway 6L RPZ only.

On October 18, 2013, FTA submitted to FAA a Draft RPZ AA for initial review and consideration. Written
comments were provided on November 12 by FAA and discussed at the coordination meeting with MAC,
FAA, Hennepin County, and the Metropolitan Council. The Draft RPZ AA was updated to address FAA’s
initial comments and submitted back to FAA for review on January 24, 2014. A subsequent meeting was
held with FAA on February 4, 2014 to review the revised Draft RPZ AA with FAA. Based on direction
provided at the February 4th meeting, a revised RPZ AA was submitted back to FAA on February 10,
2014.

The RPZ AA defines and evaluates several alternatives that address eliminating or minimizing the effect
of the proposed LRT alignment on the Runway 6L RPZ. These alternatives include modifications to the
transitway alignment vertically and horizontally, both within and outside Runway 6L RPZ; modifications
that shift the location of the RPZ; and operational alternatives that address coexistence of aircraft and
LRT simultaneously in the RPZ.

3.6.2 Study Area

The only aviation facility in the proposed Bottineau Transitway is the Crystal Airport, which is near
Alignment C. The study area for impacts to the Crystal Airport includes preliminary construction limits that
are outside the Crystal Airport property boundaries but within the Runway 6L RPZ and State Safety Zone A
for Runway 6L (Figure 3.6-1). The size of the RPZ for Runway 6L is based on the design aircraft of the
runway, which is a B- Small Aircraft. The RPZ, which is trapezoidal in shape with a 250-foot inner
dimension and 450-foot outer dimension, is 1,000 feet long and contains 8.0 acres, 3.1 of which are not
on airport property. State Safety Zone A contains 10.3 acres, 3.1 of which are not on airport property.
State Safety Zone B contains 8.3 acres, none of which are on airport property or within the study area of
the project.

3.6.3 Affected Environment

Crystal Airport is one of seven airports owned and operated by the MAC and is designed for B-1 small
aircraft. The total number of operations at Crystal Airport in 2012 was 49,995 based on FAA control tower
counts. The BNSF railroad, which runs parallel to CSAH 81 (Bottineau Boulevard) and is approximately
three to four feet higher in elevation than adjacent ground that is located west and east of the BNSF
railroad corridor, passes through the existing Runway 6L RPZ. The approximate length of existing freight
rail track within the RPZ is 435 feet. (Figure 3.6-1). The land use in the portion of State Safety Zone A that
is beyond Crystal Airport’s property boundary is residential. State Safety Zone B is located beyond the
limits of State Safety Zone A, outside of the BNSF right-of-way and outside of the project’s identified
construction limits.

3.64 Environmental Consequences

3641 Operating Phase (Long-Term) Impacts
No-Build Alternative

The No-Build alternative would not include any improvements within the RPZ; therefore, no operating
phase (long-term) aviation impacts would be associated with the No-Build alternative.

Enhanced Bus/TSM Alternative

The Enhanced Bus/TSM alternative would include running additional bus service on the existing
Bottineau Boulevard, located adjacent to the Crystal Airport. The Bottineau Boulevard right-of-way is
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within approximately 1.25 acres of the RPZ and 1.25 acres of State Safety Zone A of Runway 6L. The
Enhanced Bus/TSM alternative will not result in new transportation facilities being introduced within
these areas.

Build Alternatives

Under each of the proposed LRT alternatives (Alignment C), the existing BNSF tracks would be relocated
approximately 25 feet west of the current location and two LRT tracks would be constructed immediately
east of the BNSF track. All three tracks would be located within the existing 100 foot-wide BNSF right-of-
way through the RPZ. The length of the northbound and southbound LRT tracks within the RPZ is
approximately 425 feet each.

The proposed speed of the LRT at this location is estimated at approximately 55 miles per hour.
Therefore, the train would be in the RPZ for approximately 5 seconds per operation. It is anticipated that
trains would operate in this area about every 7.5 minutes during the morning and afternoon peak
periods, and 15 minutes during daytime and evening hours.

The approach surface is an imaginary surface that exists primarily to prevent objects from extending
upward into navigable airspace The height of the LRT vehicle is approximately 16 feet, or about 16.5 feet
below the FAA 20:1 Runway 6L approach surface (Figure 3.6-2). Overhead catenary system (OCS) poles,
approximately 23 feet - 4 inches in height, would be located 200 feet on center along this section. The
pole location would be established to maximize the distance from polies to the extended runway
centerline. It is anticipate that the poles could be located approximately 100 feet left and right of the
extended runway centerline. Final OCS pole spacing and locations will be determined during final design.

The proposed LRT alighment would impact areas within the controlled activity area and the central
portion of the RPZ. As noted above, the proposed LRT alighment would be within the existing 100 foot
BNSF right-of-way, which is currently within the controlled activity area (17,860 square feet) and the
central portion of the RPZ (25,470 square feet).

3.64.2 Construction Phase Impacts
No-Build Alternative

The No-Build alternative would not include any improvements within the RPZ; therefore, the No-Build
alternative is not expected to have any construction phase impacts on the aviation environment in the
study area.

Enhanced Bus/TSM Alternative

The Enhanced Bus/TSM alternative would not include any improvements within the RPZ; therefore, the
Enhanced Bus/TSM alternative is not expected to have any construction phase impacts on the aviation
environment in the study area.

Build Alternatives

Construction of Alignment C, including the overhead contact system, would impact the Runway 6L RPZ.
Construction operations and phasing in the RPZ would be coordinated with the MAC and FAA during the
project’s final design phase to mitigate impacts. The FAA’s Form 7460 - Notice of Proposed Construction
or Alteration would be completed during final design. The FAA’s Form 7460 process would be considered
complete upon their issuance of a statement of no objection to the proposed activity.

Construction equipment height would be restricted within the runway approach surface. No open water
would be allowed in the RPZ during construction to discourage bird nesting.
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3.6.5 Avoidance, Minimization, and/or Mitigation Measures

As outlined in Section 3.6.1, an RPZ Alternatives Analysis (AA) has been performed, in conformance with
FAA Interim Guidance on Land Uses within an RPZ, to identify the full range of alternatives that could
avoid and/or minimize the impact of the land use within the RPZ as well as mitigate the risk to people
and property on the ground. The AA reviews several different alternatives to minimize impacts to the RPZ,
including depressing the transitway in a tunnel; realigning the transitway around the RPZ; shortening,
shifting, realigning, or closing Runway 6L-24R; operational alternatives such as stopping the LRT to obtain
clearance prior to proceeding through the RPZ; and bus bridging across the RPZ. The recommendation
identified in the RPZ AA prepared by Hennepin County in cooperation with the Metropolitan Council and
MAC was that Alignment C, as defined in the LPA, is the preferred alternative. The FAA is currently
reviewing the findings and recommendations of the RPZ AA. The local (Minneapolis) Airports District
Office of the FAA will advance preliminary recommendation(s) to the FAA Regional Office and FAA
Headquarters for concurrence.

The MAC is in the process of updating the Crystal Airport Layout Plan (ALP), which is a planning tool that
airports use to depict both existing facilities and planned development for an airport. The ALP identifies
the boundaries and proposed additions that are owned or controlled by the airport and planned to be
utilized for airport purposes, existing and proposed airport facilities and structures, and the location of
existing and proposed non-aviation areas within the airport boundaries. The Bottineau Transitway Project
would modify the existing conditions within the RPZ. Based on the decisions rendered by the FAA through
the RPZ AA, and confirmed through issuance of a letter of no objection (Form 7460 application); the
Bottineau Transitway would be included in the updated Crystal Airport ALP.
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Figure 3.6-1. Crystal Airport Study Area
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4.0 Community and Social Analysis

This chapter addresses the social characteristics and conditions within the Bottineau Transitway study
area that would potentially be affected by the alternatives under consideration. Potential operating phase
(long-term) impacts and construction phase (short-term) impacts were evaluated. The study area is
defined for each topic discussed and varies based on the type of resource under evaluation.

The National Environmental Policy Act (NEPA, 41 USC 4321) and Minnesota Environmental Policy Act
(MEPA) (Minn. Stat. Chpt. 116D) form the general basis of consideration for discussing impacts to the
social environment. However, specific laws, regulations, and executive orders apply to the evaluation of
some community and social impacts, such as residential and business displacements, cultural resources,
parklands, safety and security, and environmental justice. Any additional statutory or regulatory laws are
provided within the regulatory context, as appropriate. The following were analyzed for potential
community and social impacts:

m Land Use Plan Compatibility

m  Community Facilities/Community Character and Cohesion
m Displacement of Residents and Businesses

m Cultural Resources

m Visual/Aesthetics

m Business Impacts

m Safety and Security

The study area considered for each area of analysis in this chapter is summarized in Table 4.0-1. Greater
detail is provided in each section of this chapter.

Table 4.0-1. Summary of Defined Study Areas - Social Analysis

Resource Evaluated Study Area Definition Basis for Study Area

Jurisdictions in which the Project compatibility with overall
transitway would be located city plans

Land Use and Plan Compatibility

Displacement of Residents and  Within potential area of Area reflecting direct impacts on
Businesses disturbance? properties
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Table 4.0-1. Summary of Defined Study Areas - Social Analysis (continued)

Resource Evaluated Study Area Definition Basis for Study Area

The immediate area of

properties adjacent to and in

visual proximity to the various

project components, including Properties and features visible
track alignments, stations, park-  from the project components
and-rides, TPSS, new bridges,

and any other infrastructure

elements

Reflects direct impacts and
proximity of proposed
alignments to places that attract
persons of special concern

relative to safety and security.
1 Potential area of disturbance is defined as the estimated area where construction would occur for the proposed project at this stage of
design.

Visual/Aesthetics

Within and adjacent to potential

Safety and Security area of disturbance

For reference, conceptual engineering plans are located in Appendix E.

4.1 Land Use Plan Compatibility

Information included in this section is based on the information provided in the Land Use Plan
Compatibility Technical Report (SRF Consulting Group, 2012).

41.1 Regulatory Context and Methodology

No specific laws or executive orders regulate the consideration of land use impacts as part of preparing
federal environmental review documents. As stated on page 4-1, NEPA, 41 USC 4321, and MEPA 2007 ¢
116D form the general basis of consideration for discussing land use issues. Local municipalities have
land use controls available to them in the form of comprehensive plans guiding land use and city zoning
codes guiding development.

Note that potential impacts, including noise, community cohesion, economic development, and visual
quality, have a relationship to the land uses within the study area considered in other sections of this
document. Although these impacts may require mitigation at the site level, this section focuses on the
compatibility of the Bottineau Transitway with local and regional land use planning documents on a
broader scale.
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412 Study Area

The study area is defined as the jurisdictions in which the transitway would be located. Specific land use
data were obtained from existing and planned land use maps for the cities of Maple Grove, Brooklyn Park,
Crystal, Robbinsdale, Golden Valley, and Minneapolis. These land use maps are drawn from each city’s
comprehensive plan, which is a locally approved planning document that guides planning policy and land
use through the year 2030. Under the Metropolitan Land Planning Act, each local land use plan must also
be consistent with the Metropolitan Council’s regional growth and development plan, the 2030 Regional
Development Framework and Policy Plans. These data were supplemented by recent aerial photography
and field inspections of the study area. Assessment of compatibility with existing and planned land uses
was based on the land use inventories and plans in cities’ adopted comprehensive plans. See Land Use
Plan Compatibility Technical Report (SRF Consulting Group, 2012) for greater detail.

4.1.3 Affected Environment

For the analysis, the specific land use plans of each city were reviewed and summarized below. Land use
maps depicting existing and future land uses for each city are provided in Appendix I. These land use
maps are referenced as Exhibits 4-1 through 4-14.

Existing and Future Land Use

The following section outlines the existing and planned land use conditions along the Bottineau
Transitway. Existing land use is described for each alighment.

Alignment A

Alignment A begins in southeastern Maple Grove and passes through the southwestern portion of
Brooklyn Park. This alignment has four proposed stations: Hemlock Lane, Revere Lane, Boone
Avenue/Hennepin Tech, and 71st Avenue.

As illustrated in Exhibit 4-1 and Exhibit 4-2, the existing land use adjacent to Alignment A between
Hemlock Lane and US 169 is designated as “Gravel Mining Area” on the City of Maple Grove’s existing
and future land use plan maps. This designation denotes the City’s intent to provide for extraction of
gravel followed by reclamation of the 2,000 acre area for suburban development. Extraction has been
completed west of Hemlock Lane, and this area has been redeveloped for commercial and residential
use. Extraction activities have moved eastward and are expected to continue for several decades. As the
extraction is completed, the land will be graded and made available for development. The City of Maple
Grove 2008 Comprehensive Plan calls for “regional mixed use” in the area, recommending that
development occur in a compact, vertically integrated manner with predominantly office and/or corporate
uses. The proposed Hemlock Lane station is located north of a suburban shopping area. The proposed
Revere Lane station is located in a current extraction area adjacent to a planned future roadway.

Exhibit 4-3 depicts the existing land uses east of US 169 as primarily industrial uses to the south of
Brooklyn Boulevard, with Hennepin Technical College and residential uses to the north. As shown in
Exhibit 4-4, the City of Brooklyn Park plans to transition industrial uses to business park use while the
other uses are planned to remain. The Boone Avenue/Hennepin Tech station would be located in this
area.

As the alignment shifts onto the railroad corridor paralleling CSAH 81, adjacent land uses are primarily
commercial/industrial. The Brooklyn Park 2030 Comprehensive Plan confirms that these land uses are
planned to remain with some areas transitioning to mixed use. As indicated in Exhibit 4-4, the Brooklyn
Park 2030 Comprehensive Plan introduces the new future land use designation of Neighborhood
Commercial (NC) for the area near the proposed 71st Avenue station. A zoning designation of NC by
Brooklyn Park is intended for compact, pedestrian-oriented, mixed use areas of limited size as opposed to
the auto-oriented commercial uses in the area today.
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Alignment B (part of the Preferred Alternative)

Alignment B begins in Brooklyn Park just north of TH 610 and ends where Alignment C begins near 71st
Avenue. Proposed stations would be located at Oak Grove Parkway, 93rd Avenue, 85th Avenue, and
Brooklyn Boulevard, all along West Broadway Avenue.

Land uses at the north end of Alignment B are transitioning from agricultural use/open space to
commercial use. The Brooklyn Park 2030 Land Use Plan figure in the Brooklyn Park 2030 Comprehensive
Plan designates a portion of this area near the Oak Grove Parkway station for Signature Mixed Use
(including the Target North Campus) with most of the area southwest of the 93rd Avenue station planned
for expansion of business parks. The Signature Mixed Use designation indicates commercial
development, which shapes a strong image for the City, including “high quality and landmark buildings or
coordinated group of buildings with significant height and scale.”

Between the proposed 93rd and 85th Avenue stations, land uses are primarily residential with plans to
continue such use in the future.

At 85th Avenue, land uses include North Hennepin Community College and some limited commercial
uses along 85th Avenue, with the predominant land use being residential. Residential uses extend south
toward Brooklyn Boulevard. These uses are planned to remain. Hennepin County is planning a new library
for the northeast quadrant of 85th and West Broadway Avenues.

The proposed Brooklyn Boulevard station is located within a large suburban commercial node
characterized by “big box” (e.g., Target) and other auto-oriented retail uses. As illustrated in Exhibit 4.4,
this commercial center is expected to remain in the future.

Alignment C (part of the Preferred Alternative)

Alignment C begins in Brooklyn Park and largely follows CSAH 81 through Crystal and Robbinsdale.
Stations would be located at 63rd Avenue, Bass Lake Road, and downtown Robbinsdale.

As depicted in Exhibit 4-3, existing land uses east and west of Alignment C in Brooklyn Park consist of
primarily industrial and commercial uses with some residential uses. Exhibit 4-4 indicates that the
majority of these land uses are planned to remain, with some uses transitioning to business park use.

Near the proposed 63rd Avenue station area, existing uses are a mix of commercial, industrial, and high-
density residential land uses with an existing Metro Transit park-and-ride structure on the west side of
CSAH 81. Uses are planned to transition to high-density residential, institutional, and mixed use.

South of 63rd Avenue, Alignment C passes into the city of Crystal. As shown in Exhibit 4-5, land uses
between 62nd Avenue and Bass Lake Road are predominantly low-density residential to the west and
commercial and airport uses to the east. Currently, high-density residential, commercial, and some park
uses are adjacent to the proposed Bass Lake Road station area. Exhibit 4-6 indicates these uses are
planned to remain. South of Bass Lake Road, the existing uses are primarily commercial and industrial
with some park uses. Again, these land use patterns are generally planned to remain in the future.

From Crystal, Alignment C enters the northwest corner of Robbinsdale at 47th Avenue approximately four
blocks north of TH 100. As illustrated in Exhibit 4-7 and Exhibit 4-8, existing and planned future land uses
east and west of Alignment C are primarily low-density residential, with some commercial, high-density
residential, and park uses.

East of the proposed Robbinsdale (42nd Avenue) station lies “downtown” Robbinsdale, a large
retail/office area centered on both West Broadway Avenue and CSAH 81. West of the Burlington Northern
Santa Fe (BNSF) railroad corridor, residential uses predominate. As illustrated in Exhibit 4-8, the
Robbinsdale 2030 Comprehensive Plan indicates increasing density in the downtown area including
transition of some parcels to mixed use.
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Alignment D1 (part of the Preferred Alternative)

Alignment D1 begins near 34th Avenue in Robbinsdale and continues south into the city of Golden Valley
crossing the municipal boundary at 26th Avenue.

As shown in Exhibit 4-7 and Exhibit 4-9, existing land uses east and west of Alignment D1 in Robbinsdale
and Golden Valley are primarily low-density residential and park uses, with limited areas of institutional
use. As depicted in Exhibit 4-10, the City of Golden Valley Comprehensive Plan 2008-2018 indicates
these land uses are planned to remain. The existing and planned future land uses near the Golden Valley
Road and Plymouth Avenue/Theodore Wirth Regional Park station options are also low-density residential
and park uses.

Alignment D1 continues along the BNSF railroad corridor southeast through eastern areas of Golden
Valley, with Theodore Wirth Regional Park to the west and low-density residential land uses to the east.
Alignment D1 enters Minneapolis north of TH 55 then travels east to CSAH 2 (Penn Avenue) where it joins
the Alignment D Common Section. As shown in Exhibit 4-11, the primary land uses are park and low-
density residential uses with no plans for changes in the future. Along TH 55, existing and future planned
land uses are primarily low-density residential uses.

Alignment D2

The D2 alignment transitions from the BNSF railroad corridor to street-running segments through
Robbinsdale and the north side of Minneapolis before rejoining the D1 alignment along TH 55 at Penn
Avenue.

As illustrated in Exhibit 4-11, throughout the entire D2 alignment, the predominant land uses are
residential, including low-, medium-, and high-density residential uses, community-oriented commercial
uses, and institutional uses. North Memorial Medical Center is located in Robbinsdale at the north end of
this alignment (see Exhibit 4-8). The North Memorial station would serve this regional medical facility as
well as existing and future commercial uses to the north.

As depicted in Exhibit 4-12, the City of Minneapolis’s future land use plan indicates the West Broadway
Avenue corridor as an “urban neighborhood” which includes mixed residential and commercial uses. The
Minneapolis Plan for Sustainable Growth and the West Broadway Alive Plan designate West Broadway
Avenue as a Commercial Corridor and Penn Avenue as a Community Corridor with the surrounding area
as Urban Neighborhood. The plans further designate the intersection of Penn Avenue and West Broadway
Avenue as a Neighborhood Commercial Node extending from 26th Avenue to Oliver Avenue that is
appropriate for mixed use commercial/residential. Residential uses at the node can be medium to high
density. The proposed Broadway/Penn station would serve this existing and future commercial corridor.
Adjacent to the proposed Penn/Plymouth station are institutional and community commercial uses within
an otherwise residential neighborhood. The Penn Avenue/Plymouth Avenue intersection is a
Neighborhood Commercial Node that is appropriate for mixed use commercial/residential uses.
Residential uses at the node can be medium to high density. As shown in Exhibit 4-12, The Minneapolis
Plan designates this area as urban neighborhood.

Alignment D Common Section (part of the Preferred Alternative)

The Alignment D Common Section is located entirely in Minneapolis, beginning at Penn Avenue and
following TH 55 to 6th Avenue North into downtown Minneapolis. Proposed stations would be located at
Van White Boulevard and Target Field.

Land use north and south of the Alignment D Common Section is primarily low- and medium-density
residential between Penn Avenue and [-94. Future land uses in this area are designated as urban
neighborhood use, which includes religious, institutional, and open space uses. Existing institutional and
religious uses (academic facilities, a community center, a library, and a church) are adjacent to the
Alignment D Common Section near TH 55 between Irving Avenue and Bryant Avenue. The western
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portions of the new Heritage Park neighborhood contain a mix of residential land uses including medium-,
and high-density housing. This land use pattern continues to Lyndale Avenue/I1-94, where the corridor
enters downtown Minneapolis.

As illustrated in Exhibit 4-12, The Minneapolis Plan for Sustainable Growth indicates that residential land
uses will remain near the proposed Penn Avenue station. The Plan also indicates no planned changes to
the existing land uses near the proposed Van White Boulevard station.

East of 1-94, the Alignment D Common Section enters the downtown area of Minneapolis, which is
characterized by commercial and industrial uses, as shown in Exhibit 4-13. The alignment transitions to
the Blue Line (Hiawatha) LRT at the Target Field Station, which is currently transitioning from industrial
uses to mixed use development adjacent to the Minnesota Twins ballpark as indicated in The Future Land
Use Plan map for the Downtown Sector from The Minneapolis Plan (Exhibit 4-14). The terminal station
would be located at the Target Field Station, an intermodal transit station under construction and planned
to open in 2014. The North Loop Small Area Plan (2010) guides redevelopment for the North Loop area
and calls for mixed use developments organized to support transit.

4.1.4 Planning Context

This section provides a summary of land use and other planning documents, which are the basis for
evaluating land use compatibility of the Bottineau Transitway project.

Local and Regional Plans and Policies

Local and regional policies were reviewed to determine their compatibility with the Bottineau Transitway
Project. A description of local and regional plans, as related to transit, is provided below.

An objective of the City of Maple Grove 2008 Comprehensive Plan (2008) is that multi-modal
transportation be planned for and invested in to slow the growth of congestion. Strategies supporting this
objective include promoting the evaluation of light rail and other modes of transit, planning land use
patterns to support transit development, continuing to support the integration of land uses enabling
shared parking and transit-oriented developments, and planning for the concentration of jobs and
housing around transit hubs and daily conveniences. In addition, Maple Grove’s comprehensive plan
acknowledges that all areas designated as mixed use that have not been developed have the potential
for transit-oriented higher-density clustered or mixed use development, including the Gravel Mining Area.

The Brooklyn Park 2030 Comprehensive Plan (2008) acknowledges that CSAH 81 is currently being
studied by Hennepin County and Metro Transit for use as a transit corridor. The plan states that the City
encourages a thorough analysis of the corridor to provide the most cost-effective and efficient mode of
transit and to construct it in a timely manner. In addition, Brooklyn Park’s comprehensive plan recognizes
that changes would be necessary to implement the policies and objectives of the plan, including the
consideration of transit overlay districts in areas where the City plans to have transit connections in the
future, including Bottineau Boulevard. Additionally, the plan calls for promoting transit-oriented
development where possible and encouraging commercial higher density residential uses along transit
routes. The proposed station locations would provide access to employment centers and other major
destinations in Brooklyn Park, which would be compatible with these goals.

It is a policy of the City of Crystal, Minnesota Comprehensive Plan Update Through the Year 2030 (2011)
to plan and invest in multi-modal transportation choices, based on the full range of costs and benefits, to
slow the growth of congestion and serve the region’s economic needs. A strategy supporting this policy is
to expand the transit system. The Public Transit chapter of Crystal’s comprehensive plan supports the
development of the Bottineau Transitway Project with LRT as the preferred transit technology.

An objective of the Robbinsdale 2030 Comprehensive Plan is to provide an effective choice of
transportation modes for the city’s residents. The plan states that transit corridors provide the potential
for concentrations of residential uses that may accommodate the regional projections for increased
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population. The plan also states that the City should coordinate all future downtown redevelopment with a
transit hub, exclusive busway, and light rail transit plans. In addition, the transitway is included on
Robbinsdale’s Transit Routes map (Figure 4G of the comprehensive plan). The transportation chapter of
Robbinsdale’s comprehensive plan acknowledges the Bottineau Transitway planning efforts, expressing a
preference for LRT.

The City of Golden Valley Comprehensive Plan 2008-2018 includes the goal of enhancing transit usage. A
supporting objective is to support local and regional transit provider plans and programs that benefit
residents and visitors in the community.

The transportation chapter of The Minneapolis Plan for Sustainable Growth (2009) indicates that
enhanced transit services are the means to efficiently meeting the needs of the traveling public. The plan
also calls for ongoing investment and development of corridors served by light rail, commuter rail,
streetcars, and buses. Additionally, The Minneapolis Plan for Sustainable Growth’s future Transitway
System map acknowledges potential Bottineau Transitway routes, noting that transitway alignments and
station locations are still under review and subject to change.

Hennepin County’s 2030 Transportation Systems Plan (TSP) (2011) is one of the four planning elements
of the Hennepin County Comprehensive Plan (2011), which includes regional plans for wastewater and
sewage systems, regional park systems, and surface water management.

The TSP states five central transportation goals, and the development of transitways is addressed as a
strategy to achieve three of these goals. Goal 3 identifies the need to “provide mobility and choice to
meet the diversity of transportation needs, as well as to support health objectives throughout the county.”
Continuing the progress of environmental documentation for the Bottineau Transitway is explicitly listed
as a transit strategy to meet this goal, which also includes targets for improving regional accessibility and
the number of jobs accessible via transit service. Goal 4 and Goal 5 address increasing spatial efficiency
of land use and reducing the region’s environmental footprint through increased development along key
transit corridors. The TSP also lists the dedicated transitway as one of multiple strategies to achieve a 50
percent increase in transit ridership by 2030.

The Hennepin County Sustainable Development Strategy (2011) outlines the County’s Housing,
Community Works, and Transit Department’s approach to aligning resources and targeting development
to “integrate multi-modal transportation, economic development, housing, and community choices.”
Specifically, the Strategy addresses the agency partnerships, funding sources, and innovative problem
solving used to fund and implement transitways, encourage sustainable, mixed use development, and
apply the sustainable development strategy to transit corridors in planning, engineering, and design
phases of the project.

Hennepin County, in partnership with the Bottineau Boulevard Partnership, also prepared the Bottineau
Land Use Planning Framework (2012). While the Framework is unlike the aforementioned local
comprehensive planning documents because the County does not have land use planning administration
authority, it clearly dictates the County and Partnership’s priority for increased development along the
Bottineau Transitway.

The Framework creates a land use planning “To Do” list for the corridor, outlines local and best practices
regarding land use planning around transit, and specifically emphasizes the Federal Transit
Administration’s (FTA) non-financial rating methodology, of which 40 percent is comprised by land use
and economic development measures. Ultimately, the Framework states that “a strong land use planning
process and subsequent adoption of new policies can increase this score and make a transit project
more likely to receive federal funding.”

Metropolitan Council’s Regional 2030 Transportation Policy Plan (2010) acknowledges ongoing study of
the Bottineau Transitway as a future transit route. Policy 15 of the Transportation Policy Plan addresses
transitway development and implementation. The policy states that the “Metropolitan Council will strongly
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pursue, in coordination with the Counties Transit Improvement Board (CTIB), county regional railroad
authorities and transit providers, the cost-effective implementation of a regional network of transitways to
provide a travel-time advantage for transit vehicles, improve transit service reliability, and increase the
convenience and attractiveness of transit service.”

Strategies supporting Policy 15 refer to land use. Strategy 15c¢ states that Metropolitan Council will
consider readiness, priority, and timing along with local commitment to transitway implementation and
land use when making transitway investments. Strategy 15g states that local units of government are
expected to develop local comprehensive plans, zoning, and community development strategies that
ensure more intensified development along transitways and that this development should be effectively
linked to the transitway through compact, walkable environments.

4,15 Operating Phase (Long Term) Impacts
No-Build Alternative

The No-Build alternative would not fulfill a key goal of city and regional plans described above. These
plans indicate support for the enhancement, development, and implementation of transit improvements.
In addition, these plans address the importance of diversity of transportation modes and the efficiency of
land use offered by transit.

Enhanced Bus/TSM Alternative

The Enhanced Bus/Transportation System Management (TSM) alternative would provide some transit
improvements and would therefore partially fulfill the intent of regional and local comprehensive plans to
support and develop transit in the corridor. However, the Enhanced Bus/TSM Alternative would not be as
effective as LRT in meeting plan goals for planning land use development to support transit development,
including the concentration of housing and employment around transit hubs. Additionally, the
Robbinsdale 2030 Comprehensive Plan specifically expresses a preference for LRT.

Build Alternatives

Overall, the Bottineau Transitway Build alternatives would be compatible with the local land use planning
policies of Maple Grove, Brooklyn Park, Crystal, Robbinsdale, Golden Valley, and Minneapolis. Although
Golden Valley’s comprehensive plan does not specifically mention the Bottineau Transitway Project, LRT
would be compatible with the transit goal and objective of the city’s comprehensive plan. The Build
alternatives would also be compatible with regional land use planning policies.

4.1.6 Construction Phase Impacts

Construction phase impacts are defined as the temporary impacts that occur during project construction
only.

No-Build Alternative

No construction phase impacts would occur under the No-Build alternative. Therefore, there would be no
construction-related land use compatibility issues for this alternative.

Enhanced Bus/TSM Alternative

Construction phase impacts would be limited to the area of the proposed transit center and park-and-ride
facility at Oak Grove Parkway and West Broadway Avenue. There would be no construction-related land
use compatibility issues for this alternative.

Build Alternatives
Construction phase impacts generally include:

m Traffic detours resulting in traffic increases through residential neighborhoods
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m  Noise, dust, and visual impacts due to construction
m  Temporary effects to land use due to staging areas

These impacts do not pose compatibility issues with planning policy documents. Negative impacts such
as those listed above are addressed under other topic areas (community cohesion, noise, etc.).

4.1.7 Avoidance, Minimization, and/or Mitigation Measures

As all Build alternatives would be compatible with land use planning policy documents, no avoidance,
minimization, or mitigation measures would be needed.

4.2 Community Facilities/Community Character and Cohesion

Information included in this section is based on the information provided in the Noise and Vibration
Technical Report (HMMH, 2012), Transportation Technical Report (Kimley-Horn and Associates & SRF
Consulting Group, 2012), and Visual Quality Technical Report (SRF, 2012). For information on
coordination regarding community facilities, see Chapter 8 Section 4(f) Evaluation.

421 Regulatory Context and Methodology

No specific laws or executive orders regulate how impacts to community character, cohesion, and
community facilities resulting from transit projects are evaluated. NEPA (41 USC 4321) and MEPA (Minn.
Stat. Chpt. 116D) form the general basis of consideration of these potential social impacts.

Operating phase (long-term) impacts are the permanent effects associated with operating the transitway.
Construction phase impacts are defined as direct impacts, generally temporary in nature, associated with
constructing the project. Community data were obtained from comprehensive plans for the cities of Maple
Grove, Brooklyn Park, Crystal, Robbinsdale, Golden Valley, and Minneapolis. These data were
supplemented by recent aerial photography and input from public involvement activities. Information from
the Noise and Vibration Technical Report (HMMH, 2012), Transportation Technical Report (Kimley-Horn
and Associates & SRF Consulting Group, 2012), and Visual Quality Technical Report (SRF, 2012) was
reviewed and evaluated to assess direct and indirect effects to community character and facilities.

Community facilities near the Bottineau Transitway include schools, colleges, libraries, community
centers, parks, medical facilities, places of worship, funeral chapels, police and fire departments, as well
as a food bank and a radio station. Community facilities and park resources more than 350 feet from the
proposed alignments were assumed to experience no direct impacts. This distance is used because 350
feet is the unobstructed screening distance for FTA noise impact assessments and would allow
identification of potential noise impacts to community facilities and park resources.

Parks are also subject to evaluation in the context of Section 4(f) of the Department of Transportation Act
of 1966, which governs the use of publicly-owned/open to the public park and recreation lands,
government-owned wildlife lands, and historic resources. Section 4(f) is specifically addressed in Chapter
8, Draft Section 4(f) Evaluation. In addition to the protection provided by Section 4(f), Section 6(f) of the
Land and Water Conservation Fund Act of 1965 (LAWCON) stipulates that any land or facility planned,
developed, or improved with LAWCON funds cannot be converted to uses other than parks, recreation, or
open space unless land of at least equal fair market value and reasonably equivalent usefulness is
provided. Anytime a transportation project would cause such a conversion, regardless of funding sources,
such replacement land must be provided. No permanent right-of-way would be acquired from Section 6(f)
resources within the study area. Therefore, no properties planned, developed, or improved with LAWCON
funds would be converted to non-outdoor recreation use, and this issue is not discussed further in the
Draft EIS.
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422 Study Area

For operating phase (long-term) impacts, the study area is defined as the area within %2 mile of the
proposed transit stations. A half-mile radius is commonly used by transit planners to represent the
distance transit users are willing to walk to access an LRT station. For areas along corridor alignments
that are not within a half-mile radius of a transit station, community character and facilities within ¥4 mile
of the transitway alignments were evaluated. As indicated above, no direct impacts were assumed to
occur within 350 feet of any of the alignments. This means that the study area beyond 350 feet but
within % mile of the non-station area alignments was assessed for indirect impacts only.

4.2.3 Affected Environment

This section describes each of the communities along the proposed Bottineau Transitway (Maple Grove,
Brooklyn Park, Crystal, Robbinsdale, Golden Valley, and Minneapolis). Where applicable, descriptions of
formally recognized neighborhoods within these communities are also provided. The term neighborhood
can refer to a geographically defined area or it can denote a social community. For the purpose of this
discussion, neighborhoods are defined as geographic areas within the communities along the Bottineau
Transitway.

These community descriptions provide context for subsequent discussion about displacements and
relocations, community facilities, cohesion within communities, and safety and security concerns
associated with the Bottineau Transitway. Existing physical features (e.g., roadways, railroads, or other
features) that may represent barriers between communities and neighborhoods are identified. Roadways
that provide connectivity within communities are also noted.

Maple Grove

Maple Grove does not have any officially recognized neighborhoods within its boundaries. The area north
and south of Alignment A in Maple Grove is currently in use as a gravel mining area and therefore no
“community” or “neighborhood” is currently present. The City of Maple Grove Gravel Mining Area Special
Area Plan envisions mixed uses for the area adjacent to Alighment A. The future roadway north of EIm
Creek Boulevard would separate retail uses from office and other uses. Refer to Figure 4.2-1 for primary
physical features near Alignment A in Maple Grove.
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Figure 4.2-1. Primary Physical and Community Features in Maple Grove
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Brooklyn Park does not have any officially designated neighborhoods within its boundaries. In the
northern portion of the city, the existing area near Alignment B north of TH 610 is currently undeveloped.
Future development, including commercial uses, is planned for the area north of TH 610 along Alignment
B near the Oak Grove Parkway station. TH 610 separates the future development area from the
neighborhoods to the south. Refer to Figure 4.2-2 for primary physical features in Brooklyn Park.

Existing residential neighborhoods are located on either side of Alignment B (West Broadway Avenue)
from 93rd Avenue to approximately 71st Avenue. Higher density town homes are present in the area of
85th Avenue. North Hennepin Community College and a future Hennepin County library are near the
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location of the 85th Avenue station. The existing neighborhoods have winding internal circulation streets
and do not generally face Alignment B (West Broadway Avenue). Residential areas are also located along
both sides of Alignment C (CSAH 81) from around 70th Avenue to the city boundary at 62nd Avenue.

Within Brooklyn Park, 93rd Avenue, 85th Avenue, and 63rd Avenue serve as important cross community
connectors that link neighborhoods. Proposed station locations at 93rd Avenue and 85th Avenue are
anticipated to support connectivity among neighborhoods. In contrast, I-94 presents a barrier to north-
south travel within the city. Brooklyn Park has a low- to medium-density suburban character with higher
density town homes in the area of 85th Avenue. Neighborhoods east and west of Alignment B (West
Broadway Avenue) and Alignment C (CSAH 81) are separate and cohesive in relation to themselves but
not across these major roadways.

Figure 4.2-2. Primary Physical and Community Features in Brooklyn Park
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Crystal

The city of Crystal is comprised of 14 officially recognized neighborhoods. The six neighborhoods adjacent
to Alignment C are Lions Park, Skyway, Becker, Twin Oaks, Welcome Park, and Cavanagh Oaks. The
location of each neighborhood is illustrated in Figure 4.2-3. These neighborhoods are generally
residential.

Within Crystal, Alignment C parallels Bottineau Boulevard then diverges to parallel the existing BNSF
railroad south of Bass Lake Road. Along Alignment C (CSAH 81) the neighborhoods are separated by
CSAH 81 and the BNSF railroad corridor. The neighborhoods are generally cohesive within themselves but
not across the boulevard and the railroad. The Crystal Airport is a major feature embedded within a
primarily residential neighborhood east of Alignment C and north of Bass Lake Road.

South of Bass Lake Road, Alignment C deviates from Bottineau Boulevard and shifts to the BNSF railroad
corridor then continues along the freight line to the city boundary at 47th Avenue. Between Bass Lake
Road and 47th Avenue, Alignment C passes through commercial and residential areas. In this area of
Crystal, the Canadian Pacific (CP) railroad (east-west orientation) and BNSF railroad corridors (north-south
orientation) present a barrier for movement between neighborhoods. Residential neighborhoods in
Crystal have a suburban residential character with a grid street pattern.
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Figure 4.2-3. Officially Recognized Neighborhoods and Primary Community Features along the
Bottineau Transitway in Crystal
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Robbinsdale does not have any officially recognized neighborhoods within its boundaries. Within the city,
Alignment C parallels the BNSF railroad corridor. Downtown Robbinsdale is located east of Alignment C.
Cross-community connections are provided by 42nd Avenue, 39%2 Avenue, and 36th Avenue.
Neighborhoods within the city are generally separated by TH 100, Bottineau Boulevard, and the BNSF
railroad corridor. Residential neighborhoods are cohesive within themselves but are separated by major
roadways and the railroad. Refer to Figure 4.2-4 for primary physical features in Robbinsdale.
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Alignment D1 parallels the BNSF railroad from approximately 34th Avenue to 26th Avenue. Parkland and
residential neighborhoods are located on both sides of Alignment D.

Residential neighborhoods in Robbinsdale have a suburban residential character with a grid street
pattern. The grid street pattern is somewhat interrupted by several lakes within the city boundaries. The
lakes also present natural barriers that influence access and connectivity within the city.

Figure 4.2-4. Primary Physical and Community Features in Robbinsdale
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Golden Valley

Golden Valley does not have any officially designated neighborhoods within its boundaries. Alignment D1
travels through the city parallel to the BNSF railroad corridor from 34th Avenue to TH 55. The area
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adjacent to Alignment D1 consists of parkland to the west and residential neighborhoods to the east. The
BNSF railroad corridor (Alignment D1) and parkland separate the residential neighborhoods from one
another. Some residential areas to the east have limited vehicle access to the parks. Theodore Wirth

Parkway, part of the Grand Rounds Scenic Byway, provides an important connection to Golden Valley
Road and connects parkland to nearby neighborhoods. Refer to Figure 4.2-5 for primary physical features

in Golden Valley.
Figure 4.2-5. Primary Physical and Community Features in Golden Valley
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Cross streets within the city are limited to Golden Valley Road, Theodore Wirth Parkway, Plymouth Avenue,
and TH 55 which pass over the existing BNSF railroad on bridge structures. Grade-separated roadway
crossings provide pedestrians and bicyclists with the only formal crossings of the railroad. Residential

4-16

March 2014



BottineauTransitway
T

DRAFT ENVIRONMENTAL IMPACT STATEMENT

neighborhoods within Golden Valley have a suburban character with curvilinear streets. Neighborhoods
are cohesive among themselves but not across the BNSF railroad and parkland.

Minneapolis

Within Minneapolis, Alignment D1, Alighment D2, and the Alignment D Common Section pass through five
officially designated neighborhoods: Jordan, Willard-Hay, Harrison, Near-North, and Sumner-Glenwood.
These residential neighborhoods, illustrated in Figure 4.2-6, generally have an urban character with a grid
street pattern and residential housing in a variety of densities along the alignments.

Figure 4.2-6. Officially Recognized Neighborhoods and Primary Community Features along the
Bottineau Transitway in Minneapolis
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The neighborhoods bordering the portion of Alighment D2 where it parallels West Broadway Avenue are
Jordan and Willard-Hay. These neighborhoods are primarily residential with commercial uses along West
Broadway Avenue. Victory Memorial Parkway runs north-south along the western Minneapolis border,
crossing under the proposed Alignment D2 on the western border of Minneapolis.

Alignment D2 continues south along Penn Avenue and is bordered by the Willard-Hay and Near-North
neighborhoods. Commercial activity and community facilities are located where Penn Avenue intersects
West Broadway Avenue and Plymouth Avenue.

Alignment D1 enters Minneapolis also in the Willard-Hay neighborhood. Theodore Wirth Regional Park is a
major community feature west of the alighment. In some instances (near Plymouth Avenue), the park is
also east of Alignment D1.

The neighborhoods adjacent to Alignment D1 along TH 55 and the Alignment D Common Section are
Harrison to the south, Near-North to the north, and Sumner-Glenwood just west of 1-94.

The Harrison neighborhood, located south of TH 55, is primarily residential. TH 55 is a wide arterial street
with neighborhood connections provided by north-south street crossings with traffic signals at TH 55
intersections. The wide median with trees and green space within the right-of-way serve as a buffer
between the highway and the adjacent neighborhoods.

Near-North is primarily residential. Major landmarks include the historic Sumner Library and the recently
redeveloped Heritage Park, a mixed use residential development that includes public housing.
International Market Square, a redeveloped factory containing commercial businesses, is also a major
landmark in the neighborhood. Near-North is bordered on the east by I-94, which physically separates the
neighborhood from downtown Minneapolis.

The Alignment D Common Section continues into downtown in the North Loop neighborhood, which has a
mixed use urban character.

424 Environmental Consequences

This section identifies community facilities and evaluates potential impacts to community character due
to access changes, loss of parking, noise impacts, visual changes, and property conversions. Impacts to
community cohesiveness are also identified, specific to actions or results from implementation of the
proposed project that would divide (physically or visually) the community or negatively alter the
connections between parts of the community. Refer to the following individual reports for further detail
regarding access changes and parking, noise, and visual changes: Transportation Technical Report
(Kimley-Horn and Associates & SRF Consulting Group, 2012), Noise and Vibration Technical Report
(HMMH, 2012), and the Visual Quality Technical Report (SRF Consulting Group, 2012).

4241 Operating Phase (Long-Term) Impacts

No-Build Alternative

No changes to community character, facilities, or cohesiveness within communities are anticipated under
the No-Build alternative.

Enhanced Bus/TSM Alternative

Impacts to community character and facilities would be limited to the area of the transit center and park-
and-ride facility at Oak Grove Parkway and West Broadway Avenue, where undeveloped land would be
converted to transportation use. No direct or indirect adverse impacts to community character, facilities,
or cohesiveness within communities are anticipated.
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Build Alternatives

The following discussion evaluates the effect of the Bottineau Transitway Project on facilities present, the
character of the communities, and potential changes in community cohesiveness along each alignment.
Table 4.2-1 summarizes potential community impacts associated with facilities, character, and cohesion
for each Build Alternative.

Table 4.2-1. Potential Impacts to Community Facilities/Community Character and Cohesion

Alternative Access to Community Community Character Community Cohesion
Facilities Maintained Maintained Maintained
Yes Yes Yes

A-C-D1

AC-D2 Yes No No
B-C-D1 (Preferred Yes Yes Yes
Alternative)

B-C-D2 Yes No N

While Table 4.2-1 provides an overview of potential community impacts, specific impacts are presented
and discussed in further detail in other sections of this Draft EIS. Refer to the following sections for
additional information regarding property acquisition, displacement, and relocation (Section 4.3), noise
(Section 5.6), vibration (Section 5.7), visual/aesthetics (Section 4.5), parks (Chapter 8 Draft Section 4(f)
Evaluation), effects to minority and low-income and populations (Chapter 7), and business impacts
(Section 4.6).

Community facilities, including park resources, were identified for each community along each of the
proposed alignments. Tables listing community facilities and park resources are provided for each
alignment and community, as applicable.

Alignment A
m  Maple Grove

No community facilities were identified along Alignment A in Maple Grove. Much of the area adjacent to
this alignment option is within the gravel mining area.

Effect on community character and cohesiveness:

No adverse effects to community facilities are anticipated along Alignment A in Maple Grove as the
majority of the area is undeveloped. Although gravel mining operations in this area may continue for
decades, Maple Grove is planning for future development that includes a street alignment that would
accommodate the proposed Bottineau Transitway. Future cross street facilities are expected to provide
connections between future neighborhoods as well as to transit stations, thereby supporting
cohesiveness within and among neighborhoods.

m  Brooklyn Park
Community facilities along Alignment A in Brooklyn Park are listed in Table 4.2-2.

An evaluation of noise, access, right-of-way requirements, and changes in visual character determined
that the transitway would not disrupt the functions of Hennepin Technical College or Living Word Christian
Center. The Bottineau Transitway Project is expected to provide the positive benefit of enhancing access
to Hennepin Technical College.
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Table 4.2-2. Community Facilities along Alignment A in Brooklyn Park

Hennepin Technical College < 350 feet 9000 Brooklyn Boulevard
Living Word Christian Center > 350 feet 9201 75th Avenue North

1ndicates distance from Alignment A

One park resource, Greenhaven Park, was identified along Alignment A in Brooklyn Park and is listed in
Table 4.2-3. Greenhaven Park is located far enough away from Alignment A that no impacts are
anticipated.

Table 4.2-3. Park Resources along Alignment A in Brooklyn Park

Greenhaven Park 29 > 350 feet Playground, basketball and game courts, picnic area

1 Indicates distance from Alignment A
Direct/indirect effects can be summarized as follows:

m Direct effects would result from the acquisition of eight residential properties south of Brooklyn
Boulevard and east of Boone Avenue.

Effect on community character:

From Brooklyn Boulevard to 71st Avenue, Alignment A would be constructed within the BNSF right-of-way.
Addition of a transitway within this existing rail corridor is not anticipated to substantially change the
community character from what exists today.

Effect on community cohesiveness:

Implementation of the Bottineau Transitway is not anticipated to adversely affect connections within the
community and no changes in community cohesion are expected.

Alignment B (part of the Preferred Alternative)
m  Brooklyn Park
Community facilities along Alignment B in Brooklyn Park are listed in Table 4.2-4.

The effect of transitway noise is expected to occur near Prince of Peace Lutheran Church. As worship
activities are assumed to be indoors, no adverse impacts are anticipated.

Consideration of noise, access, and visual impacts determined that no other community facilities listed in
Table 4.2-4 are expected to be directly or indirectly affected by the transitway. Although changes in
access are anticipated, they would not adversely affect the resources described below.

m The access closure at 78th Avenue, which would be required to maintain pedestrian safety, is not
expected to affect pedestrian access to Brooklyn Park Evangelical Free Church as pedestrians would
be diverted ¥s-mile (5 minute walk) to cross at Candlewood Drive.

m  North Hennepin Community College, Step by Step Montessori School, and the future Hennepin
County Library are near the proposed 85th Avenue station. The access closure at 84th Avenue, which
would be necessary to maintain pedestrian safety, would divert pedestrians ¥s-mile to cross at
College Park Avenue and is not expected to impact community facilities near the 85th Avenue station.
The college, businesses, residents, and future library patrons are expected to benefit from improved
transit access provided by the 85th Avenue station. The Brooklyn Boulevard station would provide
improved access to retail activity in the area near the proposed station.
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Table 4.2-4. Community Facilities along Alignment B in Brooklyn Park

Berean Baptist Church < 350 feet 8825 West Broadway Avenue
Step by Step Montessori School > 350 feet 8401 West Broadway Avenue
Future Hennepin County Library = 350 feet 85th Avenue and West Broadway Avenue

North Hennepin Community College < 350 feet 7411 85th Avenue North

sl e mresdliel fey < 350 feet 7849 West Broadway Avenue

Church

Prince of Peace Lutheran Church > 350 feet 7217 West Broadway Avenue
Brooklyn-Crystal Cemetery > 350 feet Across from 7217 West Broadway Avenue
Parenting with Purpose > 350 feet 7111 West Broadway Avenue

Grace Lutheran Church > 350 feet 6810 Winnetka Avenue North

1 Indicates distance from Alignment B
Park resources along Alignment B in Brooklyn Park are listed in Table 4.2-5.

Reconstruction of West Broadway Avenue between CSAH 30 (93rd Avenue) and Candlewood Drive would
be completed by Hennepin County prior to construction of the Bottineau Transitway Project, a committed
project (construction activities to begin late 2015) included under the No-Build alternative. Because the
Bottineau Transitway would be built within the median of the reconstructed West Broadway Avenue, no
changes in park or trail access are anticipated.

The direct effect of property acquisition (5.2 acres) from Three Rivers Park District is anticipated if an
OMF is constructed at the 101st Avenue location. Construction of the OMF may affect the turf portion of
Rush Creek Regional Trail. The location of the trail and a detailed discussion of trail impacts are provided
in Chapter 8 Draft Section 4(f) Evaluation.

The Bottineau Transitway is not expected to affect any of the other parks identified in Table 4.2-5 due to
their location in relation to Alignment B. Tessman Park consists primarily of green space, and the
recreation facilities in College Park are set back from the proposed alignment. The character of the North
Hennepin Community College ball fields and the adjacent trail would not change as a result of the
Bottineau Transitway. An evaluation of noise, access, changes in visual character, and location relative to
Alignment B determined that the transitway would not disrupt the function of Brooklyn Acres, Tessman
Acres Park, or Park Lawn Park.
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Table 4.2-5. Park Resources along Alignment B in Brooklyn Park

Rush Creek Regional Trail 5.22 Adjacent Paved and turf trail

Brooklyn Acres 5.6 > 350 feet  Playground, picnic area, path and trail
Tessman Acres Park 6.2 > 350 feet  Playground, picnic area, path and trail
College Park 6 Adjacent Playground, skate rink, pichic pavilion, park

activity building
North Hennepin Community ) _
College Ball Fields 5.8  Adjacent  Ballfields

North Hennepin Community o Adjacent Trail

College Trail
Tessman Park 10.9 Adjacent Trail
Park Lawn Park 5 > 350 feet  Playground, basketball, path and trail

1 Indicates distance from Alignment B
2 Partial acquisition of property owned by Three Rivers Park District

Direct/indirect effects can be summarized as follows:

m  An OMF may be constructed at 101st Avenue or 93rd Avenue and property acquisitions would be
needed for either of the OMF options. Construction of an OMF would add a large built structure to the
landscape, changing the existing visual character. The area around the OMF option at 101st Avenue
is currently undeveloped, but future mixed use is planned at this location. The OMF at 101st Avenue
would also require approximately five acres owned by Three Rivers Park District. Should the OMF
option at 101st Avenue move forward as the preferred location, formal review would be required by
Metropolitan Council and the Park District Board of Commissioners to address restrictive covenants
associated with this property. The OMF option at 93rd Avenue may be used as a park-and-ride or a
combined OMF and park-and-ride. The area around the OMF option at 93rd Avenue is planned for
future business park use.

m Potential noise impacts to residents along Alignment B.

m  Property acquisitions are anticipated along Alignment B between the Oak Grove Parkway station and
the 93rd Avenue station.

m  Acquisition of a narrow strip of right-of-way would occur adjacent to Alignment B to allow for roadway
widening to accommodate the transitway south of Candlewood Drive to 75th Avenue.

m  Full property acquisitions are anticipated for eight residential properties east of West Broadway
Avenue and south of 76th Avenue.

m  One commercial property acquisition is expected near 75th Avenue.

m  Four crossings of West Broadway Avenue in Brooklyn Park would be closed (92nd Avenue, 84th
Avenue, 78th Avenue, and commercial access to Starlite Center/76th Avenue).

Effect on community character:

Although minor variations in visual character directly adjacent to the proposed changes may occur due to
the construction of an OMF, acquisition and removal of residential and commercial properties, and
access closures, these changes are not expected to change the overall community character of the areas
near Alignment B in Brooklyn Park. The effects are confined to limited areas and are not anticipated to
affect the overall community character.
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Effect on community cohesiveness:

The effects are confined to limited areas and would not present a substantial physical or social barrier
affecting community cohesion.

Alignment C (part of the Preferred Alternative)
m  Brooklyn Park

Four community facilities, all of which are parks, were identified along Alignment C in Brooklyn Park. An
evaluation of noise, access, changes in visual character, and location relative to Alignment C determined
that the transitway would not disrupt the function of any of the park resources identified in Table 4.2-6.

Table 4.2-6. Park Resources along Alignment C in Brooklyn Park

CPark———ores | Disonce s [Fasiiieo

Ball fields, playground, skating and hockey, picnic
Lakeland Park 10.2 > 350 feet pavilion, park activity building, tennis, basketball, game

courts
Streifel Park 1.3 > 350 feet Ball field, playground
Edgewood Park 3.6 > 350 feet Playground
Southbrook Park 9 > 350 feet Picnic area, path and trail, nature area

1ndicates distance from Alignment C

Direct/indirect effects can be summarized as follows:

m Potential for noise impacts to residences north of I-94.

m Change of access to one commercial property (a drive-in restaurant) along West Broadway Avenue

m  Expansion of the park-and-ride west of the 63rd Avenue station is anticipated. Adjacent residential
neighborhoods may experience the effect of increased traffic.

Effect on community character:

Potential for increased noise at several residences, acquisition of one commercial property, and
increased traffic near the park-and-ride are not anticipated to change the overall community character of
the area near Alignment C in Brooklyn Park. The effects would be confined to limited areas and are not
expected to affect the overall community character.

Effect on community cohesiveness:

The effects would be confined to limited areas and would not present a substantial physical or social
barrier affecting community cohesion.

m Crystal
Community facilities along Alignment C in Crystal are listed in Table 4.2-7.

Increased noise is anticipated to occur at Doug Stanton Ministries. As activities of the ministry are
assumed to be indoors, no adverse impacts are anticipated. No other direct or indirect impacts are
expected for the community facilities identified in Table 4.2-7. An evaluation of noise, access, right-or-way
requirements, and changes in visual character determined that the transitway would not affect the
function of these community facilities.
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Table 4.2-7. Community Facilities along Alignment C in Crystal

Crystal Medical Center < 350 feet 5706 Lakeland Avenue
Doug Stanton Ministries < 350 feet 4947 West Broadway Avenue

1 Indicates distance from Alignment C

No direct or indirect impacts are anticipated for park resources along Alignment C in Crystal, which are
identified in Table 4.2-8.

The Bass Lake Road station would be located directly east of Becker Park. The location of Becker Park is
depicted in Figure 4.2-3. Fencing along the eastern boundary of the park provides a barrier to the existing
railroad and the proposed transit station. Becker Park, nearby commercial uses, and a senior housing
complex located just south of the park may benefit from improved transit access provided by the
proposed station.

An evaluation of noise, access, changes in visual character, and location relative to Alignment C
determined that Broadway Park, Skyway Park, North Bass Lake Park, Lions Soo Line Park, Cavanagh
Park, North Lions Park, and Welcome Park would not be adversely affected by the transitway.

Table 4.2-8. Park Resources along Alignment C in Crystal

Basketball court, tennis courts, warming house,
North Lions Park 12 < 350 feet playground, trail, BBQ grills, volleyball courts,
softball and baseball fields

Half-court basketball, playground, softball field,

Skyway Park > 350 feet picnic shelter

North Bass Lake Park 1.5 > 350 feet Basketball court, playground, picnic shelter

Cavanagh Park 4.8 > 350 feet  Playground, picnic shelter, softball fields

1ndicates distance from Alignment C
Direct/indirect effects can be summarized as follows:

m Potential for existing residences at several locations adjacent to Alignment C to experience the effect
of increased noise

Effect on community character:

Increased noise is not anticipated to affect the community character of the area surrounding Alignment C
in Crystal.
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Effect on community cohesiveness:

Potential noise impacts would not affect community cohesion as it is localized and does not present a
physical or social barrier.

m Robbinsdale

No direct or indirect impacts are anticipated for the community facilities along Alignment C in
Robbinsdale, which are identified in Table 4.2-9. An evaluation of noise, access, right-of-way
requirements, and changes in visual character determined that the transitway would not disrupt the
function of these community facilities.

Table 4.2-9. Community Facilities along Alignment C in Robbinsdale

Redeemer Lutheran Church > 350 feet 4201 Regent Avenue North
Robbinsdale Police Department < 350 feet 41041 Hubbard Avenue

Elim Lutheran Church > 350 feet 3978 West Broadway Avenue
Sacred Heart Catholic Church and School > 350 feet 4087 West Broadway Avenue
Bethel World Outreach < 350 feet 3900 Hubbard Avenue North

1 Indicates distance from Alignment C
Park resources along Alignment C in Robbinsdale are listed in Table 4.2-10.

Triangle Park is located adjacent to Alignment C, and park users are expected to experience the effects of
increased noise. The perimeter of Triangle Park is bounded by chain-link fencing. Lee Park is bordered by
the railroad corridor on the east, with fencing providing a barrier between the railroad corridor and the
park. The fencing is expected to remain, thereby providing a barrier between park activities and
transitway operations. The location of Triangle Park and Lee Park are shown in Figure 4.2-4.

An evaluation of noise, access, and changes in visual character determined that Spanjers Park, Mielke
Park, Thomas Hollingsworth Park, Lakeview Terrace Park, and Lee Park would not be adversely affected
by the transitway.

Table 4.2-10. Park Resources along Alignment C in Robbinsdale

Spanjers Park > 350 feet  Ball field, picnic area, paths/trails

Mielke Park 0.7 > 350 feet  Picnic area

Triangle Park 1 Adjacent Ball f|eld, playground equipment, picnic area,
wading pool

;2?;" E=HillinEsSwWort) 4.4 > 350 feet  Picnic Area, path/trail, fishing dock
Ball fields, playground equipment, tot equipment,

Lakeview Terrace Park 30 > 350 feet  picnic area, paths/trails, tennis courts,

concession stand, boat access

Lee Park 6.7 Adjacent B_all _fleld, pla){grqund e_qument, tot (_-:‘qmpment,
picnic area, picnic pavilion, paths/trails,

1 Indicates distance from Alignment C
Direct/indirect effects can be summarized as follows:

m Residences adjacent to Alignment C, particularly along the east side, are expected to experience the
effect of increased noise generated by transitway operations.
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m Five commercial parcels (three properties with buildings and two parking lots) would be acquired to
accommodate parking near the Robbinsdale station. Hubbard Marketplace, one of the three
commercial properties, would likely be replaced by another structure that would serve as a transit
facility.

Effect on community character:

Increased noise and the acquisition of five commercial properties are not anticipated to change the
overall community character of the area surrounding Alignment C in Robbinsdale. Although minor
changes in visual character may occur due to the removal of commercial properties, the positive effect of
improved access provided by the Robbinsdale station is anticipated to support retail and commercial
activity in the area. The effects would be confined to limited areas and are not expected to affect the
overall community character.

Effect on community cohesiveness:

The effects would be confined to limited areas and would not present a substantial physical or social
barrier affecting community cohesion.

Alignment D1 (part of the Preferred Alternative)

Alignment D1 passes through the cities of Robbinsdale, Golden Valley, and Minneapolis. The majority of
Alignment D1 is within a trench where the existing railroad corridor is approximately 20 to 30 feet below
grade. The railroad right-of-way is 100 feet wide within the trench. Freight rail would continue to operate
on the western 50 feet and LRT would operate on the eastern 50 feet.

m Robbinsdale

Three community facilities, all of which are parks, were identified along Alignment D1 in Robbinsdale.
These parks are listed in Table 4.2-11.

Sochacki Park is bordered by June Avenue and residential backyards on the west and the BNSF railroad
corridor on the east. There is a trail within Sochacki Park that parallels the railroad north of Grimes Pond.
The trail is less than 50 feet from the railroad in some locations. The natural setting of Sochacki Park may
be somewhat diminished due to the proximity of the trail to Alignment D1. The location of Sochacki Park
is depicted in Figure 4.2-4.

South Halifax Park is east of Alignment D1 and south of Lowry Avenue. East of Alignment D1, the existing
BNSF railroad corridor is buffered by an Xcel Energy substation facility, South Halifax Park, and large
densely vegetated backyards. Deciduous vegetation provides some screening of the existing railroad
corridor for residents along Indiana Avenue. Given its proximity to Alignment D1, moderate visual impacts
are possible. The location of South Halifax Park is shown in Figure 4.2-4.

No direct or indirect impacts are anticipated for Parkview Park, as it is located far enough away from
Alignment D1 that no impacts are expected.

Table 4.2-11. Park Resources along Alignment D1 in Robbinsdale

Sochacki Park 37.4 Adjacent Picnic area, picnic pavilion, paths/trails

South Halifax Park 4 Adjacent Playground equmer_mt, tot equipment, half-court
basketball, paths/trails

Parkview Park 0.3 > 350 feet  Playground equipment, picnic area

1 Indicates distance from Alignment D1
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Direct/indirect effects can be summarized as follows:

m  Noise impacts are anticipated for residents north of South Halifax Park along Indiana Avenue
between 33rd Avenue and Lowry Avenue.

Effect on community character:

Increased noise for residents north of South Halifax Park is not anticipated to change the community
character of the area surrounding Alignment D1 in Robbinsdale. The effects would be confined to limited
areas and are not expected to affect the overall community character.

Effect on community cohesiveness:

The effects would be confined to limited areas and would not present a substantial physical or social
barrier affecting community cohesion.

m  Golden Valley

No direct or indirect impacts are anticipated for the community facilities along Alignment D1 in Golden
Valley, which are identified in Table 4.2-12. An evaluation of noise, access, and changes in visual
character determined that the transitway would not disrupt the function of these community facilities.

Table 4.2-12. Community Facilities along Alignment D1 in Golden Valley

Unity Christ Church > 350 feet 4000 Golden Valley Road

St. Margaret Mary Catholic Church :
and Loveworks Academy > 350 feet 2225 Zenith Avenue

1 Indicates distance from Alignment D1

Park resources along Alignment D1 in Golden Valley are listed in Table 4.2-13. Figure 4.2-5 shows the
location of Mary Hills Nature Area, Glenview Terrace Park, and Theodore Wirth Regional Park.

Mary Hills Nature Area is located west of the BNSF railroad. A meandering trail system connects Mary
Hills Nature Area with Sochacki Park to the north. The trail generally parallels the existing railroad
corridor, with deciduous vegetation providing some visual screening. The recreational experiences of this
park resource may be lessened due to the effects of increased transitway operations and change in
setting.

Although Glenview Terrace Park is adjacent to Alignment D1, the active uses of the park are well buffered
by a ravine and wooded area.

Theodore Wirth Regional Park is located generally between a line extending along France Avenue on the
west (France Avenue is discontinuous and exists north and south of the park only), Xerxes Avenue on the
east, 1-394 to the south, and Golden Valley Road on the north. Some of the walking trails and cross-
country ski trails are near Alignment D1. Although deciduous trees provide some visual screening of the
existing railroad corridor, their buffering effect would be reduced as a result of leaf loss during the winter
months. Recreational experiences within the park may be somewhat diminished due to the effects of
transitway operations and change in setting.

An evaluation of noise, access, changes in visual character, and location relative to Alignment D1
determined that Stockman Park, Rice Lake Nature Area, Valley View Park, and Sweeney Lake Park would
not be adversely affected by the transitway.
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Table 4.2-13. Park Resources along Alignment D1 in Golden Valley

Cpari " jores | Dtance® [ Fanltes

Game squares, play equipment, basketball court,

Stockman Park 1.5 > 350 feet :

softball field
Mary Hills Nature Area  15.7 Adjacent Trails, picnic areas, benches
Rice Lake Nature Area 9 > 350 feet :;E)ar:lé wooden boardwalk, overlook across scenic
Glenview Terrace Park 5 Adjacent Play equipment, walkways/trails, tennis court
Valley View Park 5.5 > 350 feet Picnic areas, open fields, walking and cycling paths
Sweeney Lake Park 0.9 > 350 feet Dock, canoe launch, sun shelter

Fishing pier, boat launch, volleyball courts,
playground, picnic area/pavilion, snowboard park,

759 Adjacent trails, golf courses and clubhouse, Eloise Butler
Wildflower Garden, Quaking Bog, cross-country
skiing

Theodore Wirth
Regional Park

1 ndicates distance from Alignment D1
Direct/indirect effects can be summarized as follows:

m There are two potential station sites for Alighment D1: the Plymouth Avenue/Theodore Wirth
Regional Park station option and the Golden Valley Road station option. No additional right-of-way is
needed if the Plymouth Avenue/Theodore Wirth Regional Park station option is selected.

= To construct the transitway, permanent property acquisition is anticipated from Theodore
Wirth Regional Park near where Alignment D1 crosses Plymouth Avenue. A small amount
of right-of way (0.4 acre) is anticipated due to the slope at this location. The property is
owned by the Minneapolis Park & Recreation Board (MPRB).

m To construct the Golden Valley Road station option, permanent acquisition of less than
one half acre is expected from Theodore Wirth Regional Park. The property would be
acquired from the MPRB.

Effect on community character:

Potential changes in the setting of Sochacki Park and Mary Hills Nature area and minor property
acquisitions from Theodore Wirth Regional Park are not anticipated to change the community character of
the area surrounding Alignment D1 in Golden Valley. Property acquisitions would occur near the park’s
eastern boundary and are not anticipated to impact park facilities or recreational use. Coordination with
the MPRB regarding potential park impacts is ongoing. Construction of either proposed station is
anticipated to improve access to Theodore Wirth Regional Park.

Effect on community cohesiveness:

The effects described would be confined to limited areas and are not anticipated to present a substantial
physical or social barrier affecting community cohesion.

m  Minneapolis

Two community facilities, both of which are parks, were identified along Alignment D1 in Minneapolis and
are listed in Table 4.2-14.

No direct or indirect impacts to Farwell Park are anticipated due to its distance from Alignment D1. A
temporary easement from Theodore Wirth Regional Park would be required to construct the LRT guideway
north of TH 55 where it transitions from the BNSF railroad corridor to TH 55. The property would be
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acquired from the MPRB. The location of Theodore Wirth Regional Park is depicted in Figure 4.2-6 and
further discussion of park impacts is provided in Chapter 8 Draft Section 4(f) Evaluation.

Table 4.2-14. Park Resources along Alignment D1 in Minneapolis

Farwell Park > 350 feet  Picnic area, playground

1 Indicates distance from Alignment D1

Direct/indirect effects can be summarized as follows:

m East of the BNSF railroad/TH 55 transition, three non-signalized pedestrian crossings of TH 55 would
be closed (Sheridan Avenue, Russell Avenue, and Queen Avenue).

m  Nearby low- and medium-density residential areas would experience the effects of general activity
surrounding the Penn Avenue station.

Effect on community character:

The closure of three pedestrian crossings and the increased activity near the Penn Avenue station is not
anticipated to change the community character of the area surrounding Alignment D1 in Minneapolis.
Residences and community facilities near the station would benefit from improved transit access. The
effects would be confined to limited areas and are not expected to affect the overall community
character.

Effect on community cohesiveness:

The effects would be confined to limited areas and would not present a substantial physical or social
barrier affecting community cohesion.

Alignment D2
m Robbinsdale
Community facilities along Alignment D2 in Robbinsdale are listed in Table 4.2-15.

North Memorial Medical Center is a Level | Trauma Center equipped to provide emergency services while
nearby North Memorial Outpatient Center provides outpatient services. Access to both the main campus
and outpatient facilities would be maintained and no effects related to noise or changes to visual
character are anticipated. Access and time delays are concerns for medical facilities because a prompt
emergency response can influence a patient’s outcome. Refer to Figure 4.2-4 for the location of North
Memorial Medical Center.

Table 4.2-15. Community Facilities along Alignment D2 in Robbinsdale

North Memorial Medical Center Main Campus > 350 feet 3300 Oakdale Avenue North

1 Indicates distance from Alignment D2
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Park resources along Alignment D2 in Robbinsdale are listed in Table 4.2-16. No direct or indirect
impacts to Manor Park are anticipated, as it is located far enough away from Alignment D2 to not be
adversely affected by the transitway.

Table 4.2-16. Park Resources along Alignment D2 in Robbinsdale

L T

Ball field, playground equipment, tot equipment,
Dl [ e > HRUiEED picnic area, paths/trails, tennis court, splash pad

1ndicates distance from Alignment D2
Direct/indirect effects can be summarized as follows:
m Potential noise impacts are anticipated along 34th Avenue in Robbinsdale.

m  Alignment D2 would be constructed on a new alighment where it enters Robbinsdale, introducing
direct physical changes to the residential neighborhood. Five residential parcels south of 34th
Avenue and one parcel north of 34th Avenue would be acquired.

m Access along 34th Avenue would be reconfigured between the railroad corridor and Oakdale Avenue
with a north-south connection maintained at Halifax Avenue. To maintain traffic safety, access would
change to right-in, right-out only along 34th Avenue, except at Halifax Avenue.

m Pedestrian and bicycle access across 34th Avenue at Grimes Avenue would be eliminated to
accommodate for the guideway as it transitions from the BNSF railroad trench to the elevation of the
new station platform. Users would need to divert one block (1/16 mile) east or west to cross 34th
Avenue.

m The North Memorial station would be located just south of, but elevated from, the Terrace Mall
retail/medical office complex. Acquisition of five residential properties, one four-unit condominium,
and additional right-of-way would be necessary to construct the station and the elevated transitway
near North Memorial Medical Center, resulting in direct impacts.

m The elevated transitway near North Memorial Medical Center may alter the visual character of the
neighborhood.

Effect on community character:

The effects of increased noise, permanent residential acquisitions, changes in access, and change in
visual character are expected to alter the community character of areas adjacent to Alignment D2 but
would not affect other Robbinsdale neighborhoods. Although roadway circulation patterns would be
modified at 34th Avenue, the change would affect a small number of residents. The effects would be
limited to the area near 34th Avenue and North Memorial Medical Center and may be perceived to affect
community character in these areas.

Effect on community cohesiveness:

The minor access changes near 34t Avenue North do not present a substantial physical or social barrier
affecting community cohesion.

m  Minneapolis

Community facilities along Alignment D2 in Minneapolis are listed in Table 4.2-17. Figure 4.2-6 shows the
location of NorthPoint Health and Wellness Center, Estes Funeral Chapel, and Minneapolis College
Preparatory School.

NorthPoint Health and Wellness Center is a multi-specialty medical, dental, and mental health center and
human service agency serving north Minneapolis residents and employees. The Bottineau Transitway
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would require partial acquisition of NorthPoint, resulting in a direct right-of-way impact. Although the
transitway would require removal of part of the facility, it is anticipated that modifications to the building
would allow its continued use. Access closures at 14th Avenue (east and west) would divert pedestrians
%8 mile to cross at Plymouth Avenue. However, these closures are not expected to impair access to
NorthPoint Health and Wellness Center.

Estes Funeral Chapel provides services for the local community. The Penn/Plymouth station would
require the removal of the chapel, which is located south of NorthPoint. The full acquisition would result in
direct property impacts.

Minneapolis College Preparatory School, a public charter school that leases the Lincoln Community
School Building, is adjacent to Penn Avenue. An access closure at 12th Avenue would divert pedestrians
%8 mile to cross at Plymouth Avenue. However, this closure is not expected to impair access to the school.

None of the other community facilities listed in Table 4.2-17 are expected to sustain direct or indirect
impacts. An evaluation of right-of-way requirements, noise, access, and changes in visual character
determined that the transitway would not disrupt the function of these community facilities.

Table 4.2-17. Community Facilities along Alignment D2 in Minneapolis

Communit Pl

Parkway United Church of Christ < 350 feet 3120 Washburn Avenue North
True Vine Missionary Baptist Church <350feet 2639 Thomas Avenue North
Church of St. Anne > 350 feet 2627 Queen Avenue North
New Creation Church > 350 feet 1922 25th Avenue North
KMOJ Radio Station < 350 feet 2323 West Broadway Avenue
Morning Star Assembly of God < 350 feet 2229 West Broadway Avenue
All Nations Seventh Day Adventist Church < 350 feet 2315 24th Avenue North
Plymouth Christian Youth Center = 350 feet 2210 Oliver Avenue North
North Community Missionary < 350 feet 1832 Penn Avenue North
Twin Cities Community Gospel > 350 feet 1530 Russell Avenue North
NorthPoint Health and Wellness Center < 350 feet 1313 Penn Avenue North
Estes Funeral Chapel < 350 feet 2210 Plymouth Avenue North
Police Station > 350 feet 1925 Plymouth Avenue North
gzlt\:gzagzghglgnenn?zztacgmzr(E?isgca:)mh S > 350 feet 20041 Plymouth Avenue North
Minneapolis Urban League < 350 feet 2100 Plymouth Avenue North
Minneapolis College Preparatory School < 350 feet 2131 12th Avenue North
Holsey Memorial Christian Church > 350 feet 1229 Logan Avenue North
Hospitality House > 350 feet 1220 Logan Avenue North
Pastor Paul’s Mission < 350 feet 1000 Oliver Avenue North
Minneapolis Believers - Christ < 350 feet 1001 Penn Avenue North

1 Indicates distance from Alignment D2

Park resources along Alignment D2 in Minneapolis are listed in Table 4.2-18. Refer to Chapter 8 Draft
Section 4(f) Evaluation for the location of the Lincoln Community School playground and the Minneapolis
Public Schools athletic field.

Willard Park is located west of Penn Avenue and south of 17th Avenue. Acquisition and removal of
residential housing along the west side of Penn Avenue would expose the park to transitway operations.
Without visual screening such as vegetation or future development of the remnant strip west of Penn
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Avenue, the transitway is expected to be visible from Willard Park. Access closures at 17th Avenue (east
and west) would divert pedestrians ¥s mile to cross at 16th Avenue or Golden Valley Road, respectively.
However, access closures at 17th Avenue are not expected to affect access to the park. Willard Park is
used for active recreation and no disruption to its function as a community facility is anticipated due to
transitway operations. Figure 4.2-6 shows the location of Willard Park.

The Lincoln Community School playground is owned by the Minneapolis Board of Education. The school
closed in 2007 and is currently being leased by the Minneapolis College Preparatory School. The chain-
link fencing bordering the playground on the southern portion of the property provides a barrier to Penn
Avenue and the proposed transitway. An access closure at 12th Avenue would divert pedestrians ¥ mile
to cross at Plymouth Avenue or Oak Park Avenue. However, this closure is not expected to affect access
to the playground. The playground is used for active recreation and no disruption to its function as a
community facility is anticipated due to transitway operations.

A Minneapolis Public Schools athletic field, located across the street from the Lincoln Community School
building, functions as a soccer and football field for Minneapolis Public Schools and is occasionally used
by the community. Lincoln Peace Garden is situated in the northeast corner of the property. A strip of land
on the east side of the athletic field would need to be acquired to construct the transitway, resulting in a
direct right-of-way impact. The total area of use is estimated at about a half an acre, representing
approximately 18 percent of the field’s total area. Although the resource could still function as a football
field, it would no longer be wide enough to accommodate a full-size soccer field. Removal of the existing
row of coniferous trees along the eastern boundary of the park would eliminate the buffer to Penn
Avenue. The area of the Lincoln Peace Garden, located in the northeast corner of the athletic field, would
be reduced. The loss of full use of the athletic field, and the green space it provides, may affect
community character. An access closure at 12th Avenue would divert pedestrians ¥s mile to cross at
Plymouth Avenue or Oak Park Avenue. This closure is not expected to affect access to the athletic field.
The area of impact is illustrated and discussed in Chapter 8 Draft Section 4(f) Evaluation.

An evaluation of noise, access, changes in visual character, and location relative to Alignment D2
determined that the transitway would not disrupt the function of any of the other park resources identified
in Table 4.2-18.

Table 4.2-18. Park Resources along Alignment D2 in Minneapolis

Victory Memorial Pkwy 75.2  Adjacent 2.8 mile parkway, WW | monument

Baseball field, basketball court, picnic area,
CRS 1.4 <350feet ) eround, softball field, wading pool

Russell Triangle Park 0.03 >350feet Green space
Newton Triangle Park  0.14 > 350 feet Green space

Cottage Park 0.5 > 350 feet Picnic area, playground
Oliver Triangle 0.04 <350 feet Green space
Glen Gale Park 1.4 > 350 feet Playground

Irving Triangle Park 0.09 > 350 feet Green space
Baseball field, basketball court, picnic area,

North Commons Park 25.5 > 350 feet playground, soccer field, softball field, swimming pool,
tennis court, wading pool

Willard Park 1.2 < 350 feet Basketball court, picnic area, playground, wading pool

Lincoln Community
School Playground 1.4 < 350 feet Playground
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Table 4.2-18. Park Resources along Alignment D2 in Minneapolis (continued)

Minneapolis Public : : :
Schools Athletic Field 3.7 Adjacent Soccer field, football field

1 Indicates distance from Alignment D2
Direct/indirect effects can be summarized as follows:

m  Near 29th Avenue, one residential property would be removed and several partial acquisitions would
be required to accommodate bus pullouts. West Broadway Avenue would be reduced to one lane in
each direction and left turn movements would be prohibited. Street parking would be removed.

m  Minor right-of-way acquisitions would be necessary at the West Broadway Avenue/26th Avenue
intersection. Two partial property acquisitions would result in direct right-of-way impacts.

m The Bottineau Transitway would require one property owned by Metropolitan Council (Metro Transit)
and three partial acquisitions at the West Broadway Avenue/Penn Avenue intersection, near the
proposed Broadway/Penn station. Residential uses within the station area may experience nuisance
effects of transitway operations. A station in this location could be a catalyst for redevelopment near
the West Broadway Avenue/Penn Avenue intersection. Refer to the Economic Impacts Technical
Report (SRF Consulting Group & Biko Associates, 2012) for further information regarding
redevelopment of this intersection.

m Between McNair Avenue and TH 55, approximately 90 residential properties on the west side of Penn
Avenue would be acquired and removed to construct the transitway. The backyards of the existing
houses that face Queen Avenue would be exposed to transitway operations.

m  The unmarked pedestrian crossings at the following two locations would be closed: 27th
Avenue/Thomas Avenue and Sheridan Avenue.

m Eight pedestrian/vehicle access crossings at the following intersections of Penn Avenue would be
closed: 21st Avenue, 17th Avenue-west, 17th Avenue-east, 15th Avenue, 14th Avenue- east, 14th
Avenue-west, 12th Avenue, and 8th Avenue.

Effect on community character:

Changes in community character are expected for neighborhoods surrounding Alignment D2 within
Minneapolis. The Willard-Hay neighborhood would experience a change in community character due to
the removal of approximately 90 residential properties, a funeral chapel, and a church as well as visual
changes resulting from modifications to NorthPoint Health and Wellness Center and an athletic field.

The loss of approximately 270 on-street parking spaces along 34th Avenue, West Broadway Avenue, and
Penn Avenue to accommodate the proposed guideway is anticipated to alter community character along
Alignment D2. Residents and their visitors may have difficulty finding places to park near their homes.
Public comments provided during the Scoping process expressed concerns that loss of nearby parking
would be particularly detrimental to the elderly and people with disabilities.

Effect on community cohesiveness:

The above-mentioned loss of approximately 270 on-street parking spaces along 34th Avenue, West
Broadway Avenue, and Penn Avenue is also anticipated to alter community cohesion along Alignment D2.
Changes in access across Penn Avenue, which would be necessary to maintain pedestrian safety, are
also expected to affect community cohesion. The closure of eight pedestrian/vehicle crossings along
Penn Avenue, as well as the interruption to the street grid system in north Minneapolis, would collectively
contribute to decreased walkability and accessibility to and within the neighborhoods surrounding this
area of Alignment D2.
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Alignment D Common Section (part of the Preferred Alternative)
m  Minneapolis
Community facilities along the Alignment D Common Section in Minneapolis are listed in Table 4.2-19.

Access closures at Oliver Avenue, Newton Avenue, Logan Avenue, and James Avenue are not expected to
affect pedestrian traffic associated with community facilities as access closures would require a diversion
of less than 0.1 mile. An evaluation of right-of-way requirements, noise, access, and changes in visual
character determined that the transitway would not disrupt the function of community facilities along the
Alignment D Common Section in Minneapolis.

Table 4.2-19. Community Facilities along the Alignment D Common Section in Minneapolis

Community Fclly

United Christian Ministries > 350 feet 1919 8th Avenue North
Joint Heirs with Christ Faith > 350 feet 500 Newton Avenue North
Minneapolis Central Church > 350 feet 1922 4th Avenue North
Redeemer Lutheran Church > 350 feet 1800 Glenwood Avenue
Bryn Mawr Health Care Center > 350 feet 275 Penn Avenue North
Sumner Library < 350 feet 611 Van White Memorial Boulevard
gle?]rl‘gfo‘j LTEE @ CRmimL i) < 350 feet 555 Girard Terrace
Jehovah’s Witnesses > 350 feet 701 Humboldt Avenue North
Zion Baptist Church < 350 feet 621 Elwood Avenue North
Lao Assistance Center > 350 feet 503 North Irving Avenue
Harrison Education Center > 350 feet 501 Irving Avenue North
Bethune Community School > 350 feet 919 Emerson Avenue North

Phyllis Wheatley Community Center > 350 feet 1301 10th Avenue North
Heritage Park Senior Services > 350 feet 1015 North 4th Avenue

Center

La Creche Early Childhood Center < 350 feet 1800 Olson Memorial Highway
Wayman AME Church < 350 feet 1221 7th Avenue North
Harvest Preparatory School < 350 feet 1300 Olson Memorial Highway
Sharing and Caring Hands < 350 feet 525 North 7th Street

Mary’s Place > 350 feet 401 North 7th Street

3 Degrees Ministry Center > 350 feet 119 North 4th Street

Greater Lake Country Food Bank > 350 feet 554 8th Avenue North

Fire Station 4 > 350 feet 1101 North 6th Street

Fire Station 16 > 350 feet 1600 Glenwood Avenue

1 Indicates distance from Alignment D Common Section

No direct or indirect impacts to park resources are expected along the Alignhment D Common Section in
Minneapolis, which are listed in Table 4.2-20. Harrison Park, Lovell Square, Mary McLeod Bethune Park,
and Sumner Field are more than 350 feet from the Alignment D Common Section while Barnes Place and
Humboldt Triangle Park are comprised primarily of green space.
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Table 4.2-20. Park Resources along the Alignment D Common Section in Minneapolis

Baseball field, basketball court, picnic area,

Harrison Park 6.9 > 350 feet playground, soccer field, softball field, tennis court,
wading pool

Barnes Place 0.6 < 350 feet Green space

Lovell Square 1.3 > 350 feet Walking path, picnic area, totlot playground

Mary McLeod Bethune 122 > 350 feet Basketball courtz picnic area, play field,

Park playground, wading pool

I;:::boldt VI 0.3 < 350 feet Picnic tables

Sumner Field 4.8 > 350 feet Walking trail

1 Indicates distance from Alignment D Common Section

The Alignment D Common Section would run in the median of TH 55, which currently has high traffic
volumes. Due to the buffer area between homes and TH 55, and the fact that TH 55 is an existing busy
road, the transitway is not expected to substantially increase noise or traffic on TH 55. Refer to the Traffic
Technical Report (Kimley-Horn and Associates, 2012) for details regarding TH 55 traffic volumes.

Direct/indirect effects can be summarized as follows:

m  Four existing unmarked pedestrian crossings of the TH 55 median would be closed (Oliver Avenue,
Newton Avenue, Logan Avenue, and James Avenue).

m  One existing marked pedestrian crossing of TH 55 would be closed at West Lyndale Avenue.

m  Medium-density residential areas near the Van White Boulevard station are expected to experience
the effects of transitway operations and general activity.

Effect on community character:

Access closures along TH 55, transitway operations, and general activity associated with the proposed
transit stations are not anticipated to change the overall community character of the Harrison, Sumner-
Glenwood, and Near-North neighborhoods. Residences and nearby community facilities would benefit
from improved transit access, and the changes would be relatively minor. Evaluation of pedestrian access
closures along TH 55 would continue during project design and development. The Van White Boulevard
station would improve transit access to future planned mixed use areas along Glenwood Avenue to the
south, less than a half mile away from the transit station. The effects would be confined to limited areas
and are not expected to affect the overall community character.

Effect on community cohesiveness:

Overall effects would be confined to limited areas and would not present a substantial physical or social
barrier affecting community cohesion.

Traction Power Substations

The TPSS buildings are generally small enough to not be visually intrusive and are not anticipated to
affect community character. Siting of TPSS facilities would take into account potential visual impacts and
ability to screen with appropriate landscaping, especially in residential areas.

4242 Construction Phase Impacts

Construction phase impacts are defined as the temporary impacts occurring during project construction.
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No-Build Alternative
No construction impacts would occur under the No-Build alternative.
Enhanced Bus/TSM Alternative

Construction phase impacts would be limited to the area of the proposed transit center and park-and-ride
facility at Oak Grove Parkway and West Broadway Avenue, and the undeveloped land at this location
would be converted to transportation use. No adverse impacts to community character or facilities are
anticipated.

Build Alternatives

Although temporary in nature, construction phase impacts may affect community facilities, character, and
cohesion. Traffic detours may increase traffic through residential neighborhoods or change access to
community facilities. Similarly, sidewalk closures and detours may affect pedestrian traffic patterns.
Construction impacts such as increased levels of noise and dust may temporarily affect neighborhood
character, primarily in areas that are relatively quiet. The presence of large construction equipment may
be perceived as visually disruptive, resulting in temporary effects to community character, particularly in
residential settings.

425 Avoidance, Minimization, and/or Mitigation Measures

Adverse effects to community character and cohesion have been identified for Alignment D2. Mitigation
may include measures to facilitate better connectivity within the community, redevelopment of unused
property acquired by the project, or other methods to enhance community character and cohesion.

Although impacts to Alignments A, B, C, D1, and the D Common Section were not severe enough to affect
overall community character and cohesion, mitigation would be implemented for specific locations where
long-term operational impacts and short-term construction impacts are anticipated. Specific mitigation for
identified long-term operational impacts such as property acquisitions, displacements, and visual impacts
are discussed under the appropriate sections. Mitigation of predicted noise impacts along Alignments B,
C, D1, and D2 is addressed in Section 5.6. As discussed in Section 5.6, noise mitigation strategies that
will be further evaluated in preliminary engineering will consider the need, feasibility, reasonableness,
effectiveness, and acceptability to the community.

Short-term construction impacts may be mitigated by the use of deliberate construction staging or
phasing, signage, and signal control requirements during construction for roads, trails, and sidewalks to
maintain access to neighborhoods and community facilities throughout the construction period. Although
specific mitigation plans have not yet been developed, Best Management Practices (BMPs) would include
working with residents and community facility managers to provide alternative access, giving residents
and community facilities adequate notice about construction plans and phasing, keeping access to bus
stops open, and alerting the public to detours.

4251 Summary of Potential Community Impacts

Table 4.2-21 summarizes potential community impacts associated with facilities, character, and
cohesion. For alternatives A-C-D2 and B-C-D2, it is anticipated that community facilities, character, and
cohesion would not be fully maintained. Along Penn Avenue, modifications to NorthPoint Health and
Wellness Center and the Minneapolis Public Schools athletic field would occur and a funeral chapel and
church would be demolished. As previously stated, changes in community character and cohesion are
expected due to loss of residential properties and on-street parking. The closure of eight
pedestrian/vehicle crossings along Penn Avenue is expected to affect community cohesion, as these
changes would contribute to decreased walkability and accessibility to and within the neighborhoods
surrounding this area.
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Table 4.2-21.. Potential Impacts to Community Facilities/Community Character and Cohesion

Alternative Community Facilities Community Character Community Cohesion
Maintained Maintained Maintained
Yes Yes Yes

A-CD1

A-C-D2 No No No
B-CD1 (_Preferred Yes Yes Yes
Alternative)

B-C-D2 No No No
4.3 Displacement of Residents and Businesses

The Bottineau Transitway Project would require the acquisition of land (partial and full) for the
construction and operation of the transitway. Each alignment would require additional land beyond that
already dedicated to transportation purposes. This section summarizes land acquisition and residential,
commercial, and farmland displacements associated with the proposed alignments and alternatives.

43.1 Regulatory Context and Methodology

Specific regulations govern the displacement and relocation of residents and businesses resulting from
publicly funded transportation projects. Public agencies are required by law to compensate land owners
for property acquired for public uses. Any acquisition of property required for the Bottineau Transitway
Project would be in accordance with the Uniform Relocation and Real Property Acquisitions Polices Act of
1970 as amended (Uniform Act or URA) (PL 91-646) and 49 CFR part 24, the implementing regulation.
The objective of the Uniform Act is to provide fair and equitable treatment of people whose real property
is acquired or who are displaced in connection with federally funded projects, to ensure relocation
assistance is provided, and to ensure that decent, safe, and sanitary housing is available within the
displaced person’s financial means.

Right-of-way acquisitions can be divided into two categories: partial acquisitions and full acquisitions. A
partial acquisition occurs when a public agency acquires part of a property, but the original use of the
property remains intact. For example, a partial acquisition may occur when a strip of land is acquired from
the front of a residential lot for a transitway project, but the residence remains intact and undisturbed. In
contrast, a full acquisition occurs when the entire property is acquired for public use.

In addition to permanent partial and full acquisitions, permanent and temporary easements would be
required. A permanent easement is a right granted by the property owner that entitles the holder of the
easement a specific use of the property (e.g., utility access). A temporary easement is a right granted for a
specific period of time, and, once it expires, the rights granted return to the property owner (e.g.,
temporary use of property for construction staging). Permanent and temporary easement requirements
would be refined in subsequent engineering phases.

This analysis identifies the location, size and number of parcels, and type of property that may be
acquired to accommodate the Bottineau Transitway. The proposed acquisitions (partial and full) were
identified and estimated using the potential area of disturbance and approximate right-of-way
requirements for the proposed project.

43.2 Study Area

The study area is defined as the area within the potential area of disturbance, which provides a
conservative estimate of right-of-way requirements. Further refinements of right-of-way requirements will
be provided in the Final EIS.
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4.3.3 Affected Environment

Development along the proposed Bottineau Transitway includes residential, commercial, industrial,
institutional, agricultural, park, and transportation uses. A gravel mining area is located along Alignment A
in Maple Grove. Existing land uses along the proposed alignment options are identified and described in
Section 4.1 of this Draft EIS.

Parklands, and the specific regulations associated with parkland acquisition, are described in Chapter 8
Draft Section 4(f) Evaluation. Utilities and potential utility relocations are discussed in Section 5.1.

434 Environmental Consequences

4341 Operating Phase (Long-Term) Impacts

The operating phase of the Bottineau Transitway Project would require the permanent acquisition of right-
of-way from residential, commercial, industrial, park, and farm properties.

No-Build Alternative
The No-Build alternative would not require acquisition of any properties within the Bottineau Transitway.
Enhanced Bus/TSM Alternative

Right-of-way impacts would be limited to the property required to construct a transit center and park-and-
ride facility near Oak Grove Parkway and West Broadway Avenue, north of TH 610 in Brooklyn Park. The
facility would be constructed in an undeveloped area and no relocations would be necessary.

Build Alternatives

The operating phase of the Bottineau Transitway Project would require the permanent acquisition of right-
of-way from residential, commercial, industrial, park, and farm properties. Estimated full and partial
acquisitions, based on project alignments, are provided in Table 4.3-1.

Table 4.3-1. Impact Details by Alignment

Alignment Partial Acquisition Full Acquisition
:

12.9

C (part of the Preferred Alternative) 7

1 Range shown for Plymouth Avenue/Theodore Wirth Regional Park and Golden Valley Road station options

Estimated permanent right-of-way acquisitions, based on project alternatives, are provided in Table 4.3-2.

Table 4.3-2. Impact Details by Alternative

. Partial Acquisition Full Acquisition
Alternative
[Parcels  [Aores | Parcels | Acres |

A-C-D11 28 - 30 13.9-14.3 17
_————
B-C-D11(Preferred Alternative) 55-57 8.5-8.9 18 8.3

1 Range shown for Plymouth Avenue/Theodore Wirth Regional Park and Golden Valley Road station options
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There are two potential station sites for Alignment D1: the Plymouth Avenue/Theodore Wirth Regional
Park station option or the Golden Valley Road station option. No additional right-of-way is needed if the
Plymouth Avenue/Theodore Wirth Regional Park station option is selected (a small amount of right-of-way
is anticipated near Plymouth Avenue due to the slope at this location). If the Golden Valley Road station
option is selected, two additional partial acquisitions totaling approximately 0.4 acre are expected.

The types of properties that are expected to require full and partial property acquisitions, based on
project alignments, are presented in Table 4.3-3. The types of properties that are expected to require full
and partial property acquisitions, based on project alternatives, are provided in Table 4.3-4. Residential
properties are expected to incur the greatest impacts in terms of number and area. It is important to note
that some of the parcels are vacant. In Table 4.3-3 and Table 4.3-4, the total number of properties is
followed in parentheses by the number of vacant parcels. In general, vacant parcels are undeveloped and
do not have any structures.

Table 4.3-3. Number and Types of Parcels Impacted by Alignment

FT:SEZTJ:. cifnmni’::c?;. Numberof | Number of ther
Alignment Parcelsl Parcels! Park Parcels Parcels'-2
5(2) 9
C (part of the
Preferred Alternative)

1 The total number of properties is followed in parentheses by the number of vacant parcels.
2 Other category includes industrial, railroad, or utility
3 Range shown for Plymouth Avenue/Theodore Wirth Regional Park and Golden Valley Road station options

Table 4.3-4. Number and Types of Parcels Impacted by Alternative

Number of Number of
Residentialt Commercialt

Number of Park Number of
Parcels Other Parcels12

Alternative

Parcels Parcels

A-C-D13 11 (2) 10 (1

B-C-D13 (Preferred
Alternative) S| I

1 The total number of properties is followed in parentheses by the number of vacant parcels.
2 Other category includes industrial, railroad, or utility
3 Range shown for Plymouth Avenue/Theodore Wirth Regional Park and Golden Valley Road station options
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Operations and Maintenance Facilities

In addition to the right-of-way needed to construct the proposed alternatives, the Bottineau Transitway
Project would require the construction of an OMF. Three potential OMF locations have been identified,
one of which would be selected for the proposed project. For the alternatives including Alignment A, an
OMF facility would be located at the northern end of the alternative in Maple Grove on a parcel currently
within the gravel mining area east of Hemlock Lane. For the alternatives including Alignment B, an OMF
facility would be located at the northern end of the alternative in Brooklyn Park on one of two potential
sites: the 93rd Avenue and West Broadway Avenue park-and-ride site or the northwest quadrant of the
Winnetka Avenue and 101st Avenue intersection. The OMF site north 93rd is currently undeveloped
farmland. The OMF site north of 101st Avenue consists of an undeveloped parcel owned by the City of
Brooklyn Park and a parcel that contains a portion of the Rush Creek Regional Trail, which is under the
jurisdiction of Three Rivers Park District. Table 4.3-5 provides an estimate of the number of parcels and
acres required for each OMF alternative. The number of parcels and acres needed for the OMF would be
in addition to the right-of-way requirements identified in Table 4.3-1 and Table 4.3-2.

Table 4.3-5. Acquisition Details for OMF Locations

OMF Locationt Partial Acquisition Full Acquisition
ocation
Parcels m Parcels Acres

Alignment A - Hemlock Lane2 1 6.2 0 0
Alignment B - 93rd Avenue option3 3 10.9 2 21.3
Alignment B - 101st Avenue option 2 18.4 0 0

1 Alignment B is part of the Preferred Alternative B-C-D1. Two OMF locations are currently under evaluation as part of the Preferred
Alternative.

2The Hemlock Lane site would also include adjacent land owned by the Minnesota Department of Transportation (not included in
Table 4.3-5).

3 The 93rd Avenue site includes additional area for a park-and-ride facility.

Traction Power Substations

Proposed TPSS would be located along the LRT line and spaced approximately % mile to one mile apart,
with most located near LRT stations. TPSS would be located on limited access sites that would be
approximately 4,000 square feet (less than 0.1 acre) in size and able to accommodate a single-story
building that is about 40 feet by 20 feet. Although most TPSS are expected to fit within the transportation
right-of-way, there may be cases where these buildings may be sited outside of existing right-of-way.

Displacements and Relocations

The Bottineau Transitway Project is expected to require the relocation of residents (both renters and
property owners) as well as several commercial properties.! Table 4.3-6 depicts the number of residential
and business displacements by alignment, while Table 4.3-7 shows the number of displacements by
project alternative. The financial and other compensation that displaced residents and businesses would
be entitled to is described under Section 4.3.5 Avoidance, Minimization, and/or Mitigation Measures.

1 The acquisition of parcels designated as “double bungalow” assumed that two relocations would be necessary for each property.
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Table 4.3-6. Displaced Properties by Alignment

Alignhment Residential Properties Commercial Properties

A 8 0

C (part of the Preferred Alternative) 0 2

Table 4.3-7. Displaced Properties by Alternative

Alternative Residential Properties Commercial Properties

A-C-D1 8 2
B-C-D1 (Preferred Alternative) 8 3

The majority of residential relocations are anticipated along Alignment D2. Correspondingly, Alternatives
A-C-D2 and B-C-D2 would have the greatest number of residential relocations. The Bottineau Transitway
Project is expected to require one business relocation along Alignment B, two business relocations along
Alignment C, and three business relocations along Alignment D2. Thus, Alternatives A-C-D2 and B-C-D2
and would have the greatest number of business relocations. No business relocations would be
necessary along Alignment D1 or the Alignment D Common Section.

In addition to the residential and business displacements provided in Table 4.3-6 and Table 4.3-7, the
acquisition of two agricultural properties are anticipated for the OMF option at 93rd Avenue (Alignment B).
As shown in Table 4.3-8, the total area of the two farm properties is 21.3 acres.

Table 4.3-8. Displaced Properties, by OMF Location

Agricultural Properties
OMF Location
0

Allgnment A - Hemlock Lane
Alignment B - 101st Avenue option 0 0

1 Alignment B is part of the Preferred Alternative B-C-D1. Two OMF locations are currently under evaluation as part of the Preferred
Alternative.

Relocation Potential and Services under URA

The relocation potential for displaced residents and businesses was evaluated based on the availability of
similar residential or commercial properties within the same or nearby community. A search of the
Multiple Listing Service (MLS) was conducted to assess the future potential for identifying suitable
replacement properties for residents and businesses whose properties may be acquired for the Bottineau
Transitway. The number of displaced properties was compared with the number of comparable properties
available, assuming similar properties may be available at the time of construction. MLS search results
were also used to assess the availability of suitable residential or commercial properties in or near the
community where displacements are anticipated to occur. Although this methodology cannot predict the
future availability of suitable properties, it does provide a sense of the degree of difficulty associated with
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relocating a small number of properties (low) as compared to relocating a large number of properties
(high).

This MLS exercise was performed only to assess the ability to relocate displaced residents and
businesses in current real estate market conditions. Should the Bottineau Transitway proceed to
construction, displaced residents and businesses would receive relocation assistance in accordance with
their needs and current market availability. Relocation assistance would also be provided for agricultural
properties.

Replacement residential properties were identified based on comparable housing costs. Replacement
commercial properties were based on type of use. In general, where displacements of residents and
businesses are minimal, adequate replacement properties are anticipated to be available based on
current projections. Displacements and relocation potential are summarized below by alignment.

Alignment A

Relocation of eight residential parcels south of Brooklyn Boulevard in Brooklyn Park would be necessary
to construct LRT tracks and guideway where Alighment A transitions onto the railroad corridor paralleling
CSAH 81. Currently, two of the eight residential properties are occupied by tenants; the remainder are
owner-occupied. A search of available housing in the area indicates that similar housing stock currently
exists as a potential source of relocation.

Alignment B (part of the Preferred Alternative)

Eight owner-occupied residential parcels east of West Broadway Avenue and south of Brooklyn Boulevard
in Brooklyn Park would be acquired to construct the LRT tracks and guideway. A search of available
housing in the area indicates that similar housing stock currently exists as a potential source of
relocation.

Relocation of one business is anticipated north of 73rd Avenue where Alignment B transitions from West
Broadway Avenue to CSAH 81. Commercial property of similar use is currently available in the area.

Alignment C (part of the Preferred Alternative)

Two business relocations are anticipated along Alignment C to construct the Bottineau Transitway. Two
businesses (electronics store and Asian market) are situated east of the proposed Robbinsdale station.
Commercial property of similar use is currently available in the area.

A drive-in restaurant is located west of CSAH 81 and north of I-94 in Brooklyn Park. The parking lot of the
restaurant is currently located on railroad right-of-way. Access to this property would be impacted by the
project. Refinements would be considered during final design to minimize and/or mitigate these impacts.

Alignment D1 (part of the Preferred Alternative)
No residential or business relocations would be necessary along Alignment D1.
Alignment D2

Approximately 105 residential displacements are expected at various locations along Alignment D2.
Relocations are anticipated where Alignment D2 transitions from the railroad corridor to 34th Avenue in
Robbinsdale, near the North Memorial station where the transitway transitions from 34th Avenue to
Bottineau Boulevard, and west of the West Broadway Avenue/29th Avenue intersection in Minneapolis.
The majority of residential displacements are expected to occur along Penn Avenue between McNair
Avenue and TH 55 in Minneapolis. It is estimated that about 75 percent of these residents are home-
owners and about 25 percent are tenants. Although replacement properties are currently available in
Minneapolis and Robbinsdale, due to the large number of residential displacements available properties
may be outside of the displaced residents’ immediate neighborhoods.
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Three business relocations (animal hospital, funeral chapel, and church) are anticipated west of Penn
Avenue in Minneapolis. Commercial property of similar use is currently available in the area.

Alignment D Common Section (part of the Preferred Alternative)
No residential or business relocations would be necessary along the Alignment D Common Section.
Availability of Replacement Housing for Low-Income Populations

Low-income populations have been identified along much of the Bottineau Transitway. Comparable
replacement properties are expected to be available in locations where the number of displaced
residents is minimal (Alignments A, B, C, and D1). Displacement of approximately 90 homeowners and
tenants would occur along the west side of Penn Avenue in Minneapolis under Alignment D2. Based on
MLS information, comparable replacement housing is currently available for homeowners and tenants
along Penn Avenue; however, not all currently available properties are near the current location of the
displaced properties. Securing affordable housing for displaced low-income residents may be challenging,
and it is possible that residents would need to relocate outside their immediate neighborhoods (Jordan,
Willard-Hay, and Near-North) to secure comparable housing options.

Should the Bottineau Transitway proceed to construction, displaced residents and businesses would
receive individual relocation assistance in accordance with their needs and current market availability.
Transit accessibility would be considered for displaced residents who do not own automobiles.

4.3.4.2 Construction Phase Impacts

Construction activities would result in short-term impacts due primarily to activities requiring temporary
construction easements. In addition, project construction would likely require temporary modification or
closure of some existing property access. Refer to Section 3.3, Section 3.4, Section 3.5, and Section 4.6
of this Draft EIS for further discussion of construction impacts related to access closures and impacts to
on-street parking.

4.3.5 Avoidance, Minimization, and/or Mitigation Measures

Loss of private residential property would be mitigated by payment of fair market compensation and
provision of relocation assistance in accordance with URA. For residential displacements, the following
would be provided:

m Relocation advisory services to displaced tenants and owner occupants

m  Minimum 90 days written notice to vacate prior to requiring possession

m  Reimbursement for moving expenses

m Payments for the added cost of renting or purchasing comparable replacement housing
For non-residential displacements, the following would be provided:

m  Relocation advisory services

m Minimum 90 days written notice to vacate prior to requiring possession

m  Reimbursement for moving and reestablishment expenses

Although the law requires a minimum of 90 days written notice to vacate for residential and non-
residential displacements, the displaced owners would have been previously contacted by a right-of-way
agent and an appraiser. Relocation advisory services would ensure that relocation activities are
coordinated with the owners.

There are a number of other reimbursable/incidental expenses related to relocation that may also be
provided to residents and businesses if determined to be actual, reasonable, and necessary.
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4.4 Cultural Resources

This section describes cultural resources and discusses potential impacts that would result from
proposed project implementation. Cultural resources are defined as the buildings, structures, districts,
objects, and sites that are listed in or eligible for listing in the National Register of Historic Places (NRHP)
as required under the National Historic Preservation Act. Historic properties designated or eligible for
designation by the City of Minneapolis or other local governments are not subject to review under the
National Historic Preservation Act, unless those properties are also listed in or eligible for the NRHP.

Information included within this section is based on the information provided in the Phase | and
Architectural History Survey for the Bottineau Transitway Project, Crystal, Brooklyn Park, Golden Valley,
Maple Grove, Minneapolis, New Hope, and Robbinsdale, Hennepin County, Minnesota (The 106 Group
Ltd., 2012) and the Phase IA Archaeological Assessment for the Bottineau Transitway Project, Hennepin
County, Minnesota (The 106 Group Ltd., 2012). The analysis completed for this section was conducted in
coordination with the Minnesota State Historic Preservation Office (SHPO), Minnesota Department of
Transportation Cultural Resources Unit (MnDOT CRU), and Native American tribes (see discussion
throughout this section and in Chapter 9 Consultation and Coordination).

441 Legal and Regulatory Context

The Bottineau Transitway Project is applying for FTA funding and therefore must comply with Section 106
of the National Historic Preservation Act (Section 106) of 1966 and with other applicable federal
mandates. The Minnesota Field Archaeology Act, the Minnesota Historic Sites Act, and the Minnesota
Private Cemeteries Act must also be addressed, as applicable.

Section 106 requires federal agencies to consider the effects of their actions on historic properties before
undertaking a project. For the purposes of this document, historic properties and cultural resources are
synonymous. FTA’s Section 106 compliance is achieved through consultation with SHPO, Native American
tribes, local governments, and other interested parties. In accordance with the Section 106 process, the
responsible federal agency shall:

m |dentify the project’s Area of Potential Effect (APE) and the properties within the APE that are listed, or
eligible for listing, in the NRHP

m Assess the effects of the project on those properties

m Resolve adverse effects by exploring alternatives that avoid, minimize, or mitigate for the adverse
effects through project design, consultation with Section 106 consulting parties, and development of
a Section 106 Agreement

The FTA has designated MnDOT CRU to carry out many aspects of the Section 106 review for this project.
442 Consultation

FTA initiated Section 106 consultation for the Bottineau Transitway Project with SHPO and Native
American tribes. In January 2012, FTA sent coordination letters to Native American tribes that may have
an interest in the Bottineau Transitway Project. The letters requested that tribes identify any historic,
cultural, archaeological, or other concerns regarding the project, and invited them to participate in public
Scoping meetings and/or schedule a separate meeting to discuss any specific tribal issues and concerns.
Although none of the tribes elected to participate, they will have the opportunity to comment on the Draft
EIS.

Letters were sent to the following tribes:
m  Fond du Lac Reservation Tribal Council

m  Keweenaw Bay Indian Community
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m Grand Portage Reservation Council and Tribal Historic Preservation Office (THPO)
m Mille Lacs Band of Ojibwe

m  Upper Sioux Indian Community

m Standing Rock Sioux Tribe

m  White Earth Tribal Council

m Bois Forte Reservation Tribal Council

m Prairie Island Indian Community Council

m  Lower Sioux Indian Community Council

m Red Lake Tribal Council

m  Shakopee Dakota Community Council

m Three Affiliated Tribes

m Bad River Band of Lake Superior Chippewa

m Flandreau Santee Community

m Lac Courte Oreilles Band of Lake Superior Chippewa Indians of Wisconsin
m Lac du Flambeau Band of Lake Superior Chippewa Indians of Wisconsin
m Lac Vieux Desert Band Ketegitigaaning Ojibwe Nation

m Red Cliff Band of Lake Superior Chippewa Indians

m  Sokaogon Chippewa (Mole Lake)

m  Spirit Lake Tribal Council

m St. Croix Chippewa Indians of Wisconsin

m Turtle Mountain Band of Chippewa

m  Northern Cheyenne Tribe

m Fort Peck Tribes

m Leech Lake Band of Ojibwe

m  Santee Sioux Nation

m Sisseton-Wahpeton Oyate of the Lake Travers Reservation

The following governments, agencies, and organizations have elected to participate in the Section 106
review as consulting parties under the provisions of 36 CFR § 800.2: City of Brooklyn Park, City of Maple
Grove, City of Crystal, City of Robbinsdale, City of Golden Valley, City of Minneapolis, and the Minneapolis
Park & Recreation Board. Consultation and outreach will continue throughout the Section 106 process.

Consultation with SHPO is described below.
443 Area of Potential Effect / Methodology

Two Areas of Potential Effect (APEs) have been defined for this project. The first addresses the potential
for effects on NRHP listed/eligible buildings, structures, districts, and landscapes, identified as the
“Architectural APE.” The second addresses the potential for effects on NRHP listed/eligible archaeological
sites and is termed the “Archaeological APE.”
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443.1 Architectural APE and Methodology

An appropriate APE for architectural history resources must account for any physical, auditory,
atmospheric, visual, or change-in-use impacts to historic properties. The Bottineau Transitway Project has
the potential for both direct and indirect effects.

The following APE for architecture/history has been delineated:
m  Proposed routes/corridors - 500 feet on either side of the proposed alignment
m Stations - 0.25 mile radius from the center point of the station area

m  New structures (new or replacement bridges, pedestrian bridges, etc.) - 0.25 mile radius from the
structure (assumes the potential for pile driving)

m  Existing structures - modification (widening/reconstruction of existing structures) - 0.25 mile radius
from the structure (assumes the potential for pile driving)

m Existing structures - pier modification only (moving piers to allow the LRT to go under) - 500 feet
radius from the structure (assumes using drilling and no pile driving)

Detailed rationale for these distances can be found in the Phase I/1l report? of the architectural history
survey. The Architectural APE is illustrated on Figures 4.4-1 through 4.4-5 showing the five project
alignments. The original APE was supplemented to reflect the addition of the Plymouth Avenue/Theodore
Wirth Regional Park station option to Alignment D1.

To identify NRHP-eligible architectural resources in the Architectural APE, a Phase I/l survey was
completed of all five alignments. Architectural history surveys focus on above-ground resources, including
buildings, structures, districts, and landscapes. Information was compiled on properties already listed on
the NRHP or previously evaluated for eligibility. Surveyors conducted field investigations to identify
previously unevaluated above-ground resources that may merit listing on the NRHP.

4.43.2 Archaeological APE and Methodology

The APE for archaeology includes all areas of proposed construction activities or other potential ground
disturbing activities associated with construction. Based on the current understanding of the proposed
project, the Archaeological APE generally includes the existing railroad right-of-way for portions of the
project in an existing railroad corridor, and the potential area of disturbance for other areas. The
Archaeological APE for the stations includes all areas within 500 feet from the center point of the
currently proposed station platforms to account for potential direct impacts from construction or
development activities. Similarly, the Archaeological APE for the currently proposed park-and-rides and
OMF locations includes all area within 500 feet from the potential area of disturbance. The Phase IA
archaeology assessment report,3 completed in November 2012, provides detailed rationale for these
distances.

The Phase IA archaeology assessment included a cultural resources literature review to identify all
previously identified cultural resources and previously surveyed portions within the study area as well as a
review of topographic maps, existing historical contexts, historical aerial photographs, and historical plat
maps to assess archaeological potential within the APE. In addition, county histories, city directories, and

2 Kellerhals, Kelli Andre, Greg Mathis, Saleh Miller, Kathryn Ohland, and Katherine Scott. Phase | and Il Architectural History Survey for the
Bottineau Transitway Project, Crystal, Brooklyn Park, Golden Valley, Maple Grove, Minneapolis, New Hope, and Robbinsdale, Hennepin
County, Minnesota. Prepared by the 106 Group Ltd., St. Paul, Minnesota, 2012.

Kellerhals, Kelli Andre, Greg Mathis, Saleh Miller, Kathryn Ohland, and Katherine Scott. Bottineau Transitway Phase | and Il Architectural
History Survey, Hennepin County, Minnesota, Supplemental Report 1. Prepared by the 106 Group Ltd., St. Paul, Minnesota, 2013.

3 Halvorsen, Peer, and Anne Ketz. Phase IA Archaeological Assessment for the Bottineau Transitway Project, Hennepin County,

Minnesota. Prepared by the 106 Group Ltd., St. Paul, Minnesota, 2012.
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historical census data were reviewed to further aid in assessing the potential for post-contact
archaeological resources within the APE.

Visual inspection was conducted for most of the APE. Since access was not granted to private property,
the visual inspection was conducted from within the public right-of-way.

4.43.3 Determination of Eligibility

In accordance with the Section 106 process, the findings of the Phase IA archaeology assessment and of
the Phase I/1l architectural history survey, together with MnDOT CRU’s eligibility determinations, were
submitted to SHPO and the other Section 106 consulting parties. Comments were received from SHPO
and from the City of Minneapolis. All of the eligibility determinations included in Section 4.4.4 have the
concurrence of the SHPO. Letters from the SHPO (October 26. 2011; October 19, 2012; January 29,
2013; August 7, 2013; and October 9, 2013) and from the City of Minneapolis (January 24, 2013,
February 25, 2013, and August 9, 2013) can be found in Appendix D.

4434 Assessment and Resolution of Effects

This assessment of effects is presented for the purposes of comparing alternatives and informing
selection of the Preferred Alternative. However, at this time, the engineering plans for the project are only
in the conceptual stage. It is anticipated that consultation on design efforts during subsequent project
stages would seek to avoid or minimize any potential impacts on historic properties. Mitigation for any
adverse effects which are not avoided in the design process will be considered. FTA intends to make an
effect finding for the project and each of the historic properties listed or eligible for the NRHP as part of
the Final EIS/Record of Decision (ROD), after its consideration of public and consulting party comments
on this Draft EIS. Based on review of potential effects on historic properties and archeological resources
FTA is preparing to make a No Adverse Effect finding in the Final EIS/ROD for all properties and will seek
concurrence from the SHPO prior to publication of that document. FTA is seeking input from consulting
parties and the public on the effects to historic properties prior to making its final finding of effect.

Following the provisions of the Section 106 review process, ways to avoid, minimize, and mitigate adverse
effects to historic properties will continue to be explored through consultation with the SHPO, Section 106
consulting parties, other interested parties and the public. The Advisory Council on Historic Preservation
(ACHP) may also join in this consultation. Measures for avoidance, minimization, and mitigation will be
stipulated in a Section 106 Agreement signed by the FTA, the SHPO, the ACHP (if participating), and other
consulting parties. FTA will execute a Section 106 agreement prior to the Final EIS/ROD. The project will
be implemented in accordance with the stipulations in the Section 106 agreement.
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Figure 4.4-1. Architectural APE for Alignment A
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Figure 4.4-3. Architectural APE for Alignment C
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Figure 4.4-4. Architectural APE for Alignment D1
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Figure 4.4-5. Architectural APE for Alignment D2
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444 Affected Environment/ Identified Resources

4441 Architectural Resources

Architectural resources listed on, or determined eligible for, the NRHP within the architectural APE are
depicted in Figure 4.4-6 and described below.

m Jones Osterhus Barn (HE-RBC-264), 4510 Scott Avenue North, Robbinsdale

The Jones-Osterhus Barn is one of the last remaining remnants of the first generation of settlement in the
Robbinsdale area. The barn was built circa 1860 by one of the early settlers in the Robbinsdale area,
David W. Jones, and was later owned by the Osterhus family. The barn embodies the rural, agrarian
character of the lands northwest of Minneapolis in the last half of the nineteenth century and the first half
of the twentieth century, prior to the development of the area as a suburb after World War Il. The Jones-
Osterhus Barn has been determined eligible for listing in the NRHP under Criterion C as it embodies the
transition from grain production to more diversified farming operations, exhibits the adaptations made by
settlers of available building materials for the purpose of constructing necessary buildings, and is a rare
example of barn design from the first period of agricultural development in Minnesota.

m  Hennepin County Library, Robbinsdale Branch (HE-RBC-024), 4915 42nd Avenue North, Robbinsdale

The Robbinsdale Library was established by the Robbinsdale Library Club, which was organized in 1907.
The Club raised money for both the first library materials and the library building, which was completed in
1925 by architect H.H. Livingston. The Club owned and maintained the library until 1976, when it was
donated to the City of Robbinsdale. The Robbinsdale Library is listed in the NRHP under Criterion A for its
representation of the efforts of the Robbinsdale Library Club to provide the residents of the Robbinsdale
area with the opportunity to improve their lives and gain enjoyment through reading. Additionally, the Club
represents the self-help culture prevalent in America at the beginning of the twentieth century by funding
the library without the aid of the government or an outside foundation.

m Robbinsdale Waterworks (HE-RBC-286), 4127 Hubbard Avenue North, Robbinsdale

Built between 1938 and 1963, the Robbinsdale Waterworks consists of two pump houses, a water tower,
an above ground water cistern, and a filtration plant. The Robbinsdale Waterworks was initially
constructed in response to a 1925 fire that destroyed half a block of downtown Robbinsdale. The initial
construction of the system was completed in 1938 and was partially funded by the WPA. Later
components of the system were built as Robbinsdale’s population grew during and after World War Il. The
Robbinsdale Waterworks is eligible for listing in the NRHP under Criterion A as an example of a WPA
public utilities project in Minnesota. The Robbinsdale Waterworks is also eligible for its embodiment of
successful political initiatives that were implemented to overcome longstanding resistance to develop
public infrastructure to meet the needs and demands of its residents.

m Sacred Heart Catholic Church (HE-RBC-1462), 4087 West Broadway, Robbinsdale

Constructed in 1958, Sacred Heart Church was designed by prolific Twin Cites architecture firm Hills,
Gilbertson, and Hayes. The church is part of a complex that is also comprised of a school, convent,
rectory, and gymnasium. Sacred Heart Church has been determined eligible for listing in the NRHP under
Criterion C as a distinctive example of the integration of Modernist principles with the traditional design
standards of the Catholic Church that began to occur in the years preceding the Second Vatican Council.
Sacred Heart Catholic Church embodies the architectural shift from Gothic Revival to Mid-Century Modern
as it exhibits features of both styles. In the Twin Cities the shift from Gothic Revival to Mid-Century
Modern was spurred by Eliel Saarinen’s design for Christ Church Lutheran in Minneapolis, which was
completed in 1949. Saarinen’s design used simplistic and tranquil yet dramatic design and light as a
spiritual element. Hills, Gilbertson, and Hayes teamed with Saarinen on the design of Christ Church
Lutheran, and elements of the firm’s design for Sacred Heart Catholic Church, including smooth wall
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planes and the lack of a projected, semi-circular chapel to the rear of the altar, are drawn from Christ
Church Lutheran.

m Terrace Theater (HE-RBC-200), West Broadway and 36th Avenue North, Robbinsdale

The Terrace Theater was originally owned by Sidney and William Volk, who commissioned the
architectural firm of Liebenberg and Kaplan to design the theater. Liebenberg and Kaplan was one of the
most prominent architecture firms in Minneapolis during the mid-twentieth century. The Terrace Theater
has been determined eligjible for listing in the NRHP under Criterion C as an outstanding example of Mid-
Century Modern theater design, and as a distinct design of renowned Minneapolis theater architects
Liebenberg and Kaplan. Architecturally, the Terrace Theater embodies the futuristic, space-age ideals that
became popular in architecture in the 1950s and 1960s, specifically through its brick and glass tower
crowned by a pair of signed illuminated signs. The Terrace Theater originally featured a 1,300-seat
auditorium, a smoking lounge, and a television room that were innovative in theater design.

m  Pilgrim Heights Community Church (HEMPC-8277), 3120 Washburn Avenue North, Minneapolis

Built between 1952 and 1953, the Pilgrim Heights Community Church is an example of a Mid-Century
Modern ecclesiastical building. The church complex is comprised of a one-story church and a two-story
educational wing. The church was designed by the architecture firm of McEnary and Krafft. After World
War Il, McEnary and Krafft began concentrating on church design and designed several community
churches in Minnesota throughout the 1950s and 1960s, of which Pilgrim Heights Community Church
was the first. The Pilgrim Heights Community Church has been determined eligible for listing in the NRHP
under Criterion C as an example of an early modernist community church designed by the Minneapolis
firm of McEnary and Krafft. The church exhibits many typical characteristics of the Mid-Century Modernist
movement. The church also represents the development of the design aesthetic McEnary and Krafft used
for future ecclesiastical commissions, which embraced Mid-Century Modernism.

m St Anne’s Catholic Church (HE-MPC-8251), 2306 26th Avenue North, Minneapolis

Constructed in 1949, St. Anne’s Church is an example of the Italian Renaissance style. The church is part
of a complex that is also comprised of a rectory, school, and convent. Founded in 1884 as St. Clotilde’s to
serve French Canadians, St. Anne’s parish is among the five oldest Catholic parishes in Minneapolis. The
congregation started building on this site in the 1920s. Designed by well-known St. Paul architect
Frederick Slifer, the current church was built as a result of the growth and prosperity of the congregation.
St. Anne’s Church has been determined eligible for listing in the NRHP under Criterion C as the
embodiment of the distinctive characteristics of the Italian Renaissance style. Built at a time when
ecclesiastical architecture was taking a dramatic turn away from traditional church forms, St. Anne’s
Church was one of the last and grandest Italian Renaissance style churches built in Minnesota and was
one of the last buildings designed by architect Frederick Slifer, a well-known architect who designed
several prominent churches in the Twin Cities Metropolitan Area.

m  Frances E. Willard School (HE-MPC-8249), 1615 Queen Avenue North, Minneapolis

The Frances E. Willard School is a two-and-a-half-story building that features elements of the Classical
Revival style. The school was constructed in two stages, the first rectangular section of the school was
built in 1910, and a rectangular wing was built in 1919 by contractor J. E. Pilgram. The school is named
after Frances E. Willard, an American reformer, founder of the Women’s Christian Temperance Union, and
promoter of the women'’s suffrage movement. The Minneapolis public school closed in 2005. The Frances
E. Willard School has been determined eligible for listing in the NRHP under Criterion A for its association
with education in North Minneapolis.
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Figure 4.4-6. Location of Historic Properties Identified within the Architectural APE
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m Talmud Torah Hebrew School (HE-MPC-7612), 1616 Queen Avenue North, Minneapolis

The Talmud Torah, founded in 1894, was the first Jewish school established in Minneapolis and provided
Hebrew schooling and services to the Jewish community living in North Minneapolis. The Talmud Torah
was originally housed in rooms at Kenesseth Israel Synagogue and then at a building on Fremont Avenue
until this two-story T-shaped brick building was constructed in 1951. The Talmud Torah Hebrew School
has been determined eligible for listing in the NRHP under Criterion A for the opportunity it provided to all
Jewish children, including those without the means to afford a private school, to receive a quality
education founded on Jewish values and heritage. Unlike other Jewish schools that were private and
associated with a particular congregation, at the Talmud Torah Hebrew School all Jewish children could
attend without having to pay tuition and regardless of congregational affiliation. Additionally, the school
played a critical role in the efforts of the Jewish community in North Minneapolis to maintain and
perpetuate its culture, values, traditions, heritage, and identity.

m Bridge No. L9327 (HE-GVC-0050), Theodore Wirth Parkway over Bassett’s Creek, Golden Valley

This bridge is located in Theodore Wirth Park and carries the Theodore Wirth Parkway over Bassett Creek.
The bridge is a half mile south of Golden Valley Road. The single-span, filled spandrel, concrete arch
bridge is 50 feet in length and was constructed in 1939. The bridge carries two lanes of vehicular traffic
through Theodore Wirth Park, which is the largest regional park in the Minneapolis Park System. Bridge
No. L9327 is eligible for listing in the NRHP under Criterion C, within the area of architecture.

m Sharei Zedeck Synagogue (HE-MPC-8211), 1119 Morgan Avenue North, Minneapolis

The Sharei Zedeck Synagogue was the last of four major synagogues that were built in the Near North
Side of Minneapolis during the early part of the twentieth century. The synagogue played an important
social role in the community during the height of Jewish settlement in North Minneapolis, which occurred
between the early 1900s and 1960s. Although the Jewish population started to move westward to St.
Louis Park in the decades after World War I, the synagogue continued to play an important role in the
North Minneapolis Jewish community. Reflecting the increased shift of Jewish institutions out of North
Minneapolis in the late 1960s, the Sharei Zedeck congregation followed, leaving Minneapolis by 1969.
The Sharei Zedeck Synagogue is eligible for listing in the NRHP at the local level under Criterion A, in the
areas of social history and ethnic heritage within the historical context Jewish Settlement in North
Minneapolis, 1890-1969.

m  Mikro Kodesh Synagogue (HE-MPC-8227), 1000 Oliver Avenue North, Minneapolis

The Mikro Kodesh Synagogue was built in 1926 by architect S. J. Bowler who incorporated several styles
into his design including Byzantine, Romanesque, and Classical Revivals. The Mikro Kodesh Synagogue
has been determined eligible for listing in the NRHP under Criterion A for its association with the historic
Jewish population in North Minneapolis. The Mikro Kodesh Synagogue, along with the Beth ElI Synagogue,
fostered the migration of the Jewish population to the Penn and Plymouth area of Minneapolis. The
Synagogue also became the largest Orthodox congregation in the Upper Midwest in 1948.

m Floyd B. Olson Memorial Statue (HE-MPC-9013), TH 55 at Penn Avenue North, Minneapolis

The Floyd B. Olson Memorial Statue was erected in 1940 to commemorate Minnesota’s popular 22nd
Governor, Floyd B. Olson (1891-1936). The statue was designed and executed by renowned St. Paul
artists Carlo Brioschi, A. (Amerigo) J. Brioschi, and L. R. Kirchner, with Carlo Brioschi as the lead designer.
Carlo Brioschi came to St. Paul in 1909 and helped establish the Brioschi-Minuti Company. The Brioschi-
Minuti Company specialized in sculptures, stone carving, terra cotta, and other architectural
ornamentation for both building interiors and exteriors. Among the company’s most prominent local
commissions include ornamentation for the St. Paul Cathedral, the Foshay Tower, and the St. Paul
Auditorium. The Floyd B. Olson Memorial Statue is eligible for listing in the NRHP under Criterion C as an
expression of the work of master sculptor Carlo Brioschi during the last stage of his career (1931-1940),
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when he turned the focus of his work from primarily architectural ornamentation to outdoor freestanding
sculpture. The Floyd B. Olson Memorial Statue was the last major commission by Carlo Brioschi.

m Labor Lyceum (HE-MPC-7553), 1800 Olson Memorial Highway, Minneapolis

The Labor Lyceum is a one-story, frame meeting hall that is located in the Near North Side of
Minneapolis, which was historically home to a large concentration of Jewish residents. Social ostracism
resulted in the Minneapolis Jewish population establishing their own network of social services and
institutions to meet the needs of their growing community. The building was constructed in 1915 by the
Workmen'’s Circle as a social center. The Workmen'’s Circle was part of the anti-Zionist Communist and
Socialist labor movements within Minneapolis’ Jewish community. Additionally, the Labor Lyceum was a
place to maintain Jewish culture without religion. The Workmen’s Circle provided medical and insurance
benefits to members, organized a Yiddish language school and library, and staged Yiddish plays. The
Labor Lyceum has been determined eligible for listing in the NRHP under Criterion A for its role in Jewish
settlement in Minneapolis; for its association with the Workmen'’s Circle, Jewish radicalism, and labor
movements; as well as the programs it offered to perpetuate Jewish culture and traditions, including the
continuation of Yiddish as a spoken language.

m  Wayman A.M.E. Church (HE-MPC-8290), 1221 7th Avenue North, Minneapolis

The Wayman A.M.E. Church is a one-story, 16-sided, brick ecclesiastical building that is surmounted by an
iconic, 75 foot tall, hexadecagon roof with an exaggerated bell-shape. Constructed in 1966 by an African
American congregation, the building was designed in the Mid-Century Modern style by architect Harry E.
Gerrish. By the 1960s, Modern ecclesiastical architectural designs had gained a foothold and exceptional
examples of the style began to be built nationwide. The Wayman A.M.E. Church has been determined
eligible for listing in the NRHP under Criterion C as an outstanding and distinctive example of Mid-Century
Modern ecclesiastical architecture in Minneapolis. The church is an important and distinctive example of
nationwide changes in ecclesiastical architectural design that rejected historicism and embraced new
forms that were often abstract, asymmetrical, and futuristic in design.

m  Sumner Branch Library (HE-MPC-8081), 611 Emerson Avenue North, Minneapolis

Designed by architect Cecil Bayless Chapin in the Tudor Revival style, the Sumner Branch Library was
built in 1915. Listed in the NRHP under Criteria A and B, the library was one of 14 public libraries that
were built and acquired in Minneapolis between 1894 and 1936. The building is a well-preserved
example of a small public library and was one of four public libraries that were built with Carnegie funds
in Minneapolis. The library is also associated with the extensive outreach program of the Minneapolis
Public Library that affected the educational and cultural development of Minneapolis. Additionally, the
building is associated with Gratia Alta Countryman, the longtime head of the Minneapolis Public Library
and leader in the movement to develop a public library system nationwide.

m  Northwestern Knitting Company Factory (HE-MPC-8125), 718 Glenwood Avenue, Minneapolis

In 1888, the Northwestern Knitting Company’s founder, George Munsing, invented a method of plating
woolen fibers with silk and cotton to take the “itch” out of woolen underwear. The less bulky, single-piece
undergarments made Munsingwear the nation’s leading producer and distributor of underwear. The
success of the company necessitated the need for factory expansion. Between 1904 and 1915, the site
on Glenwood Avenue in Minneapolis expanded to include five large buildings designed by architects
Bertrand and Chamberlain. The Northwestern Knitting Company continued to thrive until 1981 when a
deteriorating national economy forced the factory to close. Renovated in the 1980s into offices and
showrooms, the complex is known as the International Market Square today. The factory is listed in the
NRHP under Criterion A.
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m  Minneapolis Warehouse Historic District (HE-MPC-0441), Minneapolis

The Minneapolis Warehouse Historic District covers a thirty-block area in downtown Minneapolis and
includes nineteenth and early twentieth century commercial buildings, many of which were architect
designed. The district is listed in the NRHP under Criteria A and C. The buildings within the district range
from three to seven stories in height and include examples of Italianate, Queen Anne, Richardsonian
Romanesque, Classical Revival, and early twentieth century commercial styles. The Minneapolis
Warehouse Historic District was an area of early commercial growth in Minneapolis and the city’s
warehouse and wholesaling district that expanded when Minneapolis became a major distribution center
for the upper Midwest. The district is also architecturally distinct for its intact concentration of commercial
buildings designed by the city’s leading architects.

m  Osseo Branch, St. Paul Minneapolis & Manitoba Railway Historic District (HE-RRD-002 [including HE-
BPC-0084, HE-CRC-0238, HE-RBC-0304, and HE-MPC-16389]), Brooklyn Park, Crystal, Robbinsdale,
Golden Valley, Minneapolis)

The Osseo Branch Line (Osseo Branch Line, St. Paul Minneapolis & Manitoba Railroad (StPM&M)/Great
Northern Railway (GN) (aka Minneapolis & Northwestern Railroad Company (M&NW)/Burlington Northern
Santa Fe (BNSF)) of the StPM&M is a c. 13 mile long segment of the railroad line originally constructed by
the M&NW between Minneapolis and St. Cloud in 1881-1882. The Osseo Branch Line became an
essential component in the development of the City of Osseo as a major potato growing, marketing, and
distribution center. With the coming of the railroad, Osseo potato distributors could transport their
product quickly and efficiently to markets in Minneapolis and beyond. As a result, area farmers could
grow potatoes as a cash crop on a relatively large scale because they were now able to ship their crops
before they spoiled. The Osseo Branch, St. Paul Minneapolis & Manitoba Railway Historic District has
been determined eligible for listing in the NRHP under Criterion A as an important transportation corridor
that linked Osseo with the Twin Cities, and its agricultural markets. Additionally, the railroad line
established a connection that did not previously exist and resulted in the significant expansion of the
potato-growing region in northern Hennepin County.

m St Paul Minneapolis & Manitoba Railway Historic District ( XX-RRD-010), Minneapolis

As a segment of the Great Northern Railway’s transcontinental route, the St. Paul, Minneapolis &
Manitoba Railway Historic District corridor helped to solidify Minneapolis and St. Paul as the commercial,
financial, and manufacturing center of an area extending from eastern Wisconsin to central Montana.
Although its importance began to wane by the 1920s due to competition from automobiles and trucks,
the Great Northern Railway’s transcontinental route remained a vital component of Minnesota’s and the
region’s transportation network into the 1950s. As such, the St. Paul, Minneapolis & Manitoba Railway
Historic District is eligible for listing in the NRHP under Criterion A, because it meets registration
requirement numbers 2 and 3 from the Railroads in Minnesota, 1862-1956 Multiple Property
Documentation Form. The historic district meets registration requirement 2 because it established a
railroad connection that did not previously exist and/or served as the dominant transportation corridor.
Additionally, the railway facilitated the expansion of the industrial, commercial, and agricultural practice
along the corridor. The historic district also meets registration requirement 3 as it was an influential
component of the state’s railroad network and made important connections within the network and with
other modes of transportation.

m  Minneapolis & Pacific Railway Historic District (Soo Line) (HE-CRC-199), Crystal

The Minneapolis & Pacific Railway Company (M&P) was incorporated in 1884 to construct a single-track
mainline from Minneapolis to the Red River Valley. The Minneapolis & Pacific Railway Historic District has
been determined eligible for listing in the NRHP under Criterion A for its association with the Minneapolis
mill owners who built the line to secure their own connection to wheat growers in western Minnesota and
North Dakota. The M&P line was critical in bringing wheat directly from its source in the Red River Valley
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to the flour mills of Minneapolis. Additionally, the M&P line was the first successful effort of the
Minneapolis mill owners to reach the large, profitable markets in the East and Europe directly. In 1888,
the M&P was consolidated, along with three other railroads, into the Minneapolis, St. Paul & Sault Ste.
Marie Railway Company (Soo Line). The Canadian Pacific Railway took control of the Soo Line in 1990.

m  West Broadway Residential Historic District (HE-RBC-158), Robbinsdale

The West Broadway Avenue Residential Historic District encompasses approximately three city blocks in
the City of Robbinsdale. The West Broadway Avenue Residential Historic District has been determined
eligible for listing in the NRHP under Criterion A for its association with the development of the City of
Robbinsdale as an early twentieth century suburb of Minneapolis. Built between 1919 and 1940, the
houses in the district are examples of styles that were popular among suburban homebuilders before
World War II. The residential styles in the district include Colonial Revival, Tudor Revival, Prairie, and
Craftsman. The district represents the expansion of Robbinsdale between World War | and World War Il.
Additionally, the district was home to many locally prominent members of the community, who lived there
during the Interwar period.

m Grand Rounds Historic District (Theodore Wirth Parkway Segment and Victory Memorial Drive
Segment) (XX-PRK-0001), Robbinsdale, Golden Valley, Minneapolis

In 1883, Horace Cleveland, a landscape architect, brought his idea for a continuous green necklace of
parkway and open space around Minneapolis to the newly formed Board of Park Commissioners
(renamed the Minneapolis Park and Recreation Board in 1969). The Grand Rounds was subsequently
acquired and built over many years by the Board of Park Commissioners primarily during the late
nineteenth and early twentieth century. Theodore Wirth, Superintendent of Parks from 1906 until 1935,
had a prominent role in the acquisition of lands and development of the Grand Rounds. Comprised of
seven districts, the Grand Rounds passes through almost every part of Minneapolis. Each of the seven
segments was acquired and developed at a different time and contributes its own history and significance
to the Grand Rounds as a whole. The seven districts include a dozen lakes and ponds, four golf courses,
two waterfalls, natural and planned gardens, creek and river views, and 50.1 miles of trails. There are
also more than 50 identified interpretive sites. The Grand Rounds has been determined eligible for listing
in the NRHP as a superb example of an urban byway and park system.

m  Homewood Historic District (HE-MPC-12101), (bounded by Penn, Oak Park, Xerxes, and Plymouth
Avenues, Minneapolis

The Homewood Historic District encompasses a large, rectangular-shaped, 80-acre, hilly area that is eight
blocks by two blocks in size. The district includes 254 parcels, which were primarily developed from 1910
to 1946, and 12 extant stone entrance markers around the perimeter of the district. The residences
within the district were constructed in a variety of popular architectural styles from the early twentieth
century, including Tudor Revival, Colonial Revival, French Eclectic, and Spanish Colonial Revival. A
number of houses in the area were designed by noted Minneapolis architecture firm Liebenberg &
Kaplan. The Homewood Historic District attracted a large number of prominent upper-middle class Jewish
residents beginning in the mid-1910s. Many synagogues were built in the area around the district as a
result. The Homewood Historic District has been determined eligible for listing in the NRHP under
Criterion A for the significant role it played in the development of the western portion of North
Minneapolis as the second location of a Jewish community in North Minneapolis, which was occupied by
primarily Jewish residents from 1911 until the late 1960s.

4.44.2 Archaeological Resources

The Phase IA archaeology assessment did not identify any NRHP-listed archaeological sites nor did it
recommend any further archaeological investigations for potentially eligible sites. It did acknowledge a
previous study, which identified an area along 5th Avenue North, between 4th Street North and 5th Street
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North, with potential for historic archaeological resources.# Therefore, if any project related ground
disturbing activities were to occur in this area, further archaeological investigation may be warranted. At
this time, no project work is anticipated in the area. SHPO has reviewed and concurred with the Phase IA
archaeological assessment findings.

445 Environmental Consequences

4451 Operating Phase (Long-Term) Impacts

No-Build Alternative

There would be no anticipated effects to the identified cultural resources under the No-Build alternative.
Enhanced Bus/TSM Alternative

There are no anticipated effects to the identified cultural resources under the Enhanced Bus/TSM
alternative.

Build Alternatives

This assessment of adverse effects to historic properties is based on current conceptual engineering
plans. While some effects can be fully understood at this level of project design (e.g., effects resulting
from the alignment of the transitway corridor), others are less definite as they are dependent on
subsequent stages of project design. These effects may be avoided through consultation during the
development of more detailed project engineering and design. If it is not feasible to avoid adverse effects,
minimization and mitigation will be considered.

Potential adverse effects to historic properties fall into three main categories: project design, station area
planning and development, and noise. In accordance with 36 CFR 800.5, FTA, in consultation with the
SHPO, will review the project elements after considering avoidance, minimization, and mitigation to
determine if there is an adverse effect to these properties. FTA will also consider input on the effects to
historic properties provided by consulting parties and the public.

m Project Design: The project design of the LRT infrastructure (LRT tracks, poles, catenary, stations,
retaining walls, aerial structures, traction power substations, signal bungalows, and other project
elements) may alter the characteristics of a historic property that would diminish the integrity of the
historic property. Examples include physical destruction or damage to part or all of the property;
alteration of a property; change of the character of the property’s use or physical features that
contribute to the property’s setting; or introduction of visual elements that diminish the integrity of
the property’s significant historic features.

m Station Area Planning and Development: Activities related to station area planning and development
may alter the characteristics of a historic property that would diminish the integrity of the historic
property. Examples include physical destruction or damage to part or all of the property; alteration of
a property; change of the character of the property’s use or physical features that contribute to the
property’s setting; or introduction of visual elements that diminish the integrity of the property’s
significant historic features. This category does not include the station and LRT system as described
above, but it does include related infrastructure and development activities including transit-related
parking and traffic.

m Noise: Construction and/or operations noise may introduce audible elements that diminish the
integrity of the property’s significant historic features.

4Harrison, Christina and Penny Peterson. 2011 Phase IA Archaeological Review for the Proposed Interchange Project, Hennepin County,
Minnesota. Prepared by Archaeological Research Services, Minneapolis, MN, 2011.
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Potential effects are detailed in the Section 106 Potential Effects Table, which was developed in
consultation with SHPO and consulting parties as part of the Section 106 process. This table is provided
in Appendix D of this Draft EIS.

Adverse Effects on NRHP Eligible Properties

Based on current conceptual plans, an adverse effect was assessed for the Homewood Residential
Historic District due to the right of way necessary to construct Alignment D2. The project design of the
guideway as well as the Penn/Plymouth Station along Alignment D2 would remove historic properties on
the west side of Penn Avenue as well as shift the original curb/sidewalk and significantly affect the entire
east edge of the historic district.

Table 4.4-1 identifies the alternatives for which adverse effects have been determined.
Table 4.4-1 Historic Properties for which Adverse Effects have been determined, by Alternative

Adverse Effects

| AdverseEffects |
Property Name (Historic) A-C-D1 A-C-D2 B-C-Al?t-i.rg;?‘tg)rred B-C-D2
[ °

Homewood Residential Historic District

Potential Effects on NRHP Listed and NRHP Eligible Properties

Based on current conceptual plans, potential effects have been identified for 16 historic properties and
five historic districts. Properties for which potential effects have been identified are listed, by alternative,
in Table 4.4-2. Table 4.4-3 identifies the type of potential effects by alignment. These tables indicate the
potential for effects; these effects may be avoided or minimized through consultation during project
design. Any adverse effects that are not avoided may be considered for mitigation. Property locations are
shown in Figure 4.4-6.

Table 4.4-2. Historic Properties with Potential Effects, by Alternative

Potential Effects?

o B-CD1
SEE N (L) ACD1 | ACD2 | (Preferred | B-C-D2
Alternative)

Osseo Branch, St. Paul Minneapolis & Manitoba
RR/Great Northern Historic District

- West Broadway Avenue Residential Historic District

Grand Rounds Historic District - Theodore Wirth
Segment

1 Jones Osterhus Barn

3 Robbinsdale Water Works

5 Terrace Theater

7 St. Anne’s Catholic Church

9 Talmud Torah Hebrew School
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Table 4.4-2. Historic Properties with Potential Effects, by Alternative (continued)

Potential Effects?

Figure o B-CD-1
ipa EeResiiamet Ristoric) ACD1 | ACD2 | (Preferred | B-C-D2
Alternative)

____—
11 Sharei Zedeck Synagogue
____
13 Floyd B. Olson Memorial Statue
I ____
15 Wayman A.M.E. Church () () [ ®

1 Historic districts are not numbered in Figure 4.4-6.

2For the Homewood District, an adverse effect resulting from demolition of contributing properties has been determined for
Alignment D2 only. However, Alignment D1, while it does not result in demolition of properties, could result in other types of
effects potentially avoided or mitigated by project design.

Table 4.4-3. Historic Properties with Potential Effects, by Alignment

Potential Effects

Alignment FllgDuire Property Name (Historic) Project | Station Area
Design | Development

Osseo Branch, St. Paul Minneapolis
& Manitoba RR/Great Northern
Historic District

Osseo Branch, St. Paul Minneapolis
& Manitoba RR/Great Northern
Historic District

Minneapolis & Pacific RR/Soo Line

B Historic District ¢
C (part of the 1 Jones Osterhus Barn o
Preferred Alternative) West Broadway Avenue Residential
- . . o [ )
Historic District
Hennepin County Library,
2 Robbinsdale Branch ® ® e
3 Robbinsdale Water Works [ (]
4 Sacred Heart Catholic Church [ [ [}
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Table 4.4-3. Historic Properties with Potential Effects, by Alignment (continued)
Potential Effects

Alignment FllgDuire Property Name (Historic) Project | Station Area
Design | Development
()

Osseo Branch, St. Paul Minneapolis
& Manitoba RR/Great Northern
Historic District

5 Terrace Theater (]
Grand Rounds Historic District -

- Victory Memorial Drive and Theodore () (]
Wirth Parkway Segments

D2 6 Pilgrim Heights Community Church (

7 St. Anne’s Catholic Church () ®

8 Frances E. Willard School ()

9 Talmud Torah Hebrew School ()

11 Sharei Zedeck Synagogue (]

12 Mikro Kodesh Synagogue ® (]

13 Floyd B. Olson Memorial Statue ()

1 Historic districts are not numbered in Figure 4.4-6.

2For the Homewood District, an adverse effect resulting from demolition of contributing properties has been determined for
Alignment D2 only. However, Alignment D1, while it does not result in demolition of properties, could result in other types of
effects potentially avoided or mitigated by project design.

Comparison of Alternatives

Table 4.4-4 summarizes the preliminary number of properties adversely affected or potentially affected by
the proposed alternatives. Measures to avoid, minimize, and mitigate adverse effects will be specified in
the Section 106 Agreement as previously discussed in Section 4.4.3.4.

Table 4.4-4. Number of Historic Properties with Adverse Effects or Potential Effects, by Alternative
Number of Potential Effects

. NumberofPotential Effects |
S EanEs! ACD1 ACD2 B-C-D-1 (Preferred Alternative) B-CD2
0 11 0 11

Total Adverse Effect

445.2 Construction Phase Impacts

No-Build Alternative

There would be no construction effects to the identified cultural resources under the No-Build alternative.
Enhanced Bus/TSM Alternative

There would be no construction effects to the identified cultural resources under the Enhanced Bus/TSM
alternative.
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Build Alternatives

Noise, vibration, visual, and traffic impacts would be experienced during construction throughout all
segments. These impacts would be short-term and temporary. Noise and vibration impacts and mitigation
measures are discussed in Section 5.6 and Section 5.7 and will be addressed as part of Section 106
consultation. Short-term visual impacts and mitigation are discussed in Section 4.5. Short-term access
impacts and mitigation are discussed in Chapter 3.

4.4.6 Avoidance, Minimization, and/or Mitigation Measures

Methods for avoidance, minimization, or mitigation of impacts to historic and archaeological property
would be developed and coordinated under the Section 106 consultation process and stipulated in the
Section 106 Agreement.

Potential avoidance/minimization/mitigation measures may include:

m Development of a construction protection plan in consultation with SHPO and interested parties to
mitigate potential construction related impacts to nearby historic properties

m Educational efforts and incentives aimed at the rehabilitation of historic properties in areas that may
experience project-related redevelopment, including station areas

m Coordination with local municipalities to develop incentive to promote the rehabilitation of historic
properties near the project corridor, particularly in station areas

m  Development of a plan to monitor and address potential noise effects on historic properties during
construction

Develop an interpretive plan to provide public education and interpretation about historic properties
in the project area

4.5 Visual/Aesthetics

Information included in this section is based on the information provided in the Visual Quality Technical
Report (SRF Consulting Group, 2012).

45.1 Introduction

This section assesses the existing physical character of the Bottineau Transitway study area including
physical development, vegetation and other natural features, and visually sensitive landmarks and views.
Potential impacts on the visual character of the areas adjacent to the alternatives are also evaluated. The
Visual Quality Technical Report (SRF Consulting Group, 2012), which provides the basis for this
assessment of visual quality, is incorporated into this Draft EIS by reference.

The Bottineau Transitway Project has a number of constructed elements that would have a visual
presence within the transitway right-of-way. The Visual Quality Technical Report (SRF Consulting Group,
2012) includes a detailed description of the LRT track alignment and catenary wires/supports, LRT
vehicles, stations, park-and-ride facilities, OMF, and TPSS. It is noteworthy that although lighting would be
provided at station areas, there would be no lighting along the guideway between stations.

45.2 Definition of Terms
Visual Features

The term “visual features” refers to the components of the natural, built, or project environments that are
capable of being seen.

m Natural visual features include the land, water, vegetation, and animals that compose the natural
environment. Although natural features may have been altered or imported by people, features that

March 2014 4-64



FBoi‘i‘meauTrans/tway

DRAFT ENVIRONMENTAL IMPACT STATEMENT

are primarily geological or biological in origin are considered natural.

m Built visual features include the buildings, structures, and artifacts that compose the surrounding
built environment. These are features that were constructed by people.

m  Project visual features include the geometrics, structures, and fixtures that compose the project
environment. These are the constructed features that would be placed in the environment as part of
the proposed project. For this project, the features include both the transitway and other
infrastructure modified by the project.

Visual Quality

The term “visual quality” refers to what viewers like and dislike about the visual features that compose a
particular scene. Visual quality is inherently subjective, as different viewers may evaluate visual features
differently. Based on the developed urban and suburban context of the study area, specific features were
identified as “higher quality visual features” when they exemplify one of the following characteristics:

m  Aremnant natural feature exemplary of pre-settlement conditions

m  Avisually distinct natural or built feature that stands out from the surroundings and contributes
physically and symbolically in a positive way to the overall community’s visual quality

m A natural or built feature that is an integral component of the broader physical pattern of the
community and is generally regarded positively

General Visual Context

The term “general visual context” is the appearance of the nearby surroundings from the vantage point of
a person from ground level, i.e., as one would perceive it from a car, train, bus, bicycle, or on foot. The
Bottineau Transitway passes through developed urban and suburban areas with a wide range of
development patterns. A brief description of the general visual context of each area is provided in Section
4.5.5 as a basis for understanding the identified effects on specific visual features.

45.3 Regulatory Context and Methodology

The methodology used for this analysis is composed of two primary aspects: inventory of existing visual
features (natural and built) and assessment of project effects on those features. The project area was
studied and inventoried using mapping and direct observation from field visits. The conceptual project
design and potential identified right-of-way impacts were considered in evaluating the potential visual
change to the project area.

A three-tier scale (high, moderate, or minimal) was used to qualitatively assess the degree of visual
quality effect that the project elements would have on higher quality visual features. The following
definitions summarize each classification:

m  High: Introduction of new elements that would substantially affect the quality of the visual/aesthetic
features

m  Moderate: Introduction of new elements that may have an effect on the quality of the
visual/aesthetic features

m  Minimal: Introduction of new elements that are not likely to have an effect on visual/aesthetic
features

The basis for the level of effects for higher quality visual resources is provided below.
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454 Study Area

The study area is defined as the right-of-way for the alternative alignments currently under consideration
and the immediately adjacent properties with a visual connection to the proposed transitway. In select
instances, the extent of analysis was expanded to account for specific features that were visible by field
observation along the proposed transitway as a result of topography, physical scale, architectural
distinction, or other considerations. A collection of photographs is available in the Visual Quality Technical
Report (SRF Consulting Group, 2012) to assist the reader in understanding the existing visual context and
visual features of the study area.

45,5 Affected Environment

The study area includes developed urban and suburban communities extending from Minneapolis into
the northwest Twin Cities Metropolitan Area. It includes a diverse array of development patterns,
railroads, highways, and local roadways. For each alignment under consideration, a summary of the
general visual context is provided along with a list of identified higher quality visual features. Unique
project visual features are also noted for each alignment. The Visual Quality Technical Report (SRF
Consulting, 2012) includes descriptions of the higher quality visual features identified along each
alignment.

Alignment A

Gravel mining operations are the primary current use of land around Alignment A between Hemlock Lane
and US 169 in Maple Grove, but future development of the area is planned. Industrial, business park, and
institutional land uses can be found in Brooklyn Park around Alignment A. The mining area is
characterized by large piles of soil, sand, and gravel and large pits. Large equipment is used to dig, pile
and sort materials, creating a continuously changing landscape. Vegetation in the active gravel mining
area is sparse. There is a large interchange where EIm Creek Boulevard and Brooklyn Boulevard cross
over US 169. Future redevelopment with higher intensity land uses is envisioned for the area, which
would bring a more suburban development pattern with new streets, buildings, parking, and landscaping.

East of US 169, the Bottineau Transitway would pass the Hennepin Technical College campus and follow
Brooklyn Boulevard, which is flanked by light-industrial sites and residential neighborhoods.
Approximately one block west of CSAH 81, Shingle Creek passes under Brooklyn Boulevard through a
culvert, affording a brief view of the riparian corridor. The Bottineau Transitway would turn south along the
BNSF railroad corridor adjacent to CSAH 81, which is flanked by larger-scale commercial and industrial
properties. One higher quality visual feature, Shingle Creek, was identified along Alighment A.

Alignment B (part of the Preferred Alternative)

North of TH 610 up to 101st Avenue near Alighment B, open field agricultural land is the predominant
land use with some remnant woodland and grassland areas. The recently constructed Target North
Campus, with its multi-story buildings, is located along Oak Grove Parkway east of West Broadway Avenue
and has landscaped grounds characterized by mowed lawn and trees. Future redevelopment with higher-
intensity land use is envisioned for the area, which would likely bring a more suburban development
pattern with new streets, buildings, parking, and landscaping.

South of TH 610, the adjacent land use transitions from agricultural to a mix of single-story commercial
and light-industrial buildings, as well as single-family residential neighborhoods. The commercial areas
have front yards characterized by mowed lawns, trees, and stormwater treatment ponds. The homes face
away from West Broadway Avenue, and fences and landscaping visually separate backyards from the
roadway. North Hennepin Community College, located in the southeast corner of the West Broadway
Avenue and 85th Avenue intersection, is comprised of one- and two-story buildings organized around a
central green space. The perimeter of the campus is dominated by surface parking lots. Tessman Park is
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located south of the college and contains two ball fields and mowed lawn. A uniform large-scale planned
commercial development is located west of Alignment B and south of Brooklyn Boulevard.

These higher-quality visual features were identified along Alignment B:
m  Shingle Creek

m  West Broadway Avenue Bridge over TH 610

Alignment C (part of the Preferred Alternative)

In general, on Alignment C, the Bottineau Transitway would follow the BNSF railroad corridor along the
southern half of the alignment. In some locations, the route would parallel a primary roadway. In other
locations, it would be more secluded, running behind commercial and residential areas. At the north end
of Alignment C, the route would pass under 1-94, and the development pattern in that vicinity is comprised
of single-story commercial buildings oriented towards CSAH 84, primarily clustered at 1-94, 63rd Avenue,
and Bass Lake Road. The transitway would parallel CSAH 81, a multi-lane divided-median county highway.
Along the edges of the railroad right-of-way, rows of tree cover provide some visual buffer for adjacent
residential properties. The railroad right-of-way is also a primary utility corridor and includes overhead
utility lines and poles. Alignment C passes over the Canadian Pacific (CP) railroad approximately ¥2 mile
south of Bass Lake Road.

Moving south, the transitway would run adjacent to West Broadway Avenue, a lower speed two-lane
county roadway. Between 47th Avenue and TH 100, a handful of mature trees are in a grass median
between the railroad and West Broadway Avenue. Crossing over TH 100, the transitway would pass along
the west edge of downtown Robbinsdale’s commercial area between 42nd Avenue and Noble Avenue.
Downtown Robbinsdale is an area primarily comprised of single-story storefront buildings and an
enhanced streetscape with brick pavers, decorative lighting, and other features. Two neighborhood-scale
parks with ball fields are located adjacent to the transitway: Triangle Park and Lee Park. These parks are
characterized by mowed lawn with some tree cover at the edges. Along the edges of the railroad right-of-
way, rows of tree cover provide some visual buffer for adjacent residential properties, and continuous
chain link fencing restricts access.

In the segment between Noble Avenue and 36th Avenue, the transitway would be aligned at a skew from
the neighborhood street grid, so vantage points would vary. At the edges of the railroad right-of-way,
continuous chain link fencing restricts access. Near 36th Avenue, the railroad corridor is depressed with
steep side slopes to allow clearance under the 36th Avenue Bridge. South of 36th Avenue, the transitway
would pass by Sochacki Park, a narrow wooded park situated outside the west embankment of the BNSF
railroad corridor.

Higher quality visual features identified along Alignment C include:

m |-94 Bridge over the BNSF railroad corridor and CSAH 81

m City of Crystal gateway area (near Bass Lake Road)

m CSAH 81 Bridge over CP railroad corridor

m  Green boulevard on west side of West Broadway Avenue between 47th Avenue and TH 100
m  West Broadway Avenue and BNSF railroad bridges over TH 100

m Historic Robbinsdale Public Library

m Sacred Heart Catholic Church
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Alignment D1 (part of the Preferred Alternative)

Along the edge of the Robbinsdale and Minneapolis city limits, Alighment D1 would run in the eastern 50
feet of the total 100-foot wide BNSF railroad corridor alongside the BNSF railroad tracks. This alignment
is independent of other roads. From 36th Avenue southward, the transitway would be depressed in
relation to the surroundings with wooded embankments on both sides. Adjacent land uses primarily
include residential neighborhoods and public parkland.

While some of the residential areas are secluded from the rail corridor by wider vegetative buffers, others
are in proximity or have less vegetative buffer such as along the eastern edge on Indiana Avenue,
Kewanee Way, parts of Xerxes Avenue, and the area near the transition to TH 55. Along the western edge
of the rail corridor, a linear natural area is comprised of a series of parks that are a natural retreat from
the surrounding urban and suburban development including Sochacki Park, South Halifax Park, Rice Lake
Park, Mary Hills Nature Area, Glenview Terrace/Valley View Park, and Theodore Wirth Regional Park and
Golf Course. The Visual Quality Technical Report (SRF Consulting Group, 2012) includes a description of
each park. Within Theodore Wirth Regional Park, Bassett Creek meanders through a patchwork of
forested areas at the edge of the golf course as it heads south toward Bassett Lake and TH 55.

The BNSF railroad corridor is also a primary utility corridor. A power substation is located adjacent to the
BNSF corridor near 34th Avenue. A high-voltage power line with metal lattice towers runs along the east
side of the railroad corridor. The presence of the railroad and utilities through this generally natural area
indicates the natural area has been previously disturbed. At TH 55, the transitway would turn east under
the westbound TH 55 bridge over the BNSF railroad corridor to the center median of TH 55.

Higher quality visual features identified along Alignment D1 include:

m Theodore Wirth Regional Park and Golf Course

m Bassett Creek and Bassett Lake

m Theodore Wirth Parkway

m  Sochacki Park, South Halifax Park, Rice Lake Park, and Mary Hills Nature Center
m Glenview Terrace/Valley View Park

m  Plymouth Avenue Bridge over Bassett Creek and BNSF railroad corridor
Alignment D2

In Robbinsdale, Alignment D2 would pass through a residential neighborhood along 34th Avenue where
most homes are single-family dwellings. There are mature boulevard street trees and yards with trees and
lawn. Approaching CSAH 81, the transitway would pass the Terrace Mall commercial site and then North
Memorial Medical Center, which is comprised of a number of variously scaled buildings in a campus
layout. It would follow CSAH 81 and West Broadway Avenue, which were both reconstructed within the
past ten years to include streetscape enhancements such as decorative lighting and boulevard trees.

Entering Minneapolis, the buildings along West Broadway Avenue and Penn Avenue are a mix of
commercial, residential, and civic structures. Commercial buildings are generally single-story structures.
Some are freestanding and some are “storefront” buildings. Two three-story, multi-family residential
structures were newly constructed within the last several years, one of which is a senior housing facility.
Many single-family homes directly face these two streets with Penn Avenue being predominantly single-
family residential. Much of the housing stock was constructed in the early to mid-1900s. Some of the
building stock and tree cover in the neighborhood was affected by the 2011 tornado, and some repairs
appear to be pending.
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Higher quality visual features identified along Alignment D2 include:
m Victory Memorial Parkway and Theodore Wirth Parkway

m City of Robbinsdale gateway area

m City of Minneapolis gateway area

m  Church of St. Anne

m 5 Points Building plaza

m  Minneapolis Urban League building

m  NorthPoint Health and Wellness Center

m Lincoln Community School

m International Foursquare Gospel Church

Alignment D Common Section (part of the Preferred Alternative)

The Alignment D Common Section runs along TH 55 towards downtown Minneapolis. As part of the
Minneapolis Near Northside Master Plan (2000), TH 55 was envisioned as a “gateway” corridor. This plan
acknowledges that LRT would need to be accommodated in the right-of-way in the future. Since the plan’s
adoption, a number of improvements have been implemented, including new boulevard and median tree
plantings to complement the mature trees along the south frontage road.

Along TH 55, homes in the adjacent residential neighborhoods face inward to the local streets and do not
face the highway directly. Some multi-family residential buildings ranging from two to six stories do have
some units facing the highway. On the south side of TH 55, Harrison Park includes ball fields and a
community center building. Additionally, several civic buildings and spaces have prominent locations.

East of -94, industrial and civic buildings line the route, and there is little greenery. The intersection of TH
55, 6th Avenue, and 7th Street is a skewed configuration and a challenging area to navigate visually. 7th
Street branches off as a multi-lane road to access downtown Minneapolis. Approaching the Target Field
Station, 6th Avenue realigns to the street grid of downtown becoming 5th Street. The roadway narrows
where it runs parallel to the existing Blue Line and Green Line (Central) LRTs. The taller buildings of
downtown Minneapolis are visible in the near distance.

Higher quality visual features identified along the Alignment D Common Section include:
m Boulevard and median trees along TH 55 west of 1-94

m  Harrison Neighborhood gateway sculptures

m  Floyd B. Olson memorial

m Zion Baptist Church

m  Seed Academy and Wayman Church

m  Sumner Library

m  Metro Transit headquarters

m HERC site landscaping
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4.5.6 Environmental Consequences

45.6.1 Operating Phase (Long-Term) Impacts

No-Build Alternative

No effects to visually sensitive resources are anticipated as a result of the No-Build alternative.
Enhanced Bus/TSM Alternative

A proposed transit center and park-and-ride facility would be constructed at Oak Grove Parkway and West
Broadway Avenue, north of TH 610, and would alter the current landscape characterized by agricultural,
grassland, and remnant woodland at the edge of suburban development.

Build Alternatives

The following summarizes the degree of effect to existing visual features along each of the proposed
alignments. The Visual Quality Technical Report (SRF Consulting Group, 2012) includes detailed
descriptions of these effects.

Alignment A

Alignment A would use land in Maple Grove that is either currently being used for gravel mining or is
existing road or freight rail right-of-way. Potential effects to visual quality would be generally minimal
throughout Alignment A. Minimal effects are anticipated to Shingle Creek, a higher quality visual feature
identified along this alignment. The new transitway bridge that would curve from the south side of
Brooklyn Boulevard onto the BNSF railroad corridor would also span Shingle Creek; it would therefore not
impede views from eye level. The retaining walls at the end of the bridge in BNSF railroad corridor would
end before the wetland features adjacent to the creek; it would therefore not impede views from CSAH
81.

Alignment B (part of the Preferred Alternative)

Alignment B utilizes the existing right-of-way of West Broadway Avenue. For much of Alignment B the
transitway would be located in the center of the roadway and would have minimal to moderate effects to
visual quality. Effects on higher quality visual features are listed below:

m Shingle Creek - Minimal

Views of Shingle Creek would be minimally affected. The only transitway features in the vicinity would be
the tracks and catenary in the center median of the roadway, and they would not visually interrupt clear
views to the creek.

m  West Broadway Avenue Bridge over TH 610 - Minimal

The bridge would be minimally affected. The new transitway bridge that would parallel the West Broadway
Avenue Bridge over TH 610 would block views of the West Broadway Avenue Bridge, but the transitway
bridge could be designed to be consistent with the TH 610 aesthetic guidelines.

Alignment C (part of the Preferred Alternative)

Alignment C utilizes the existing BNSF railroad corridor. Effects to visual quality would generally be
minimal because the transitway would run closely parallel to the existing railroad. Some moderate effects
are identified. Effects on higher quality visual features are listed below:

m 1-94 Bridge over the BNSF railroad and CSAH 81 - Minimal

Since no modifications to the I1-94 Bridge would be required, visual effects to this resource would be
minimal.
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m City of Crystal gateway area - Minimal

Visual effects to the gateway area would be minimal. The gateway sign and landscaping are near the
CSAH 81/Bass Lake Road intersection and would not be in conflict with the station location.

m CSAH 81 Bridge over Canadian Pacific railroad - Minimal

Visual effects to the bridge would be minimal. It would not be physically impacted, and since the new
bridge for the transitway over the railroad is separated visually by commercial development, there would
be minimal visual influence between them.

m  Green boulevard west of West Broadway Avenue between 47th Avenue and TH 100 - High

Visual effects to the boulevard would be high. The construction of the transitway would require the
removal of some mature trees and reduce the width of the green space separating the roadway and
railroad.

m  West Broadway Avenue and BNSF Railroad Bridges over TH 100 - Minimal

Visual effects to the bridges would be minimal. The existing BNSF Railroad Bridge would be widened to
accommodate the transitway, and a new BNSF Railroad Bridge would be constructed south of the existing
bridge. It could be designed to be consistent with the TH 100 aesthetic guidelines.

m Historic Robbinsdale Public Library - Minimal

Visual effects to the library would be minimal since the transitway infrastructure would run within the
existing BNSF right-of-way and would not alter views of the building.

m Sacred Heart Catholic Church - Minimal

Visual effects to the church would be minimal since the transitway infrastructure would run within the
existing BNSF right-of-way and would not alter views of the building.

Alignment D1 (part of the Preferred Alternative)

Alignment D1 utilizes the existing BNSF railroad corridor between 34th Avenue and TH 55. The transitway
would run closely parallel to the existing BNSF freight rail tracks and, as such, would be a modification to
an existing dedicated rail corridor rather than the introduction of a new rail corridor. Still, the
implementation of LRT would bring an increased frequency of vehicles passing through.

Effects to visual quality would be minimal to moderate. In some locations, the tracks would be in a
depressed cut section and shielded by the topography and vegetation. In other instances though,
residential and park areas on both the east and west sides have more of a visual connection based on
close proximity and varying degrees of openness of existing vegetation. Both temporary and permanent
effects to the vegetation along the BNSF railroad corridor from construction may alter the views and
amount of screening of adjacent neighborhoods to the east and parks to the west. Effects to higher
quality visual features include:

m Sochacki Park, South Halifax Park, Rice Lake Park, and Mary Hills Nature Area - Moderate

These parks would be moderately affected. The additional utilitarian features, as listed in the description
of effects to Theodore Wirth Regional Park, would add additional visual intrusions to the perceived
“natural” character of the parks beyond the existing railroad and overhead utilities.

m  Glenview Terrace/Valley View Park - Minimal

Glenview Terrace/Valley View Park would be minimally affected. The presence of wetlands in the BNSF
railroad corridor adjacent the park would prevent cutting into side slopes and minimal removal of trees.
The active uses of the park are well buffered by a wooded area.
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m Theodore Wirth Regional Park and Golf Course - Moderate

Theodore Wirth Regional Park and Golf Course would be moderately affected, since views to the BNSF
railroad corridor may be opened up by grading and vegetation thinning for the transitway. The additional
utilitarian features, including catenary wires, support poles, tracks, TPSS, and the light rail vehicles, would
add visual intrusions to the perceived “natural” character of the park, beyond the existing railroad and
overhead utilities.

m Theodore Wirth Parkway - Minimal

Theodore Wirth Parkway would be minimally affected since it passes over the transitway on a bridge only
briefly. Some views to the BNSF railroad corridor may be opened up in the approaches by grading and
vegetation thinning for the transitway but would be peripheral to the immediate scenery adjacent the
Parkway.

m  Plymouth Avenue Bridge over Bassett Creek and BNSF railroad - Minimal

Some modifications to the bridge would be necessary to make space for the transitway whether or not the
Plymouth Avenue/Theodore Wirth Regional Park station option is constructed at this location. In either
case, the overall visual quality of the bridge would be minimally affected since the primary aesthetic
features including the pier arches, railing, and lighting on the deck would remain unchanged. In order to
accommodate the new LRT tracks an area below the bridge would be altered from a paved slope to a
clear opening with infill walls added to two of the existing arched piers for crash protection and to retain
grade. This modification would only be visible from the pedestrian trail west of the BNSF track and would
be unnoticeable from Plymouth Avenue above.

A transit station at this location would have a visual presence. Design modifications, such as an enclosed
elevator, would be needed to provide transit patrons with access to the station.

m Bassett Creek and Bassett Lake — Moderate

Bassett Creek and Bassett Lake would be moderately affected similarly to Theodore Wirth Regional Park
since they are part of the park’s natural scenery.

Alignment D2

At the northern end of Alignment D2, the transitway transitions from running in the BNSF railroad corridor
to running within road right-of-way. As it would enter suburban and urban neighborhoods with denser
development patterns than other alignments, the transitway would be in closer visual proximity to a
greater number of people. Along Penn Avenue, the transitway cross section design requires the full
acquisition of a number of properties resulting in a high degree of visual impacts. Minimal to moderate
effects are also identified. Effects to higher quality visual features include:

m Victory Memorial Parkway and Theodore Wirth Parkway - Minimal

The parkways would be minimally affected since the new transitway bridge would cross over them in
conjunction with the existing CSAH 81 bridges.

m City of Robbinsdale/Minneapolis gateway area - High

A welcome sign for Robbinsdale is oriented towards those traveling northbound (over Oakdale
Avenue/Lowry Avenue) on CSAH 81. A welcome sign for Minneapolis is oriented towards those traveling
southbound (over Oakdale Avenue/Lowry Avenue) on CSAH 81. A number of streetscape features in the
center median of CSAH 81 including a monument sign, landscaping, and lighting would be highly affected
by the proposed transitway bridge, which curves from 34th Avenue onto CSAH 81, requiring their removal.
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m  Church of St. Anne - Minimal

The church would be minimally affected since it is a full block away from the transitway and buffered by
other buildings.

m 5 Points Building plaza - Minimal

The plaza would be minimally affected since it is already located at a high-traffic intersection. There may
potentially be curb or sidewalk alterations based on the conceptual plan, but the sculptural transit
shelter, furnishings, and landscaping in the plaza would not be affected.

m  Minneapolis Urban League building - Moderate

The Urban League building would be moderately affected. Even though the transitway would be
constructed within the median of Penn Avenue and would not affect the building itself, building users
would be subject to potential increased distraction as a result of the addition of LRT vehicle frequency.
The exterior gathering areas around the building have some buffering from Penn Avenue by a retaining
wall and railing since they are set below the sidewalk grade, but would still feel quite close visually.

m NorthPoint Health and Wellness Center - Moderate

The NorthPoint Health and Wellness Center would be moderately affected because Penn Avenue would
be widened to the west to accommodate the transitway, thereby requiring partial acquisition of the
property frontage. Some building modifications would be necessary to create adequate space for the
transitway.

m Lincoln Community School - Moderate

The Lincoln Community School would be moderately affected. Even though the transitway would be
constructed within the median of Penn Avenue and would not affect the building itself, building users
would be subject to potential increased distraction as a result of the addition of LRT vehicle frequency.

m International Foursquare Gospel Church - High

The church would be highly affected visually since Penn Avenue would be widened to accommodate the
transitway and full acquisition of the property and removal of the building to create adequate space for
the transitway would be required.

Alignment D Common Section (part of the Preferred Alternative)

In the Alignment D Common Section, the transitway would run along TH 55, a highway that currently
accommodates a relatively high amount of traffic. Although it is envisioned as a “gateway” corridor to
downtown Minneapolis, the Minneapolis Near Northside Master Plan (2000) envisioned that LRT could
be accommodated without sacrificing the overall desired character in the context of a redesigned TH 55
right-of-way with a widened center median. This project would not reconstruct the entire highway cross
section, and the construction of the transitway within the existing median would alter its existing green
character. Considering the existing industrial character of the visual context east of 1-94 approaching
downtown, it is anticipated that minimal visual effects would occur in that area. Effects to higher quality
visual features include:

m Boulevard and median trees along TH 55 west of I-94 - High

The TH 55 center median would be highly affected. Newly planted trees would need to be removed for the
transitway alignment. After the transitway is constructed in the center median, there would not be
adequate space for new trees alongside it. Trees at the highway edges would remain and continue to
support the “gateway” appearance of the corridor.
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m Harrison Neighborhood gateway sculptures - Minimal

The sculptures would be minimally affected since the transitway turns onto TH 55 and does not conflict
with their siting.

m Floyd B. Olson memorial - Minimal

The memorial would be minimally affected since the transitway turns onto TH 55 and does not conflict
with its siting.

m Zion Baptist Church — Minimal

The church would be minimally affected since it is visually buffered by the north frontage road along TH
55. Use of church sanctuaries is typically an indoor activity, and the church is already located along a
busy highway.

m Seed Academy and Wayman Church - Minimal

The school and church would be minimally affected since the use of church sanctuaries is typically an
indoor activity, and it is already located along a busy highway.

m  Sumner Library - Minimal
The library would be minimally affected visually since it is already located along a busy highway.
m  Metro Transit headquarters - Minimal

The Metro Transit building would be minimally affected visually since it is already located along a busy
highway and serves as a transit vehicle service and storage site.

m HERC site landscaping - Moderate

The HERC site landscaping would be moderately affected by the Bottineau Transitway. The transitway
would run parallel to 6th Avenue in a widened right-of-way, which would require partial removal of planter
wall, trees, and the lawn area at the corner of 6th Avenue and 7th Street.

m Ford Building - Minimal

The Ford Building would be minimally affected because the Blue Line already passes the building along
5th Street.

Summary of Operational Impacts by Alternative

Based on the degree of effect identified for each alignment, a list of effects by alternative is provided
below.

= No-Build Alternative: None

m Enhanced Bus/TSM Alternative: Minimal
m Alternative A-C-D1: Moderate
m Alternative A-C-D2: High

m Alternative B-C-D1 (Preferred Alternative): Moderate
m Alternative B-C-D2: High

4.5.6.2 Construction Phase Impacts

Anticipated visual effects during construction would be similar to the appearance of typical roadway
projects including the temporary presence of heavy equipment, traffic control measures, and construction
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activities. Where the transitway passes along residential neighborhoods, the construction activity would
likely be perceived as visually disruptive to typically more peaceful residential settings.

Alignment A

Future redevelopment of the area is planned but would not be implemented prior to the transitway.
Therefore, without any active land use except gravel mining, no construction phase effects are
anticipated for Alignment A.

Alignment B (part of the Preferred Alternative)

The construction of the new bridge for the transitway over TH 610 would be highly visible to travelers
along eastbound TH 610.

Alignment C (part of the Preferred Alternative)

The reconstruction of the BNSF bridge over TH 100 to create adequate width for the transitway would be
highly visible to travelers along northbound TH 100. Where the transitway passes along residential
neighborhoods, the construction activity would likely be perceived as more visually disruptive to these
typically peaceful residential settings.

Alignment D1 (part of the Preferred Alternative)

Users of Theodore Wirth Regional Park, Sochacki Park, South Halifax Park, Rice Lake Park, and Mary Hills
Nature Area would likely perceive construction activity as undesirable and not consistent with their
anticipated recreational experience. The reconstruction of the westbound TH 55 bridge over the BNSF
railroad corridor and depressed transitway with retaining walls curving onto TH 55 would be highly visible
to travelers along TH 55. Based on final construction limits, there may be temporary grading for the
construction of retaining walls or other features that would affect slopes and vegetation.

Alignment D2

Construction of the fly-over bridge from 34th Avenue to CSAH 81 and the North Memorial station would
be highly visible to travelers along CSAH 81, West Broadway Avenue, Lowry Avenue, Victory Memorial
Parkway, and Theodore Wirth Parkway. With the relatively narrow street width, homes with frontages
along West Broadway Avenue on the east side of Penn Avenue would be subject to the construction
activity nearby.

Alignment D Common Section (part of the Preferred Alternative)

The reconstruction of the TH 55 Bridge over 1-94 to create adequate width for the transitway would be
highly visible to travelers along I-94 and TH 55.

Summary of Construction Impacts by Alternative

Construction impacts would range from minimal to high depending on the acquisition of properties for
additional transitway right-of-way, removal of vegetation, and visual proximity.

= No-Build Alternative: None

m Enhanced Bus/TSM Alternative: Minimal
m Alternative A-C-D1: Moderate
m Alternative A-C-D2: High

m Alternative B-C-D1 (Preferred Alternative): Moderate
m Alternative B-C-D2: High
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45.7 Avoidance, Minimization, and/or Mitigation Measures

The various Build alternatives would not result in a substantial change to the visual character of the
corridor as a whole. The most dramatic (high) visual effects would occur as part of alternatives A-C-D2
and B-C-D2, particularly along Alignment D2 where a significant number of homes would be removed and
the Alignment D Common Section where the existing center green median of TH 55 would be affected.
Under these alternatives, the community would be involved in the station design process, and the process
of selecting landscaping and streetscape elements that would complement and benefit the visual nature
of this neighborhood. Along TH 55, coordination would occur with MnDOT and the MPRB to identify
potential opportunities for tree replacement.

Moderate visual effects are anticipated as a result of alternatives A-C-D1 and B-C-D1, particularly along
Alignment D1 near Theodore Wirth Regional Park and the string of several other community parks. In this
location, transitway elements added to the rail corridor may be visually screened or softened using
landscaping where adequate space permits, and the loss of existing vegetation on side slopes for grading
or access purposes would be replaced to the extent feasible. The MPRB and the Cities of Minneapolis,
Golden Valley, and Robbinsdale would be involved in selecting landscape treatments that would be
compatible with the character of the parks and the surrounding neighborhoods.

For all alternatives, minimal impacts are anticipated as a result of station construction. Stations can be
designed to be aesthetically attractive and to complement their surroundings. Station design and
aesthetics would be addressed during subsequent engineering phases.

As with station construction, TPSS facilities can be designed to be visually appealing and to fit with their
surroundings. To minimize visual quality impacts, TPSS siting would consider the context of each facility in
relation to adjacent properties and resources. TPSS design and siting would be determined as the
Bottineau Transitway moves into Project Development.

As components of the various Build alternatives, minimal effects to visual quality are generally
anticipated to result under Alignments A, B, and C. In Alignment B, the potential construction of the OMF
at 93rd Avenue would have a moderate effect on the neighborhood across the street. City code
requirements for a front landscape yard would provide some screening. In general, where feasible,
removed vegetation would be replaced with vegetation of a similar type. No other specific mitigation is
proposed.

4.6 Business Impacts

This section focuses specifically on commercial uses in the Bottineau Transitway, and potential impacts
to businesses as a result of the project. A full evaluation of both residential and commercial right-of-way
impacts is available in Section 4.3 of this Draft EIS. A complete parking analysis is available in Section
3.5.

46.1 Regulatory Context and Methodology

No specific laws or executive orders regulate the topic of economic impacts. NEPA and MEPA form the
general basis of consideration for economic issues.

Operating phase (long-term) impacts include direct impacts of the project as well the permanent impacts
of operating the transitway, including acquisition of right-of-way, loss of on-street parking, and changes in
traffic patterns. Construction phase impacts are defined as impacts generally temporary in nature
associated with constructing the project.

46.2 Study Area

The study area for operating phase (long-term) direct impacts (right-of-way acquisition, loss of on-street
parking) is defined as the potential area of disturbance for the project.
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4.6.3 Affected Environment
Existing Economic Activity

The following section outlines the existing economic activities within the Bottineau Transitway. Existing
uses are described for each alignment.

Alignment A

The predominant economic activity in the westernmost segment of Alignment A is gravel mining.
Extraction has been completed west of Hemlock Lane, and the area has been redeveloped for
commercial and residential use. Extraction activities have moved eastward and are expected to continue
for several decades. As the extraction is completed in an eastward fashion, the remaining land would be
graded and made available for development.

Continuing east from US 169, Alignment A runs along the south side of Brooklyn Boulevard adjacent to a
large area of industrial/business park uses. The proposed Boone Avenue station would be located in this
area.

As the alignment shifts onto the BNSF railroad corridor paralleling CSAH 81, commercial/industrial uses
surround the corridor. The Brooklyn Park 2030 Comprehensive Plan confirms that these activities are
planned to remain with some areas transitioning to mixed use.

Alignment B (part of the Preferred Alternative)

Agricultural activities at the north end of Alignment B are currently transitioning from agricultural to
commercial use, most notably with the development of the Target North Campus and developing
business parks in the area of the proposed 93rd Avenue station.

The proposed Brooklyn Boulevard station lies within a large suburban commercial node characterized by
“big box” (e.g., Target) and other auto-oriented retail.

Alignment C (part of the Preferred Alternative)

Numerous commercial and industrial uses surround Alignment C in the cities of Brooklyn Park, Crystal,
and Robbinsdale. At the proposed 63rd Avenue station area, a small cluster of businesses is located on
the west side of CSAH 81. The Brooklyn Park Comprehensive Plan guides future redevelopment of this
area to mixed use.

South of 63rd Avenue, few businesses are located adjacent to the Bottineau Transitway with the
exception of the Crystal Airport located on the east side of CSAH 81. Commercial activity increases south
of the Bass Lake Road station area.

East of the Robbinsdale station lies “downtown” Robbinsdale, a large retail/office area centered on both
West Broadway Avenue and CSAH 81. The City of Robbinsdale Comprehensive Plan envisions
intensification of commercial use in the downtown area.

Alignment D1 (part of the Preferred Alternative)

Few businesses surround Alignment D1, which lies within a predominantly residential area. Commercial
activities are not proposed for this area.

Alignment D2

The North Memorial Medical Center anchors a small retail and medical clinic commercial area at the
north end of Alignment D2.

Additional retail activity is scattered along the corridor as it proceeds southward, culminating in a small
commercial node at the proposed Broadway/Penn station. As the alignment turns southward into a
primarily residential area, a limited number of small businesses are scattered among the residential uses.
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The Minneapolis Plan for Sustainable Growth reinforces this existing pattern, encouraging business
activity to concentrate along West Broadway Avenue.

Alignment D Common Section (part of the Preferred Alternative)
No businesses are located in the western portion of the Alignment D Common Section.

East of 1-94, the Alignment D Common Section enters the downtown area of Minneapolis, characterized
by commercial and industrial uses. The alignment transitions to the existing Blue Line LRT at the Target
Field Station, which is currently transitioning from industrial uses to a signature mixed use development
adjacent to the Minnesota Twins ballpark as indicated in The Future Land Use Plan map for the
Downtown Sector from The Minneapolis Plan. The last station to be constructed as part of the Bottineau
Transitway would be at Van White Boulevard. The terminal station at the transition to the Blue Line would
be located at the Target Field Station, an intermodal transit station under construction and planned to
open in 2014. The North Loop Small Area Plan (2010) guides redevelopment for the North Loop area and
calls for mixed use developments organized to support transit.

4.6.4 Environmental Consequences

464.1 Operating Phase (Long-Term) Impacts

The Bottineau Transitway would result in several types of direct impacts to existing businesses in the
study area. This section evaluates these direct economic impacts including the following:

m Displacement of commercial uses due to right-of-way acquisition

m Loss of on-street parking and changes to property access due to location of LRT within the street
right-of-way

m  Other property acquisition (both commercial and non-commercial) due to right-of-way acquisition
resulting in reduced property tax collection

No-Build Alternative

The No-Build alternative would not have any direct economic impacts. Adverse impacts due to
introduction of the transitway, such as displacement of businesses, loss of parking, and change in
access, would not occur.

Enhanced Bus/TSM Alternative

Direct impacts would be limited to the area of the proposed transit center and park-and-ride facility at
Oak Grove Parkway and West Broadway Avenue, where undeveloped land would be converted to
transportation use. As the area is currently undeveloped and not in economic use, no direct economic
impacts would occur.

Build Alternatives
Alignment A

Construction of the transitway would largely occur within existing or future roadway right-of-way through
this alignment.

Table 4.6-1 summarizes the direct impacts to commercial uses along Alignment A.
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Table 4.6-1. Summary of Direct Impacts to Commercial Uses along Alignment A

Type of Impact Maghnitude of Impact

Number of businesses displaced 0

(0]

Number of on-street parking spaces lost

Estimated market value of properties no longer taxable2 $1.56 million

1 “Property access” as defined by the ability for a vehicle to park in front of the property
2 Total of 2012 Market Values as determined in the Hennepin County tax records for all full property acquisitions on the alignment

Alignment B (part of the Preferred Alternative)

Similar to Alignment A, construction of the transitway would largely occur within existing or future roadway
right-of-way through this alignment. One business would be displaced by the proposed Bottineau
Transitway Project.

Table 4.6-2 summarizes the direct impacts to commercial uses along Alignment B.

Table 4.6-2. Summary of Direct Impacts to Commercial Uses along Alignment B

Type of Impact Magnitude of Impact

Number of businesses displaced 1
I

Number of on-street parking spaces lost 0

Estimated market value of properties no longer taxable? $4.61 million

1 “Property access” as defined by the ability for a vehicle to park in front of the property
2 Total of 2012 Market Values as determined in the Hennepin County tax records for all full property acquisitions on the alignment

Alignment C (part of the Preferred Alternative)

The transitway would be constructed in BNSF railroad right-of-way for the majority of this alignment with
limited impacts to existing commercial activities. No businesses abutting the rail corridor currently use
the adjacent rail corridor for commercial activity, nor do any commercial sidings exist along the corridor
that could be disrupted by the Bottineau Transitway.

Table 4.6-3 summarizes direct impacts to commercial uses along Alignment C.

Table 4.6-3. Summary of Direct Impacts to Commercial Uses along Alignment C

Type of Impact Magnitude of Impact

Number of businesses displaced 2
I

Number of on-street parking spaces lost?! 0

Estimated market value of properties no longer taxable3 $1.13 million

1 A commercial business site north of 42nd Avenue developed 17 parking spaces on freight rail property without obtaining an easement.
2 “Property access” as defined by the ability for a vehicle to park in front of the property
3 Total of 2012 Market Values as determined in the Hennepin County tax records for all full property acquisitions on the alignment

Alignment D1 (part of the Preferred Alternative)

Alignment D1 passes through the cities of Robbinsdale, Golden Valley, and Minneapolis. The majority of
Alignment D1 is an existing BNSF railroad corridor located approximately 20 to 30 feet below the
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surrounding grade. Land uses outside the depressed rail corridor are primarily park and residential. Due
to these characteristics, there would be no direct impacts to commercial activity.

Alignment D2

Alignment D2 is located on existing city streets. Due to the number and proximity of commercial uses
along this alignment, a number of businesses would experience direct impacts from construction of the
transitway. Retail businesses are more dependent on on-street parking and direct access to the roadways
on which the transitway would be located in this alignment, resulting in further impacts.

Table 4.6-4 summarizes direct impacts to commercial uses along Alignhment D2.

Table 4.6-4. Summary of Direct Impacts to Commercial Uses along Alighment D2

Type of Impact Magnitude of Impact

Number of businesses displaced 3

Number of commercially-zoned properties fully acquired 7

Number of on-street parking spaces lost jicggnmanly I TS CEMmiE!
Loss of property access? 77

Estimated market value of properties no longer taxable2 $15.23 million

1 “Property access” as defined by the ability for a vehicle to park in front of the property
2 Total of 2012 Market Values as determined in the Hennepin County tax records for all full property acquisitions on the alignment

4642 Construction Phase Impacts

Construction phase impacts include impacts to existing businesses during transitway construction
through temporary vehicular and pedestrian access changes, temporary loss of parking, and nuisance
impacts related to construction activities, such as noise and dust.

No-Build Alternative
No construction impacts would occur under the No-Build alternative.
Enhanced Bus/TSM Alternative

Construction phase impacts would be limited to the area of the proposed transit center and park-and-ride
facility at Oak Grove Parkway and West Broadway Avenue. Businesses in this vicinity could expect to be
temporarily affected by limited changes in customer access, on-street parking availability, service access,
traffic flow, and congestion during construction activities.

No further construction phase economic impacts are anticipated.
Build Alternatives

Under all of the Build alternatives, businesses could expect activities to be temporarily affected by
changes in customer access, on-street parking availability, service access, traffic flow, and congestion
during construction activities. Depending on the intensity and duration of construction activities,
businesses dependent on ease of customer access may experience a loss of revenue during this time.

Businesses with outdoor activities such as outdoor dining or outdoor storage of products or materials
could also experience negative impacts due to noise, dust, or other nuisance conditions during nearby
construction activities.

Businesses that rely on providing customers with a quiet atmosphere (e.g., dining, spa services) may also
be affected during nearby construction activities.
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Businesses may experience short-term disruptions of utility services during construction activities if
utilities need to be moved or replaced.

4643 Summary of Economic Effects by Alternative

The following Table 4.6-5 shows a summary of adverse economic and business impacts for each
alternative.

Table 4.6-5. Summary of Economic Effects by Alternative

Alternative Total Adverse Impacts

No-Build No economic effects

Limited direct impacts
A-C-D1 Construction impacts associated with access changes, temporary loss of parking,
and nuisance impacts (e.g., noise and dust)

Limited direct impacts
Construction impacts associated with access changes, temporary loss of parking,
and nuisance impacts (e.g., noise and dust)

B-C-D1 (Preferred
Alternative)

4.6.5 Avoidance, Minimization, and/or Mitigation Measures

The alternatives development process sought to minimize impacts to the greatest degree possible while
preserving project benefits.

Loss of commercial property would be mitigated by payment of fair market compensation and provision of
relocation assistance in accordance with applicable laws and statutes, as noted in Section 4.3
Displacement of Residents and Businesses.

While not a specific mitigation measure, Hennepin County and the Metropolitan Council would support
local communities’ station area planning efforts to enhance the potential economic benefits of the
Bottineau Transitway through community development.

Measures to avoid and/or minimize adverse impacts to businesses during project construction including
maintenance of traffic, maintenance of access, business signage, and advance communication of
construction activities would be provided.

4.7 Safety and Security
4.7.1 Regulatory Context and Methodology

The Metropolitan Council, as the owner and operator of the Bottineau Transitway, follows safety and
security policies that establish minimum requirements for facilities based on local, state, and federal
codes or standards. These codes and standards include, but are not limited to, the applicable parts of:

m The National Fire Protection Association (NFPA) 130, Standard for Fixed Guideway Transit or
Passenger Rail Systems
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m The Uniform Building Code, 2007 Edition as amended by the cities of Minneapolis, Golden Valley,
Robbinsdale, Crystal, Brooklyn Park, and Maple Grove

m Uniform Fire Code, 1997 Edition as amended
m  The 2007 Minnesota State Building Code
m The Life Safety Code as well as ISO standards

m  American National Standards Institute (ANSI) and American Society for Testing and Materials (ASTM)
Standards

In addition, the FTA provides safety and security oversight for major capital projects (Safety and Security
Guidance for Recipients with Major Capital Projects, covered under 49 CFR part 633, “Project
Management Oversight”). The design of the Bottineau Transitway should meet the following minimum
objectives:

m  Design for minimum hazard through the identification and elimination of hazards through the use of
appropriate safety design concepts and/or alternative designs

m Use of fixed, automatic, or other protective safety devices to control hazards which cannot be
eliminated

m  Use of warning signals and devices if neither designs or safety devices can effectively eliminate or
control an identified hazard

m  Provide special procedures to control hazards which cannot be minimized by the aforementioned
devices

Safety and security aspects of the Bottineau Transitway would be developed in accordance with the
Metropolitan Council’s policies and procedures. Metropolitan Council’s Regional Transitway Guidelines
and Station and Support Facility Design Guidelines User Guide Supplement (February 2012) provide
technical guidance for the design of transitway facilities. According to this guidance, Crime Prevention
Through Environmental Design (CPTED) principles should be used for all passenger facilities. This
approach is consistent with the Minneapolis zoning ordinance, which requires adherence to CPTED
principles.

At this time, safety and security policies and procedures have not been developed specifically for the
Bottineau Transitway; policies, procedures, and any mitigation measures required for safety and security
would be specified at an appropriate level of detail in the Final EIS. For the Green Line (Central Corridor)
LRT project, which began construction in summer 2010 and is on schedule to be operational in 2014, the
Metropolitan Council developed a Safety and Security Management Plan (SSMP) as part of entering into
Preliminary Engineering, and the SSMP was refined during following project phases. As was done for
Green Line (Central Corridor) LRT, safety and security plans would be developed for the Bottineau
Transitway as the project moves into Project Development.

Metro Transit employees and consultants are expected to fully comply with the provisions of all safety and
security plans developed and fully cooperate during planning, engineering, and construction to provide a
safe Bottineau Transitway.

4.7.2 Study Area

The study area includes facilities within and adjacent to the potential area of disturbance of the
transitway system and considers the proximity of proposed alignments to schools, playgrounds, and other
places that attract school-age children and other persons of special concern relative to safety and
security.
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4.7.3 Affected Environment

Public safety and security along the corridor is currently provided by the police, fire departments, and
emergency response units of the communities adjacent to the proposed Bottineau Transitway. The
Bottineau Transitway alignments pass through the cities of Maple Grove, Brooklyn Park, Crystal,
Robbinsdale, Golden Valley, and Minneapolis. Each city has a system for responding to emergencies such
as weather, fire, rescue incidents, hazardous materials issues, and homeland security. Minneapolis Police
Precincts One and Four provide crime prevention services for the North Loop, Harrison, Sumner-
Glenwood, Near-North, Willard-Hay, and Jordan neighborhoods.

Concerns related to the safety of neighborhood children, trail users, pedestrians, and transitway
commuters were identified during the Scoping process. There are multiple areas along the Bottineau
Transitway for which safety may be a concern. Specific community facilities and parklands with potential
safety issues are listed in Table 4.7-1 along with their locations. Community facilities are also identified in
Section 4.2 and discussed in the context of social impacts. Parks and trails are identified and discussed
in Chapter 8 Draft Section 4(f) Evaluation regarding potential project impacts to these recreational
resources.

Table 4.7-1 Community Facilities and Parklands with Potential Safety Concerns

Hennepin Technical College 9000 Brooklyn Boulevard Brooklyn Park
North Hennepin Community College 7411 85th Avenue Brooklyn Park

Future Hennepin County Library facility i\&;);dr:uA;/enue B ESs I EETe L Brooklyn Park

Alignment C (part of the Preferred Alternative)

Sacred Heart Catholic Church and School 4087 West Broadway Avenue Robbinsdale

Lee Park Between 36th Avenue and 38th Crystal
Avenue

Alignment D1 (part of the Preferred Alternative)

Between 26th Avenue and 34th

Sochacki Park Robbinsdale
Avenue

St. Margaret Mary Catholic Church and ;

Loveworks Academy 2225 Zenith Avenue Golden Valley

Alignment D2

Lincoln Community School playground 2131 12th Avenue Minneapolis

Urban League Academy Elementary 2100 Plymouth Ave. Minneapolis

Alignment D Common Section (part of the Preferred Alternative)

Sumner Library 611 Van White Memorial Boulevard Minneapolis

Harvest Preparatory School (K-6) 1300 Olson Memorial Highway Minneapolis
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4,74 Environmental Consequences

4741 Operating Phase (Long Term) Impacts
No-Build Alternative

No positive or adverse impacts to safety and security are anticipated to result from the No-Build
alternative.

Enhanced Bus/TSM Alternative

No positive or adverse impacts to safety and security are anticipated to result from the Enhanced
Bus/TSM alternative.

Build Alternatives

This section describes proposed design elements and other measures to increase personal safety and
security at the proposed stations and along the Bottineau Transitway. Potential impacts associated with
public safety at specific locations along each of the alighments are also discussed. Given adherence to
transitway design guidelines and the oversight of security personnel, no adverse impacts related to safety
and security are anticipated along the Bottineau Transitway. Safety measures for co-locating freight and
transit within the right-of-way are addressed in Chapter 3.

Design Elements

Station areas would be designed according to best practices for safety. Stations would include public
address systems, video monitoring, and emergency telephones. A public address system, with both
speakers and signs, would convey information to people with disabilities in compliance with ADA
requirements. Speakers and signs would be positioned to be clearly audible and visible. To deter
vandalism, the speakers and signs would be out of public reach. Closed circuit television would record
activity at ticket vending areas and platforms. Camera locations would be coordinated with the locations
of other equipment such as lighting, audio equipment, and signage. Cameras would be visible to the
public but not readily accessible. Stations would incorporate an emergency telephone on or near the
platform for use in emergency situations.

General illumination of stations areas as well as vehicular and pedestrian circulation lighting would be
consistent with established guidelines. Emergency lighting would be provided in all public areas, including
platforms. Pedestrian lighting would be located along walkways, crosswalks, ramps, stairs, and bicycle
storage areas. Vehicular traffic areas within station boundaries, such as bus loading and unloading zones,
would be illuminated. Lighting would also be provided for park-and-ride facilities.

Station platforms would be fenced on the side not used to access the transitway at median stations and
where significant grade changes exist at side platforms. Fencing would also be installed at locations
where informal (illegal) crossing of the existing freight rail track have been identified.

Safety and security within the Bottineau Transitway is the joint responsibility of the operator and local law
enforcement authorities. Metro Transit has its own licensed police force to address public safety on and
near the transit system. Transit police routinely patrol the bus routes and bus stop areas, as well as the
Blue Line LRT. Transit police officers on the Blue Line system, which is similar to the Bottineau Transitway
system, provide security at the LRT stations and in the rail cars.

Alignment A

Hennepin Technical College is located north of the proposed Boone Avenue/Hennepin Tech station. It is
anticipated that students would use the Bottineau Transitway to commute to and from the college, during
day and evening hours. Adherence to design guidelines and other measures would maintain a safe and
secure transit environment.
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Alignment B (part of the Preferred Alternative)

North Hennepin Community College, Step by Step Montessori School, and the future Hennepin County
Library are near the proposed 85th Avenue station. Appropriate lighting, fencing, and other measures
would maintain the safety of commuters, college students, children, and future library patrons. No
adverse impacts are expected near the 85th Avenue station.

Alignment C (part of the Preferred Alternative)

Sacred Heart Catholic Church and School, which provides K-8 curriculum and daycare facilities, is located
one block east of the Bottineau Transitway. Adherence to design guidelines and other measures would
maintain a safe and secure transit environment for schoolchildren near the Bottineau Transitway.

Triangle Park is located immediately west of the BNSF railroad corridor near the proposed Robbinsdale
station. The park provides playground equipment and a wading pool for children. The perimeter of the
park is bounded by chain-link fencing acting as obstacle barrier between the BNSF railroad corridor and
the park. The fencing is expected to remain, thereby continuing to serve as a barrier between park
activities and Bottineau Transitway operations.

Lee Park is also located immediately west of the BNSF railroad corridor and has a playground, ball fields,
and skating rink. Existing fencing provides a barrier between the park and the railroad corridor. The
fencing is expected to remain, serving as a barrier between park activities and Bottineau Transitway
operations. No adverse impacts are anticipated.

Alignment D1 (part of the Preferred Alternative)

Community concerns related to the safety of park and trail users were expressed during the Scoping
process. There are several informal (illegal) crossings of the BNSF railroad corridor within parkland
between 36th Avenue and Golden Valley Road. Pedestrians who cross at these unmarked locations are
illegally trespassing on (private) BNSF property. During the Scoping process, it was learned that residents
of the area east of the park cross the BNSF railroad corridor at these illegal crossing to access the trail
and Sochacki Park. Fencing along informal crossings in Sochacki Park and Mary Hills Nature Area would
increase safety of trail users.

St. Margaret Mary Catholic Church and Loveworks Academy are situated north of the Golden Valley Road
station option. Loveworks Academy is a public charter school serving students in kindergarten through
the eighth grade. Adherence to design guidelines and other measures would maintain a safe and secure
transit environment for schoolchildren near the proposed Golden Valley Road station option.

Alignment D2

The Minneapolis Urban League and Elementary School is located near the proposed Penn/Plymouth
station within the northeast quadrant of this intersection. The school serves children in kindergarten
through the eighth grade. Adherence to design guidelines and other measures would maintain a safe and
secure transit environment for schoolchildren near the proposed Penn/Plymouth station.

The Lincoln Community playground is located east of Penn Avenue and south of 12th Avenue. The
playground is open to the public. The playground is fenced, providing a physical barrier along Penn
Avenue and the proposed alignment.

A Minneapolis Public Schools athletic field is located across from the Lincoln Community School building.
The athletic field is used by the school system for football and soccer games. Currently, a chain-link fence
encompasses the athletic field. The Bottineau Transitway would require the acquisition of a strip of land
on the east side of the field. The fence would be replaced, maintaining the barrier between the athletic
field and the proposed transitway along Penn Avenue.
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Alignment D Common Section (part of the Preferred Alternative)

La Creche Early Childhood Center and Harvest Preparatory School (K-6) are located west of the proposed
Van White Boulevard station within 60 feet north of TH 55. Sumner Library is situated at the northwest
corner of TH 55 and Van White Boulevard. The Bottineau Transitway would be constructed within the
median of TH 55 with existing east-west traffic flow maintained on both sides. Adherence to design
guidelines, including the inclusion of pedestrian signals and well-marked crosswalks at crossing locations,
would enhance safety along TH 55.

Traction Power Substations

Based on current track and system design, no specific safety or security issues have been identified
concerning the TPSS facilities. The facilities would be contained within enclosed buildings that are not
accessible to the public. Applicable safety and security precautions would be outlined in the SSMP and
Safety and Emergency Preparedness Plan (SEPP) and would be overseen by the Metro Transit Police in
cooperation with local law enforcement authorities.

4,742 Construction Phase Impacts

Construction activity may pose a safety risk to both workers and the public. Potential construction impacts
for workers include temporary hazards to personal safety such as the possibility for worker-vehicle conflict
in restricted workspaces under traffic conditions, work in deep and confined spaces during utility
relocations and construction, and the potential for exposure to potential contaminants during soil
excavation and drilling work. Both federal Occupational Safety and Health Administration (OSHA) and
Minnesota OSHA (MNOSHA) standards for safety of construction site personnel would be maintained.
Access to construction sites would be limited by fencing and security gates to prevent inadvertent access
by those without access clearance.

Public safety, particularly the encroachment of pedestrians, bicyclists, and other spectators near open
excavations and other construction activity, is an issue to be resolved by the creation, proper timing, and
placement of protective safety programs, public information efforts, and selected protective measures.
The use of construction equipment, delivery of materials, and other construction site activity may have
temporary negative safety impacts on adjacent roadways and pedestrian areas.

Applicable safety and security precautions would be specified in the SSMP and SEPP and would be
overseen by the Metro Transit Police in cooperation with local law enforcement and emergency response
personnel.

4.7.5 Avoidance, Minimization, and/or Mitigation Measures

System safety and security oversight for the project would be achieved through implementation of safety
and security plans by the Metropolitan Council. The primary purpose of these plans is to consider safety
and security when designing and constructing the project. These plans would cover requirements for
safety and security design criteria, hazard analyses, threat and vulnerability analyses, construction safety
and security, operational staff training, and emergency response measures. These plans and programs
would also specify actions and requirements of the Metropolitan Council and Metro Transit Police to
maintain continuation of safety and security during Bottineau Transitway operations. Safety and security
plan development for the project would be closely coordinated with city and county law enforcement
agencies. Safety and security notification and outreach to the affected communities could include mass
media public service announcements, signage of roadway or trail closures, and during community
meetings or public events. The Metropolitan Council would be the responsible agency for communicating
safety and security measures during construction and operations of the Bottineau Transitway.

Based on previous transit project practice, it is anticipated that safety and security for the Bottineau
Transitway project would be facilitated by a Metro Transit Fire Life Safety Committee (FLSC). Should the
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Metropolitan Council follow past practices, the FLSC for the Bottineau Transitway would be tasked with
facilitating exchange of information on safety and security to minimize fire and life safety hazards to rail
patrons and to project employees and the public. The FLSC would be responsible for reviewing design
specifications, drawings, and other related documents for Metro Transit facilities and systems for
compliance with established federal, state, and local regulations, codes, and standards relating to

fire/life safety.
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5.0 Physical and Environmental Analysis

Chapter 5 presents results from the analysis of impacts on the physical and environmental system
components. Results are presented for the No-Build alternative for the purpose of establishing a base
from which to identify impacts of the other alternatives. Operating phase (long-term) and construction
impacts are identified for the Enhanced Bus/Transportation System Management (TSM) alternative and
the four Build alternatives. The alternatives are described and illustrated in Chapter 2 Alternatives.

This Draft EIS evaluates a number of different physical and environmental resources for impacts: utilities;
floodplains; wetlands; geology, soils and topography; hazardous materials; noise; vibration; biological
environment; water quality and stormwater; air quality; and energy.

The study area represents a geographic area used to identify resources, and varies based on the resource
being evaluated. The basis for each study area begins with the potential area of disturbance, which has
been defined as the estimated area where construction would occur for the proposed project at this stage
of design. In some cases the study area extends beyond the potential area of disturbance to understand
the potential extent of impacts on adjacent resources (for example, a wetland or waterway may extend
beyond the potential area of disturbance). The study area considered for each area of analysis in this
chapter is summarized in Table 5.0-1. Greater detail is provided in each section of this chapter. For
reference, conceptual engineering plans are located in Appendix E.

Table 5.0-1. Summary of Defined Study Areas - Physical and Environmental Analysis

Resource Evaluated | Study Area Definition Basis for Study Area

Utilities

Floodplains

Wetlands

Geology/Soils/
Topography

Biological
Environment

Hazardous Materials
Contamination

Noise and Vibration

Within or directly adjacent to
the potential area of
disturbance

Within ¥z mile of potential area
of disturbance

Within % mile of potential area
of disturbance

Within and adjacent to potential
area of disturbance

Within %2 mile of the potential
area of disturbance

One mile on either side of
alignments

Based on the screening
distances provided in Chapters
4 and 9 of the FTA guidance
manual Transit Noise and
Vibration Impact Assessment
(May 2006)

Captures utilities within the potential area of
disturbance, as well as adjacent utilities that may
also be impacted

Captures floodplain impacts to upstream and
downstream waters for a distance outside of the
potential area of disturbance

The distance captures the wetlands that are within
and directly adjacent to the Bottineau Transitway
Project. Physical impacts to wetlands are not
expected to extend beyond this distance.
Estimated area where construction would occur for
the proposed project at this stage of design

The distance captures the habitat that is directly
adjacent to the Bottineau Transitway Project and
the wildlife that could potentially be affected by it.

ASTM standards (E1527-05 and 40 CFR Sec. 312)

Based on the screening distances provided in
Chapters 4 and 9 of the FTA guidance manual
Transit Noise and Vibration Impact Assessment
(May 2006)

March 2014

51



’BottineauTransitway

DRAFT ENVIRONMENTAL IMPACT STATEMENT

Table 5.0-1. Summary of Defined Study Areas - Physical and Environmental Analysis (continued)

Roadways and intersections
along the alignments currently
proposed to be evaluated in the
DEIS and potentially affected by
proposed transit service;
intersections expected to
operate at poor level of servicel
(LOS E or F) in the traffic

evaluation will be selected for
detailed air quality analysis

Air Quality Established in cooperation with MPCA

1 Level of service (LOS) is a measure based on the amount of congestion experienced by motorists. Congestion is rated from A to F, with
LOS A representing free flow with no congestion and LOS F representing high levels of congestion with very long delays and slow speeds.

51 Utilities

A utility-free zone, based on project design criteria, will be established during design. This will be an area
under and adjacent to the LRT track in which no utilities would be allowed, minimizing damage to existing
utilities, conflicts during construction, and disruption of LRT service during revenue operations. The
design of the transitway corridor will include an evaluation of potential utility conflicts and will review
whether affected utilities within the utility-free zone would require relocation. The complete relocation of a
conflicting utility line beyond the limits of construction will prevent conflicts with the LRT construction and
future service disruptions during maintenance of the underground utilities.

General information on existing public and private utilities and the potential effects that may result from
the proposed project are included in this section. Only major utility owners that service the study area
were contacted for utility information. This section is not intended to identify every utility that provides
service in the study area but to address those that may be affected by the proposed project.

511 Regulatory Context and Methodology

5111 Legal and Regulatory Context

The following is a representative summary of the laws, regulations, and guidelines that are associated
with utility relocation and accommodation.

Federal
m U.S. Code, Title 23, Sections 123 and 109(l)(1)

m U.S. Code, Title 23, Code of Federal Regulations 645, Chapter |, Subchapter G, Part 645, Subparts A
and B (Federal Highway Administration (FHWA) 2003)
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m Federal Transit Administration’s (FTA) Project and Construction - Management Guidelines (2003),
Appendix C - Utility Agreements

Railroad

m  Burlington Northern Santa Fe (BNSF) Railway Utility Accommodation Policy
State

Minnesota Department of Transportation (MnDOT)

m  MnDOT’s Procedures for Accommodation of Utilities on Highway Right-of-Way
m  MnDOT'’s Wireline Accommodation Policy

Minnesota State Constitution

m Article 1, section 13, addresses just compensation associated with private property that is taken,
destroyed, or damaged for public use.

Minnesota Statutes

m  Section 161.20, subdivision 1, addresses the general powers of the commissioner to carry out the
provisions of Article 14, section 2, of the Minnesota State Constitution regarding the public highway
system. Subdivision 2 addresses the commissioner’s power regarding acquisition of property.

m  Section 161.45 addresses utilities within highway rights-of-way that require relocation. This section
describes rulemaking authority and utility owner interests when real property is conveyed.

m  Section 161.46 addresses reimbursement of utility owners for the relocation of facilities. The section
includes definitions, reimbursement requirements, and describes provisions associated with a lump
sum settlement, acquisition of relocated facility for utility, and relocation work by the state.

m Section 222.37, subdivision 2, addresses pipeline relocations.

m  Section 216D.04, addresses the Department of Public Safety’s notice, plan, and locating
requirements for excavation projects involving underground facilities.

m  Section 216B, Public Utilities addresses utilities that are located within right-of-way that is owned by
cities. These utilities may be subject to an individual franchise agreement, which provides the terms
for which the utility companies may operate in the public right-of-way.

Minnesota Rules
Parts 8810.3100 through 8810.3600 address the utility permit process, standards for work conducted
under permit, aerial lines, and underground lines.

Chapter 4720.5100 - 4720.5590 sets standards for wellhead protection planning, which is
administered by the Minnesota Department of Health's Well Management Program.

5.1.1.2 Methodology

Existing utilities were inventoried within the study area using existing information that was provided by the
utility owners identified below and field investigations.

The Cities of Maple Grove, Brooklyn Park, Crystal, Robbinsdale, Golden Valley, and Minneapolis; Hennepin
County; Metropolitan Council; MnDOT; and BNSF Railway provided public utility information for sanitary
sewer, storm sewer, and water main, in the form of GIS database files and engineering drawings. This
information was compared to the alignment alternatives to identify conflicts.
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Private utility information was obtained directly from Xcel Energy, Great River Energy, Sprint Nextel, and
CenterPoint Energy for facilities that were located within the study area. This information was compared
to the alignment alternatives to identify conflicts.

Wells in the project vicinity were identified from the Minnesota County Well Index database.
5.1.2 Study Area

The study area is defined as those utilities within, or directly adjacent to, the potential area of
disturbance. The potential area of disturbance can be defined as the estimated area where construction
would occur for the proposed project at this stage of design.

5.1.3 Affected Environment

Existing Water Service

Existing water service within the study area is provided, maintained, and owned by the following entities:
m City of Maple Grove Public Works (Alignment A)

m City of Brooklyn Park (Alignments A, B)

m City of Crystal Public Works (Alignment C)

m City of Robbinsdale Public Works (Alignment C)

m City of Golden Valley Public Works (Alignments D1, D2)

m City of Minneapolis Water Works (Alignments D1, D2, D Common Section)

Water mains within the study area typically range in size from six to 16 inches in diameter. However,
there are a few instances where an 18- to 48-inch water main crosses or runs parallel to the study area
(Table 5.1-1).

Six private wells? are located within the project limits. These wells are shown in Figure 5.1-1 and Table
5.1-2. Portions of the project are also located within Drinking Water Supply Management Areas, as well as
Wellhead Protection Areas, as shown in Figure 5.1-2.2 The location of wells that supply public water
systems cannot be mapped per the Homeland Security Act of 2002.

1 Private wells are those that do not supply the public water system.

2 Drinking Water Supply Management Area is the Minnesota Department of Health approved surface and subsurface area surrounding a
public water supply well that completely contains the scientifically calculated wellhead protection area and is managed by the entity
identified in a wellhead protection plan. The boundaries of Drinking Water Supply Management Areas are delineated by identifiable
physical features, landmarks, or political and administrative boundaries. A Wellhead Protection Area is the recharge area to a public well
and is the area managed by the public water supplier, as identified in the wellhead protection plan, to prevent contaminants from entering
public wells.
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Table 5.1-1. Water Mains (Greater than 18”) within the Study Area

Allgnment Utility Location

No water mains that are greater than 18” are located in Alignment A.

C (part of the Preferred

Alternative) No water mains that are greater than 18” are located in Alignment C.

24" water main at two locations:

D2 m Crossing West Broadway at 29th Avenue
m Crossing TH 55 at Penn Avenue

Table 5.1-2. Known Private Wells within the Study Area

Minnesota Unique Well Number Alignment

7746 Lakeland Avenue

137710 Brooklyn Park, MN 55445 A
203273 8100 77th Avenue N A

Brooklyn Park, MN 55428

77th Avenue N
203285 Brooklyn Park, MN 55428 g
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Figure 5.1-1. Known Private Wells within the Potential Area of Disturbance3
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3 Source: Minnesota Geological Survey, County Wells Index, 2011
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Existing Sanitary and Storm Sewer Service

Sanitary and storm sewer services are owned and maintained by the public works divisions of the cities in
which they are located, including:

m City of Maple Grove, Brooklyn Park, Crystal, Robbinsdale, Golden Valley, and Minneapolis Public
Works

m  Hennepin County

Storm sewer services that are located within a county roadway, such as County State Aid Highway (CSAH)
103 (West Broadway Avenue) and CSAH 81, are owned and maintained by Hennepin County.

Several publicly owned sanitary and storm sewer services run parallel and intersect the proposed project
alignment. The sanitary sewers range in size from eight to 86 inches in diameter, and storm sewers range
in size from nine to 144 inches in diameter, all varying in depth. A Metropolitan Council Environmental
Services (MCES) interceptor sewer is also located within the study area. See Table 5.1-3 for a summary of
sanitary sewer and MCES interceptor sewers that are located within the study area. Existing storm sewers
that are located within the study area are described in detail within the Stormwater Technical Report
(Kimley-Horn and Associates, 2012).

Existing Electric and Gas Lines

Both Xcel Energy and Great River Energy provide electrical service within the study area through overhead
power lines. Xcel Energy provided drawings, identifying the location of electric transmission and
distribution lines that intersect and run parallel to the proposed project. An Xcel Energy transmission line
is located near the north end of Alignment B and within Alignments C and D1. Great River Energy also
provided drawings identifying an electric transmission line that is located on the north side of TH 610 and
crosses over the West Broadway/TH 610 interchange in Alignment B. See Table 5.1-4 for a summary of
the overhead power lines that are located within or adjacent to the potential area of disturbance.

CenterPoint Energy owns several underground gas line utilities within the study area. These lines were
reviewed using utility maps that were provided by CenterPoint Energy. Gas lines that are located within
the corridor range in size from one to 24 inches in diameter, running parallel to and intersecting with the
alignments. The highest concentration of conflicts exists within Alignments A and B. The majority of these
gas lines are less than 12 inches in size. Table 5.1-5 identifies gas lines that are located within or
adjacent to the potential area of disturbance that are equal to or exceed 12 inches in diameter.
CenterPoint Energy is currently undergoing a Minnesota Belt Line Rehabilitation project which will include
pipeline replacement and in some cases refurbishment of the existing pipeline system. The Belt Line
supplies natural gas to distribution lines and includes 80-miles of 20-inch and 24-inch steel pipe, serving
hundreds of thousands of customers in the Twin Cities Metropolitan Area. The Belt Line crosses the
existing BNSF railroad corridor near Golden Valley Road.
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Table 5.1-3. Sanitary/MCES Interceptor Sewers

Alighment Utility Type Utility Location

No sanitary sewer infrastructure is located within the
Alignment A potential area of disturbance.

m  46-inch MCES interceptor sewer located within Brooklyn

Sanitary Sewer

A Boulevard east of Shingle Creek, running parallel to the
MCES Interceptor roadway; the sewer continues east on Brooklyn
Sewer Boulevard towards Alignment B

m  40-inch MCES interceptor sewer crosses Brooklyn
Boulevard, west of Shingle Creek

A sanitary sewer line is located on the east BNSF right-of-
way line between 48th Avenue and Byron Avenue, parallel to
the freight rail tracks. Alignment C includes some sanitary
sewer lines that cross under the LRT and freight rail track.

C (part of the Sanitary Sewer
Preferred

Alternative) MCES Interceptor

None
Sewer

Several sanitary sewer lines are located within 34th Avenue,

Sanitary Sewer West Broadway, and Penn Avenue, running parallel to and
crossing the roadway.
D2 A 30-inch to 42-inch MCES interceptor sewer parallels TH
MCES Interceptor  55. The interceptor is located on the north side of TH 55
Sewer until just west of the existing BNSF freight rail track, where it

crosses TH 55 and runs on the south side of TH 55.
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Table 5.1-4. Overhead Power Lines within the Study Area

Alignment Type Location

North side of Brooklyn Boulevard between

Mol 2ne Dlstifouiion Bottineau Boulevard and TH 169

East side of BNSF railroad corridor, north of

grgaerr: e(;(fI the Xcel Energy Distribution ey
Afternative) Xcel Energy Transmission West side of BNSF railroad corridor south of

TH 100

Table 5.1-5. Gas Lines within the Study Area

Alignment Location

A No gas lines greater than 12 inches are located within Alignment A.

C (part of the Preferred A gas line crosses under CSAH 81, north of I-94.
Alternative)

A 16 inch gas line runs parallel along the north side of TH 55 from Queen

22 Avenue to Logan Avenue.
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Existing Long Distance Communication Service

Sprint Nextel Corporation (Sprint) has a fiber optic line that runs parallel to the BNSF railroad corridor
through most of Alignment C and Alignment D1. At the Robbinsdale Station, the fiber optic line transitions
from the east to the west side of the BNSF railroad corridor. At Plymouth Avenue (Alignment D1), the fiber
optic line transitions back to the east side of the freight rail corridor.

514 Environmental Consequences

5141 Operating Phase (Long-Term) Impacts

Coordination with local and state agencies may be required to relocate specific utilities outside the
project corridor. Utilities that are located within right-of-way that is owned by cities may be subject to an
individual franchise agreement as authorized by Minnesota Statue 216B, Public Utilities, which provides
the terms for which the utility companies may operate in the public right-of-way. Public and private utilities
must conform to MnDOT’s Procedures for Accommodation of Utilities on Highway Right of Way, which
require owners to obtain a permit in order to place utility facilities on trunk highway right of way. Utility
installations, on, over, or under BNSF property will require review and approval by the railroad, shall
conform to requirements contained within the BNSF Utility Accommodation Policy, and will require a Utility
License Agreement issued by BNSF Railway.

No-Build Alternative
No utility impacts would be associated with the No-Build alternative.
Enhanced Bus/TSM Alternative

A proposed transit center and park-and-ride facility in Brooklyn Park along West Broadway Avenue near
TH 610 would be constructed as part of the Enhanced Bus/TSM alternative. No major utility impacts
would be associated with the Enhanced Bus/TSM alternative.

Build Alternatives

Private and public utilities that run parallel or cross within the transitway corridor would be located during
design to determine if they are in conflict with the transitway corridor and would require relocation to
avoid conflict with LRT operations.

Overhead Utilities

Adjustments to the horizontal and vertical location of overhead electric and communication lines would
be made to provide adequate vertical and horizontal clearance for LRT vehicles and the overhead
catenary system. Overhead utilities may be relocated to a different type of pole or could be buried
underground. However, transmission lines are not recommended to be buried underground due to
increased construction costs associated with burying the transmission line and operational issues
associated with potential overheating of the system because underground lines cannot dissipate heat as
well as overhead lines.

Impacts are anticipated for existing electrical transmission towers located within Alignments B, C, and D1
due to the relocation of the freight rail track and construction of the LRT track. Due to the proximity
between the proposed transitway corridor and existing transmission towers, several transmission towers
would need to be relocated, in coordination with Xcel Energy. These towers would be relocated to the
outside edge of the proposed right-of-way to provide sufficient horizontal clearance between the tower
and the transitway corridor. In some locations, the towers may be located outside of the transitway
corridor right-of-way in order to maintain the required horizontal clearances. These towers would need to
be relocated in order to accommodate the transitway corridor.
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Underground Utilities

Impacts are anticipated for underground utilities in each alighment. Underground utilities, both private
and public, will be evaluated on a case-by-case basis to determine their condition, potential reaction to
loading from the LRT and freight rail, and to verify that the utility meets the vertical clearance
requirements for the utility owner, MnDOT, and BNSF. Utility conflicts would be resolved by lowering the
existing utility, encasing the utility for additional protection, or relocation. Manholes and vaults that are in
conflict with the transitway corridor and limit access to the underground utilities would require relocation
to provide adequate access.

Potential corrosion of existing metal utilities due to stray-current from the electrification systems would be
evaluated. Corrosion could result in a utility line failure, so measures would be taken to reduce the
amount of corrosion.

5142 Construction Phase Impacts
No-Build Alternative

No utility impacts are anticipated.
Enhanced Bus/TSM Alternative

No utility impacts are anticipated.

Build Alternatives

Construction phase impacts to utilities are most likely to occur during excavation and grading activities,
placement of structural foundations, and work that requires large-scale equipment, which could impact
overhead utilities. Utility service disruptions would occur throughout construction to facilitate utility
relocations. It is anticipated that these disruptions would be minimal, with temporary connections
provided to customers prior to permanent relocation activities. Utility owners would ultimately decide
when and if disruptions to service would be allowed.

Utility locations that are uncertain or misidentified can be unintentionally damaged during construction.
The large number of utilities present within the study area increases the likelihood of encountering
previously unidentified utilities.

5.1.5 Avoidance, Minimization, and/or Mitigation Measures

Utility location excavations and preconstruction surveys would be performed in general accordance with
the MnDOT policy of Subsurface Utility Engineering, helping minimize unintended utility service
disruptions.

The Metropolitan Council will require the utility contractor to notify affected businesses and residences of
any planned disruption of service due to construction activities. Should utilities be discovered during
construction that had not been identified in the contract documents, work would be discontinued and
appropriate utility companies and agencies would be contacted to identify the line(s). The discovered
line(s) would not be disturbed until businesses and residences are notified and the utility owner approves
the proposed alteration.

Wells within the proposed permanent right-of-way would be abandoned and sealed per state and local
regulations. Wells outside, but near, the proposed project right-of-way would be avoided. Any well
discovered during construction within the right-of-way would be sealed according to state and local
regulatory requirements.

Minnesota Department of Health guidance will be utilized to evaluate feasibility of stormwater infiltration
practices located within vulnerable wellhead protection areas.
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Temporary dewatering during construction may require Minnesota Department of Natural Resources
(DNR) groundwater appropriation permits.

5.2 Floodplains

Information included within this section is based on the information provided in the Water Resources
Technical Report (Kimley-Horn and Associates, 2012). The analysis completed for this section was
conducted in coordination with the DNR and local watershed organizations (Bassett Creek Water
Management Commission, Shingle Creek and West Mississippi Water Management Organization, and
Mississippi Watershed Management Organization) as described in the technical report. Wetlands are
addressed separately in Section 5.3.

5.2.1 Regulatory Context and Methodology

Floodplains® are protected by local, state, and federal legislation because of their ecological value and
functionality. The federal laws protecting floodplains are the Clean Water Act (CWA) Section 404, the
Rivers and Harbors Act (RHA), and Executive Order 11988. State and local protection is enforced through
DNR public waters work permits, Watershed District, Water Management Organization/Commission, or
City permits. Impacts to floodplains require permitting from various agencies and regulatory bodies. The
required permits vary depending on the feature, size of impact, location of impact, and other factors. A
floodplain impact can be defined as a disturbance or fill within a 100-year Federal Emergency
Management Agency (FEMA) floodplain boundaries resulting in a floodplain storage loss. Floodplain
impacts were estimated based on a conceptual (five percent) design of the alternatives (summer 2012).
The estimated magnitude of impacts is expected to decrease as the project design is further developed.

FEMA 100-year floodplains® and FEMA floodways” were reviewed as part of the Bottineau Transitway
evaluation. The floodplains and floodways were identified and evaluated based on current digital data
(GIS shapefiles and aerial survey mapping data (contours)).8

Flood Insurance Rate Maps (FIRMS) and FEMA Flood Insurance Study (No. 27053CV002A) were used to
identify floodplains and floodways within the study area. FEMA 100-year floodplain and floodway GIS
shapefiles were downloaded from the DNR floodplain/floodway website and used to determine the
impacts for each alternative. The floodplains within the study area are associated with either Shingle
Creek in the north or Bassett Creek in the southern alignments.

5.2.2 Study Area

The study area for 100-year floodplain and floodway impacts was defined as the area approximately ¥4
mile around each of the alignments and associated facilities (operations and maintenance facility (OMF)
and park-and-rides). This distance captures floodplains and streams within a %2 mile of the Bottineau
Transitway Project that could potentially be affected by the project. Potential impacts were identified as
floodplains and streams within the potential area of disturbance for the proposed alignments.

5 Floodplains are defined by Executive Order 11988 as “the lowland and relatively flat areas adjoining inland and coastal waters including
floodprone areas of offshore islands, including at a minimum, that area subject to a one percent or greater chance of flooding in any given
year."

6 According to 44 CFR §9.4, 100-year floodplain (also known as base floodplain) means the floodplain “for the flood which has a one
percent chance of being equaled or exceeded in any given year.”

7 According to 44 CFR §9.4, “floodway means that portion of the floodplain which is effective in carrying flow, within which this carrying
capacity must be preserved and where the flood hazard is generally highest, i.e., where water depths and velocities are the greatest. It is
that area which provides for the discharge of the base flood so the cumulative increase in water surface elevation is no more than one
foot.”

8 Sources: Aerial: Minnesota Geospatial Information Office, 2010; Wetland: National Wetlands Inventory modified by Kimley-Horn, June
2012; Floodplain: Federal Emergency Management Agency GIS
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5.2.3 Affected Environment

The adjacent land use within the study area is characterized by commercial, industrial, and residential
development. Although not abundant, floodplains and floodways exist within the Bottineau Transitway
study area. Floodways and 100-year floodplain boundaries within the study area and impacts within the
potential area of disturbance are shown on Figure 5.2-1 through Figure 5.2-5. Segments of the corridors
without floodplain or floodway impacts may not be shown in Figure 5.2-1 through Figure 5.2-5.
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Figure 5.2-2. Alignment B Floodplain and Wetland Resources and Impacts10
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10 Sources: Aerial: Minnesota Geospatial Information Office, 2010; Wetland: National Wetlands Inventory modified by Kimley-Horn, June
2012; Floodplain: Federal Emergency Management Agency GIS, 2010; DNR Public Waters Inventory: DNR 2008
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Figure 5.2-3. Alignment C Floodplain and Wetland Resources and Impactsit

Copyright: ©2013 Esri,
DelLorme, NAVTEQ

Alignment B
Alignment C

Potential Area of Disturbance

~— | DNR Public Waters Inventory
Basins

DNR Public Waters Inventory
Watercourses

Wetlands
‘i Floodplain
: - Wetland Impact
‘ - Floodplain Impact

0 0.125

11 Sources: Aerial: Minnesota Geospatial Information Office, 2010; Wetland: National Wetlands Inventory modified by Kimley-Horn, June
2012; Floodplain: Federal Emergency Management Agency GIS, 2010; DNR Public Waters Inventory: DNR 2008
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Figure 5.2-4. Alignments D1 and D2 Floodplain and Wetland Resources and Impacts (north end)12
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12 Sources: Aerial: Minnesota Geospatial Information Office, 2010; Wetland: National Wetlands Inventory modified by Kimley-Horn, June
2012; Floodplain: Federal Emergency Management Agency GIS, 2010; DNR Public Waters Inventory: DNR 2008
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Figure 5.2-5. Alignments D1 and D2 Floodplain and Wetland Resources and Impacts (south end)13
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13 Sources: Aerial: Minnesota Geospatial Information Office, 2010; Wetland: National Wetlands Inventory modified by Kimley-Horn, June
2012; Floodplain: Federal Emergency Management Agency GIS, 2010; DNR Public Waters Inventory: DNR 2008
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524 Environmental Consequences

5.24.1 Operating Phase (Long-Term) Impacts

No-Build Alternative

There would be no impacts to floodplains and floodways as a result of the No-Build alternative.
Enhanced Bus/TSM Alternative

There would be no impacts to floodplains and floodways as a result of the Enhanced Bus/TSM
alternative.

Build Alternatives

There are four Build alternatives composed of a combination of alignments. Potential impacts were
calculated using the proposed alignment, available elevation data (contours), and floodplain elevations
within the potential area of disturbance to determine the volume of impact in cubic yards (CY). The
potential impacts to floodplains and floodways are listed by alignment, with a summary of impacts per
alternative shown in Table 5.2-1. Impact areas are illustrated in Figure 5.2-1 through Figure 5.2-5.
Segments of the corridor without impacts may not be included in these figures. Floodplain impacts are
determined by the potential loss or gain in flood storage volume.

Table 5.2-1. Summary of 100-Year Floodplain and Floodway Storage Loss by Alternative

100-year Floodplain Impacts (cubic yards)

emaie | oroodanimucn ooy |
Alignment/ Park-and-Ride
Station Impact Impact OMF Impact Total Impact

No-Build

_—__
AcDL 17250 17,250

93rd Avenue
option: 01

101st Avenue
option: O 18,700

18,700
B-C-D1 (Preferred Alternative) 11,000 7,700

1 Floodplain impacts are included under the 93rd Avenue park-and-ride.
Alignment A

Two areas around Shingle Creek within the study area for Alignment A were identified as 100-year
floodplains. The impact to the floodplain within the study area of Alignment A has been estimated to be a
6,250 cubic yards (CY) loss of flood storage, as shown in Figure 5.2-1. There will be no floodplain impacts
as a result of the OMF and proposed park-and-ride locations along Alignment A.

Alignment B (part of the Preferred Alternative)

A 100-year floodplain associated with Shingle Creek was identified within Alignment B, as shown in Figure
5.2-2. The impact to the floodplain has been estimated at 7,700 CY due to the location of the proposed
park-and-ride at the 93rd Avenue station. The location of the OMF will not increase the total floodplain
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and/or floodway impacts since no impacts are anticipated for either the 101st Avenue or the 93rd
Avenue OMF location options.

Alignment C (part of the Preferred Alternative)

No floodplain or floodways were identified within the potential area of disturbance for Alighnment C.

Alignment D1 (part of the Preferred Alternative)

The floodplain and the floodway for Alignment D1 are overlapping, resulting in approximately the same
amount of impact. The 100-year floodplain and floodway along Alignment D1 are associated with Bassett
Creek. The total proposed floodplain/floodway fill for Alignment D1 is approximately 11,000 CY as shown
in Figure 5.2-5.

Alignment D2

No floodplain or floodways were identified within the potential area of disturbance for Alignment D2.

Alignment D Common Section (part of the Preferred Alternative)

No floodplain or floodways were identified within the potential area of disturbance for Alignment D
Common Section.

TPSS

First priority would be to place TPSS sites outside of floodplain areas where possible, to avoid floodplain
fill impacts due to required access and placement of the TPSS above floodplain elevation. If TPSS location
in a floodplain area is the only option, retaining walls would be installed to minimize impacts. Any
pavement surfaces would also be constructed with materials that are more conducive to infiltration (i.e.
gravel vs. paved surfaces).

5.24.2 Construction Phase Impacts

Construction phase impacts are those activities that would be above and beyond the impacts described
in the previous section and would occur for a short period of time coincident with the
installation/construction of the project.

No-Build Alternative

No short-term construction impacts would result from the No-Build alternative.

Enhanced Bus/TSM Alternative

No short-term construction impacts would result from the Enhanced Bus/TSM alternative.
Build Alternatives

There would be no permanent or temporary construction phase impacts to floodways or floodplains for
the Build alternatives.

TPSS
No temporary construction phase impacts to floodplains or floodways are anticipated from TPSS sites.
5.2.5 Avoidance, Minimization, and/or Mitigation Measures

Potential on-site or project specific floodplain storage mitigation has been preliminarily evaluated for the
project, which included low areas adjacent to existing floodplain that are not wetland. The Bassett Creek
Watershed Management Commission (BCWMC) has identified that floodplain storage mitigation is
required to be located within the same drainage channel (culvert to culvert) as the impact. Adjacent to
Alignment D1, there are two areas within Theodore Wirth Regional Park that could meet the storage
volume replacement requirement. Based on existing floodplain and wetland sources, both are located
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outside existing wetland and floodplain. One of these parcels is owned by the Canadian Pacific (CP)
Railroad (located within the park), as shown in Figure 5.2-6. The details of how these areas would be
designed to meet replacement requirements would need to be coordinated with the Minneapolis Park &
Recreation Board (park manager), the landowner (if different), and the approving agencies (city, DNR,
Watershed Management Organization (WMO)). Review of the scope and location of flood storage
mitigation in Theodore Wirth Regional Park would be conducted by the Metropolitan Council to determine
consistency with the Council’'s Regional Parks Policy Plan and other relevant park planning documents.

Construction best management practices (BMPs), as discussed in the Stormwater Technical Report
(Kimley-Horn and Associates, 2012), would serve to minimize impacts to floodplains and floodways
during the construction period.

The BCWMC will be performing a study to update the existing floodplain and floodway elevations, which
could modify the floodplain and floodway boundaries adjacent to Bassett Creek. Continued coordination
with the City of Golden Valley and the BCWMC will be required to confirm the floodplain impacts based on
the outcome of this study. A hydraulic analysis would need to be completed to determine actual floodplain
and floodway impacts due to the proposed construction; this cannot be completed until design is further
refined and final construction limits are established.

Floodplain mitigation adjacent to Alignment D1 will require approval from the City of Golden Valley, who
will issue a permit to the project for the proposed work. As part of that permitting process both the City of
Golden Valley and the BCWMC would be provided the opportunity to review and provide comments on the
proposed floodplain mitigation to verify that all of the pertinent requirements have been met prior to
issuing the permit. Further details regarding the agencies involved in floodplain review can be found in
the Water Resources Technical Report (Kimley-Horn and Associates, 2012).
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Figure 5.2-6. Alignment D1 Potential Floodplain Storage Mitigation Sites14
[ s 2 ; -'1: . v A W Eﬂf’! Ei.-..‘t.‘ .__‘7|'. WU AR o A

DNR Public Waters Inventory
Watercourses

Blase A e AN ‘;' 5 "'A i Floodplain and Floodway
% o : Floodplain

Copyright: ©2013 Esri,
Delorme, NAVTEQ

14 Sources: Aerial: Minnesota Geospatial Information Office, 2010; Wetland: National Wetlands Inventory modified by Kimley-Horn, June
2012; Floodplain: Federal Emergency Management Agency GIS, 2010; DNR Public Waters Inventory: DNR 2008
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5.3 Wetlands

Information included within this section is based on the information provided in the Water Resources
Technical Report (Kimley-Horn and Associates, 2012). The analysis completed for this section was
conducted in coordination with the US Army Corps of Engineers (USACE) as part of the 404 Merger
Process, as discussed in Section 5.3.1 and Chapter 9 Consultation and Coordination. Floodplains are
addressed separately in Section 5.2.

Wetlands, as defined by the USACE and United States Environmental Protection Agency (EPA), are “those
areas that are inundated or saturated by surface or ground water at a frequency and duration sufficient to
support, and that under normal circumstances do support, a prevalence of vegetation typically adapted
for life in saturated soil conditions. Wetlands generally include swamps, marshes, bogs, and similar
areas.”

Wetlands are areas that are covered by water or have waterlogged soils for long periods during the
growing season. Plants growing in wetlands are capable of living in saturated soil conditions for at least
part of the growing season. Wetlands such as swamps and marshes are often obvious, but some
wetlands are not easily recognized, as they are dry during part of the year.

For purposes of this analysis, wetlands and wetland boundaries have been identified through the use of
existing mapping and field observation, as noted below, providing a reasonable estimate of wetland
boundaries for potential impact analysis. A detailed delineation of wetland boundaries will be completed
for the Preferred Alternative to provide the required detail necessary for the permit review process. All
wetlands identified for this analysis were considered Waters of the US and under jurisdiction of the
USACE and Local Government Units. As discussed with the USACE, a Jurisdictional Determination will be
requested after a formal delineation is completed.

53.1 Regulatory Context and Methodology

Wetlands are protected by local, state, and federal legislation because of their ecological and functional
value. The Clean Water Act (CWA) establishes the basic structure for regulating discharges of pollutants
into the waters of the United States and for regulating quality standards for surface waters. The EPA
oversees state implementation of the CWA, reviews and comments on individual permit applications, and
has the ability to elevate specific permitting cases. Section 404 of the CWA, which establishes a program
to regulate the discharge of dredged or fill material into waters of the United States, excluding those
wetlands that are hydrologically isolated on the landscape (Rapanos v. United States, 547 U.S. 715
(2006)). Section 404 of the CWA is under the purview of the USACE St. Paul District and requires a permit
to be issued by the USACE prior to the placement of any dredged or fill material into any Waters of the
United States, including wetlands. The USACE is responsible for administering the Section 404 permitting
program (including individual and general permit decisions), conducting Final or Preliminary Jurisdictional
Determinations, developing policy and guidance, and enforcing all other Section 404 provisions.
Transportation projects with less than a half-acre of wetland impact are covered by a general permit,
whereas impacts over a half acre require a Letter of Permission, and impacts more than three acres
require an Individual Permit and public comment period. When an EIS is conducted for a project with
wetland impacts, the USACE typically participates in what is called the 404 Merger Process, where the
USACE gets involved in the review of the project purpose and need, alternatives evaluated and selection
of the Least Environmentally Damaging Practicable Alternative (LEDPA). This coordinated review process
has been initiated with the USACE for this project. The USACE has concurred with the project purpose and
need and range of alternatives, and has selected the LEDPA with respect to Section 404 b(1) guidelines,
concluding the first three concurrence points of the 404 Merger Process (see also Chapter 9).

Lakes, rivers, streams, and wetlands are regulated by the DNR if they have been identified by the state as
public waters or public waters wetlands. Public waters and public waters wetlands are all water basins
and water courses that meet the criteria set forth in Minn. Stat., Section 103G.005, subd. 15, and that
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are identified on Public Water Inventory (PWI) maps (Minn. Stat., Section 103G.201). Proposed impacts
involving a change in the course, current, or cross-section of public waters (including streams) and public
waters wetlands would require a permit from the DNR.

The Minnesota Wetland Conservation Act (WCA) of 1991, under the purview of the Minnesota Board of
Water and Soil Resources (BWSR) and local government units (LGU), establishes the goal of no net loss of
wetlands (Minnesota Rule 8420). The WCA requires that anyone proposing to drain or fill a wetland must
try to avoid disturbing the wetland. If avoidance cannot be achieved, the WCA requires that impacts be
minimized to the extent possible, and any impacted areas be replaced in kind (comparable function and
value).

Impacts to wetlands require permitting from various agencies and regulatory bodies. The required permits
vary depending on the feature, size of wetland, location of wetland, and other factors. Other permits
relating to stormwater management, erosion control, stream crossings, etc., may also be necessary.

Wetland impacts are defined as a disturbance or placement of fill within the wetland boundary resulting
in the loss of the function of the wetlands. All wetland areas within the potential area of disturbance were
considered an impact. The area of disturbance was estimated based on a conceptual (five percent)
design of the alternatives (summer 2012). The estimated magnitude of impacts is expected to decrease
as the project design is further developed.

Wetland boundaries and types were identified based on current digital data (GIS shapefiles, aerial survey
mapping data (contours)) and a variety of other sources including U.S. Geological Survey Quadrangle
maps, the U.S. Fish and Wildlife Service (USFWS) National Wetland Inventory (NWI), the Department of
Natural Resources Public Water Inventory maps (USDOI, 2010; USFWS, 1974-1988; DNR, 1983), and a
field review(of wetland areas, which consisted of general observation of the extent of the wetland
boundary, dominant vegetation and relative quality based on plant dominance. The USFWS NWI
shapefiles were modified based on 2010 aerial photography interpretation, the Hennepin County Soils
Survey hydric soils layer (National Resource Conservation Survey (NRCS) Web Soil Survey), and contour
data received from the City of Golden Valley. A formal delineation and jurisdictional determination will be
completed for the Preferred Alternative.

5.3.2 Study Area

The study area for wetlands is defined as the area approximately ¥ mile around each of the alignments
and associated facilities (OMF and park-and-rides). This distance captures wetlands near the Bottineau
Transitway that could potentially be affected by the project.

5.3.3 Affected Environment

The study area is characterized by commercial, industrial, and residential development. Although not
abundant, wetlands exist within the Bottineau Transitway study area. Wetland boundaries within the
study area are shown on Figure 5.2-1 through Figure 5.2-5. For purposed of this analysis, all wetlands
identified are assumed to be under the jurisdiction of the USACE per Section 404 of the CWA and the
Local Government Units per the Minnesota WCA. Public Waters Wetlands under DNR jurisdiction are
denoted in Table 5.3-1 through Table 5.3-5.

534 Environmental Consequences

534.1 Operating Phase (Long-Term) Impacts
No-Build Alternative

There would be no impacts to wetlands as a result of the No-Build alternative.
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Enhanced Bus/TSM Alternative
There would be no impacts to wetlands as a result of the Enhanced Bus/TSM alternative.
Build Alternatives

The four Build alternatives are made up of a combination of alignments. The wetlands inventoried and
evaluated along with potential impacts are listed by alignment in Table 5.3-1 to Table 5.3-5, with total
wetland impacts for each alternative shown in Table 5.3-6, broken out by alignment/station impact, park-
and-ride impact, and OMF impact. Impact areas are shown in Figure 5.2-1 through Figure 5.2-5. No
wetlands were identified within the potential area of disturbance for Alignment D Common Section.

Stream impacts would be limited to culvert extensions at existing stream crossings. There are no existing
crossings in Alignment D2 or the D Common Section. The known crossings are located:

m  Alignment A: crosses Shingle Creek between Boone Avenue and CSAH 81

m  Alignment B (part of the Preferred Alternative): crosses Mattson Brook north of 89th Avenue N and
crosses Shingle Creek north of Candlewood Drive

m  Alignment C (part of the Preferred Alternative): crosses an unnamed creek/drainage ditch between
62nd Avenue N and 63rd Avenue N

m  Alignment D1 (part of the Preferred Alternative): crosses backwater channel of Bassett Creek just
north of TH 55

Standard erosion control BMPs would be used for work within the streams to extend existing culverts
where necessary, minimizing impacts to the streams and aquatic wildlife.

TPSS

First priority would be to place TPSS sites within the existing railroad right-of-way or on public owned lands
where possible, to avoid impacts to wetlands. If impacts to wetland areas are unavoidable, they would be
minimized using features such as retaining walls and steep fill slopes, consistent with USACE
minimization guidance.

5.34.2 Construction Phase Impacts

Construction phase impacts are generally those that would be above and beyond the impacts described
in the previous section and would occur for a short period of time coincident with the
installation/construction of the project.

No-Build Alternative

No short-term wetland impacts would result from the No-Build alternative.

Enhanced Bus/TSM Alternative

No short-term wetland impacts would result from the Enhanced Bus/TSM alternative.
Build Alternatives

Wetland impacts during construction would be temporary and occur in locations where retaining walls are
needed to minimize permanent wetland fill. The extent of temporary wetland disturbance will be defined
through the project design phase, but is not expected to extend beyond what is needed to get equipment
in to construct the proposed retaining walls. These temporary impacts would be restored to pre-
construction wetland conditions after the retaining walls are completed.

Grading and soil disturbance during construction may cause temporary erosion and sedimentation of
disturbed areas. These temporary construction phase impacts would be minimized to the extent possible
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by using BMPs for erosion control. All disturbed areas would be graded and reseeded to stabilize the soil.
Measures such as silt fences, erosion control blankets, and other soil stabilization measures would be
implemented to maintain water quality.

TPSS

There would be no temporary construction phase impacts to wetlands resulting from TPSS sites.

Table 5.3-1. Wetland Disturbance or Fill for Alignment A by Plant Community

Wetland Inventory No. (DNR#) Plant Community? Wetland Impact (acres)

A-1 (562W) Deep Marsh 0.2

A-3 (563W) Shallow Marsh 0.4
- Total 2.8

1 Plant Communities based on “Wetland Plants and Plant Communities of Minnesota and Wisconsin” by Eggers and Reed (USACOE - St.
Paul District). Please see Appendix A of the Water Resources Technical Report (Kimley-Horn and Associates, 2012) for Plant Communities
descriptions.

Table 5.3-2. Wetland Disturbance or Fill for Alignment B (part of the Preferred Alternative) by Plant

Community?
Wetland Inventory No. (DNR#) Plant Community2 Wetland Impact (acres)
B-1 Seasonally Flooded Basin 0.1
B2,838B4  ShallowMarsh 23
B-5 Fresh (Wet) Meadow 0.1

1 Does not include park-and-ride or OMF options. Depending on option, adds 0.1 acre or 0.8 acre. See Table 5.3-6.

2 Plant Communities based on “Wetland Plants and Plant Communities of Minnesota and Wisconsin” by Eggers and Reed (USACOE - St.
Paul District). Please see Appendix A of the Water Resources Technical Report (Kimley-Horn and Associates, 2012) for Plant Communities
descriptions.

Table 5.3-3. Wetland Disturbance or Fill for Alignment C (part of the Preferred Alternative) by Plant

Community
Wetland Inventory No. (DNR#) Plant Community? Wetland Impact (acres)
C-1,C2,C3 Shallow Marsh 0.7

1 Plant Communities based on “Wetland Plants and Plant Communities of Minnesota and Wisconsin” by Eggers and Reed (USACOE - St.
Paul District). Please see Appendix A of the Water Resources Technical Report (Kimley-Horn and Associates, 2012) for Plant Communities
descriptions.
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Table 5.3-4. Wetland Disturbance or Fill for Alignment D1 (part of the Preferred Alternative) by Plant
Community

Wetland Inventory No. (DNR#) Plant Community? Wetland Impact (acres)
D11, D1-7 Floodplain Forest

D1-3, D16 Seasonally Flooded Basin 0.3

D1-15 (644W) Deep Marsh 0.1

1 Plant Communities based on “Wetland Plants and Plant Communities of Minnesota and Wisconsin” by Eggers and Reed (USACOE - St.
Paul District). Please see Appendix A of the Water Resources Technical Report (Kimley-Horn and Associates, 2012) for Plant Communities
descriptions.

Table 5.3-5. Wetland Disturbance or Fill for Alignment D2 by Plant Community

Wetland Inventory No. (DNR#) Plant Community? Wetland Impact (acres)

D2-1, D2-2 Shallow Marsh 0.7

1 Plant Communities based on “Wetland Plants and Plant Communities of Minnesota and Wisconsin” by Eggers and Reed (USACOE - St.
Paul District). Please see Appendix A of the Water Resources Technical Report (Kimley-Horn and Associates, 2012) for Plant Communities
descriptions.

Summary of Impacts

Table 5.3-6. Summary of Wetland Disturbance or Fill by Alternative

Wetland Impacts (acres)

Alternative AI S Park-and-
ignment/Station ark-an OMF Impact Total Impact?
Impact Ride Impact

No-Build

A-C-D1
_____
93rd Avenue 9.4
B-C-D1 (Preferred 0.32 0.1 option: 0.03 :
Alternative) ’ ’ 101st Avenue
option: 0.84

1 The current replacement ratio for wetland credits in this portion of Minnesota is 2.5 to 1 for WCA, although under certain conditions it
may be reduced to 2 to 1. The USACE requires a 2 to 1 ratio for wetland replacement.

2 This total includes wetland impacts at the Plymouth Avenue/Theodore Wirth Regional Park station option. There would be no wetland
impacts at the Golden Valley Road station option.

3 Wetland impacts are included under the 93rd Avenue park-and-ride. .

4This acreage is based on supplemental assessment report completed by Hennepin County Conservation District (HCD, July 2013)
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5.3.5 Avoidance, Minimization, and/or Mitigation Measures

Wetland permits from the USACE (Section 404), Minnesota Pollution Control Agency (MPCA) (Section 401
certification), and DNR (Public Waters) would be required as a part of this project. Additionally, the
designated local government unit (LGU) would need to make a Wetland Conservation Act wetland
replacement plan determination for the project. Because this is a linear project, Build alternatives cross
through several cities and four watershed management organization boundaries - Shingle Creek
Watershed - Management Commission (WMC), West Mississippi WMC, Bassett Creek WMC, and
Mississippi Watershed Management Organization (WMO). The LGU that experiences the most wetland
impact within its jurisdiction would be considered the lead agency and make the WCA wetland
replacement plan determination for this project. The LGU would be determined as the project advances
into further stages of project development.

Wetland impacts have been avoided and minimized to the extent practical. Wetland impacts will be
further studied and a wetland delineation will be completed as part of the 404 permitting process.

The construction timeline for this project has not been established, therefore, the approach to mitigating
wetland impacts was to assume purchasing wetland credits from the state-managed wetland bank rather
than on-site or project specific replacement. The current replacement ratio for wetland credits in this
portion of Minnesota is 2.5 to 1, although under certain conditions it may be reduced to 2 to 1. The final
amount, type, and location of wetland replacement or bank credits would be determined by the
respective permit agencies during final design and the permit review process.

Areas for construction of on-site or project specific wetland replacement will be investigated as the
project advances into further stages of project development. Areas to be considered include public land
adjacent to the Preferred Alternative and/or lands acquired for the project.

5.4 Geology, Soils, and Topography
54.1 Regulatory Context and Methodology

In Minnesota, geologic resources are rarely regulated, aside from groundwater dewatering. A permit is
required to dewater in excess of 1.0 million gallons per year or 10,000 gallons a day. The DNR issues
dewatering permits.

The discharge from dewatering is regulated under the National Pollutant Discharge Elimination System
(NPDES) permit that is required for construction activities. If the water is contaminated, an individual
NPDES permit must be obtained from the MPCA or the groundwater can be discharged to the sanitary
sewer system if approved by Metropolitan Council Environmental Services.

The geologic resources listed in this section are not isolated and can affect or be affected by other water
resources discussed in Sections 5.2 and 5.3.

The Geologic Atlas of Hennepin County (Minnesota Geological Survey 1989) was consulted for
information regarding surface geology, bedrock geology, and groundwater resources.

5.4.2 Study Area

The study area for geology/soils/topography is defined as the area within and adjacent to the potential
area of disturbance.

54.3 Affected Environment

5431 Geology

The surface sediments of Hennepin County were deposited primarily by glacial ice and meltwater during
the last glaciation (Wisconsinan Stage). Sediments along the major portion of the study area can be
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attributed to the advancement and retreat of the Superior lobe and Grantsburg sublobe of the Des
Moines lobe and meltwater from these lobes. The St. Paul Sand Flats, a broad sandy outwash plain,
dominates this region. As the outwash plain was being deposited, the Glacial River Warren was
deepening, and sediments ranging from gravel to sand to some silt and clay were deposited along the
terraces of the river. No karst features were identified within the study area (a karst landscape is an
irregular limestone region in which erosion has produced sinkholes, underground streams, and
caverns).15

5.4.3.2 Soils

The proposed project lies within 36 different soil types. Soil data was obtained from digital soil surveys of
Hennepin County distributed by the Twin Cities Metropolitan Council. Digital soil data and descriptions for
Hennepin County were gathered from the April 1974 Soil Survey of Hennepin County, Soil Conservation
Service (now NRCS) soil maps produced for eastern Hennepin County in 1983, and NRCS Mylar Maps of
the Hennepin County Soil Survey.

The description of soils within each alignment is provided below.

Alignment A

The majority of Alignment A is within an existing active gravel mine. The soils within this area are highly
disturbed; however, the major soil types within the potential area of disturbance for Alignment A are as
follows:

m  Gravel pits
m  Muskego, Blue Earth, and Houghton soils
m  Urban - Udorthents soils

These soils range from poorly drained soils to well drained soils. The poorly drained soils are associated
with the wetlands and floodplains areas within the study area.

Alignment B (part of the Preferred Alternative)

The majority of Alignment B is previously developed land. The soils within this area are highly disturbed;
however, the major soil types within the potential area of disturbance for Alignment B are as follows:

m Forada sandy loam

m  Anoka and Zimmerman soils
m  Duelm loamy sand

m Isan sandy loam

m  Soderville loamy fine sand

Sandy loams and loamy sands make up the majority of the soil types within Alignment B. These soils
range from poorly drained soils to well drained soils. The poorly drained soils are associated with the
wetlands and floodplains areas within the study area.

Alignment C (part of the Preferred Alternative)

The majority of Alignment C is previously developed land within the BNSF railroad corridor. The soils
within this area are highly disturbed; however, the major soil types within the potential area of
disturbance for Alignment C are as follows:

15 DNR, Karst Feature Inventory Points shapefile, 2003
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m Urban land - Hubbard Complex
m  Urban land - Udipsamments
These soils within Alignment C are generally well-drained and excessively drained soils.

Alignment D1 (part of the Preferred Alternative)

The majority of Alignment D1 is previously developed land within the BNSF railroad corridor. The major
soil types within the potential area of disturbance for Alignment D1 are as follows:

m Udorthents, wet substratum
m  Urban land - Lester complex
m  Urban land - Dundas complex

These soils within Alignment D1 are generally classified as well drained and somewhat poorly drained
soils.

Alignment D2

The majority of Alignment D2 is previously developed land. The major soil types within the potential area
of disturbance for Alignment D2 are as follows:

m  Udorthents, wet substratum
m  Urban land - Lester complex
m  Urban land - Dundas complex

These soils within Alignment D2 are generally classified as well drained and somewhat poorly drained
soils.

5433 Topography

The general topography of the area consists of gently rolling hills. Land surface elevation ranges from 810
feet to 925 feet throughout the study area based on contour data received from Hennepin County
(Summer 2012). The average elevation in the vicinity of Alignment A is approximately 885 feet. Alignment
B is at approximately 875 feet. Through Alignment C the elevation stays about the same, ranging from
875-885 feet. Alignment D1 ranges from 810 to 865 feet. Some of the elevation changes in this
alignment are due to the need for the alignment to go up and over the roadway. Alighment D2 varies from
825 to 925 feet, again from having to go up and over some of the roadways.

544 Environmental Consequences

5441 Operating Phase (Long-Term) Impacts

Impacts to geology and soils will occur solely during construction; therefore, no operating phase (long-
term) impacts are anticipated as a result of the Bottineau Transitway Project.

5442 Construction Phase Impacts

No geologic features or hazards (karst formations) were identified in the project area and therefore will
not be impacted. There were no highly erodible soils or steep slopes found within the potential area of
disturbance, however, there are several areas of poorly drained soils (Udorthents) throughout the study
area, which generally coincide with the wetland and floodplains described in previous sections. Poorly
drained soils within the potential area of disturbance may require soil correction (remove and replace
with stabile soils or treat in-place) for construction of track, pavement or other structures. These
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excavated soils would need to be removed from the project site or reused in areas that do not require
consolidated soils.

Since the majority of the project will follow adjacent to existing track and/or roadways at similar
elevations, there will not be substantial grading needed to work around steep slopes or other topographic
constraints.

5.4.5 Avoidance, Minimization, and/or Mitigation Measures

All project-related construction activity would adhere to appropriate standards and applicable permitting
requirements of MPCA, MnDOT, and Hennepin County for grading and erosion control.

b.b Hazardous Materials Contamination

Information included within this section is based on the information provided in the Hazardous Materials
Technical Report (Kimley-Horn and Associates, 2012).

55.1 Regulatory Context and Methodology

The MPCA oversees regulations pertaining to contaminated soil, groundwater, and waste cleanup plan
approvals; petroleum underground storage tank registration and removal; and NPDES permitting.
Additionally, the Minnesota Department of Health regulates asbestos abatement. Activities that
encounter contaminated materials must follow state requirements for safe handling and disposal under
the purview of the MPCA.

There is no single comprehensive source of information available which identifies known or potential
sources of environmental contamination. Therefore, to identify and evaluate sites potentially containing
hazardous or regulated materials (such as petroleum products) or other sources of potential
contamination, a governmental database search was conducted. This screening tool identifies locations
of sites with known or potential environmental liabilities based on information contained in various
federal and state government databases (available via MPCA), including the following:

m  Superfund Site Information Listing (SHWS) - Database including all sites that the state Superfund
Program is dealing with or has dealt with.

m Voluntary Investigation and Cleanup Program (VIC) - Database containing records for sites enrolled in
the VIC

m Brownfields - Database containing property information for petroleum impacted sites

m Leaking Underground Storage Tanks (LUST) - Database containing records of reported leaking
underground storage tanks and other subsurface tank storage incidents

m Leaking Aboveground Storage Tanks (LAST) - Database containing records of reported leaking
aboveground storage tanks and other surface tank storage incidents

m SPILLS - Database containing records for spills reported to the MPCA

m  Department of Agriculture Spills (AG SPILLS) - Database containing records for pesticide and fertilizer
incidents reported to the MPCA

m Underground Storage Tanks (UST) - Database listing registered underground storage tanks
m Aboveground Storage Tanks (AST) - Database listing registered aboveground storage tanks

The impact analysis attempts to evaluate the potential risk of contaminants being found during
construction based on known records. It does not measure the severity of the hazardous materials found
onsite. Each of the sites identified through the database search was assigned a degree of risk for
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potential soil and or groundwater impacts. When multiple databases referred to a site, the highest
applicable risk was used for classification.

m Low Risk - These are sites where hazardous material or petroleum products may have been stored or
used; however, based on subsequent file review and field reconnaissance, no known contamination
is associated with the property. Low risk sites include closed LUST and LAST sites that are more than
1/8 mile away from an alignment, inactive UST and AST sites, and closed SPILLS and AG SPILLS sites.

m  Medium Risk - These sites are known to have or have had soil and/or groundwater contamination,
but current information indicates that contamination is being remediated, does not require
remediation, or requires continued monitoring. Medium risk sites include all Brownfields, open LUST
and LAST sites that were more than 1/s mile away from an alignment, open SPILLS and AG SPILLS
sites.

m High Risk - These sites have a high potential for contamination to be found on-site. In some cases,
contaminated groundwater may have migrated outside the boundaries of the site. Field investigation
of soil and groundwater within planned construction limits may be needed to identify any contributing
contamination from these sites and to identify a response action plan to be implemented during
construction. High risk sites include all SHWS sites, VIC sites, and open LAST and LUST sites within
1/s mile of Build alternative alignments.

A full listing of the contaminated sites potentially affecting the Bottineau Transitway alignments obtained
during the records search can be found in the Hazardous Materials Technical Report (Kimley-Horn and
Associates, 2012).

5.5.2 Study Area

The study area includes potentially contaminated properties or regulated material facilities within the
appropriate ASTM (American Society of Testing and Materials) search radius for available governmental
databases identified in the ASTM standards (E1527-05 and 40 CFR Sec. 312). These standard search
distances vary and can extend up to one mile around the transitway project depending on the data
source, as shown in Figure 5.5-1.

5.5.3 Affected Environment

Potentially contaminated properties are often found in previously developed industrial and commercial
areas. These types of land uses are common throughout the Bottineau Transitway study area. All of the
proposed alternatives have some potential to encounter contaminated soils, groundwater, and materials
based on prior use and development along the corridor. Table 5.5-1 provides a summary of the known
hazardous/regulated materials sites identified within the study area based on a review of several
databases that track known contamination sites. The identified sites are shown on Figure 5.5-1.

Table 5.5-1. Number of Recorded Sites with Potential Contaminants by Alternative

Alternative Total Number of Recorded Sites!

No-Build -
Enhanced Bus/TSM =
A-CD1 820
A-C-D2 907
B-C-D1 (Preferred Alternative) 790
B-C-D2 883

1Totals reflect all sites within the applicable ASTM standard search distances for each governmental database extending up to one mile of
the alternative. Sites that exist in the study area for multiple alignments (A, B, C, D1, and D2) were counted as one site within the study
area for an alternative.
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Figure 5.5-1. Bottineau Transitway Hazardous and Contaminated Sites16
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16 Source: Environmental Data Resources, April 2012, classified by Kimley-Horn and Associates, 2012
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554 Environmental Consequences

5541 Operating Phase (Long-Term) Impacts
No-Build Alternative

There is no likelihood of encountering contamination from hazardous or regulated materials as a result of
the No-Build alternative.

Enhanced Bus/TSM Alternative

There is no likelihood of encountering contamination from hazardous or regulated materials as a result of
the Enhanced Bus/TSM alternative.

Build Alternatives

There would be no hazardous or regulated materials produced by the project during operation of the
Bottineau Transitway. No permanent storage tanks would be installed for this project. The collection and
disposal of oils, grease, and other waste materials generated during vehicle maintenance and repair
activities would be accomplished in accordance with recognized industry BMPs for rail transit
maintenance facilities.

Acquiring land that is contaminated or contains hazardous or regulated material creates risk in the form
of costs and potential liability to the project and project sponsors. The extent of that risk would be based
on the type and extent of the contamination. Therefore, acquiring land with known contamination which
cannot be easily remediated or contained would be avoided to the extent possible based on a more
detailed investigation (Phase | and/or Il Environmental Site Assessment [ESA]) of potential for
contamination as the project advances into further stages of project development. The long term risk to
the project will be determined once remediation is completed in areas of known and encountered
contamination during construction.

TPSS

There would be no hazardous or regulated materials used or generated by the TPSS sites during
operation of the Bottineau Transitway.

5542 Construction Phase Impacts
No-Build Alternative

There is no likelihood of encountering contaminated or regulated materials as a result of the No-Build
alternative. Therefore, no positive or negative impacts are expected.

Enhanced Bus/TSM Alternative

There is no likelihood of encountering contaminated or regulated materials as a result of the Enhanced
Bus/TSM alternative. Therefore, no positive or negative impacts are expected.

Build Alternatives

The number of potentially contaminated sites in each alignment is summarized in Table 5.5-2. Since
there is overlap in the study area for each alighment, some sites are listed under more than one
alignment. Figure 5.5-1 illustrates these overlaps and the known sites. There are no impact differences
for the OMF site options under Alignment B, as there are no known potentially contaminated sites near
either location. There are also no differences in impacts for either of the proposed stations under
Alignment D1, as there are no known potentially contaminated sites near either station location.
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TPSS

Known hazardous sites would be avoided to the extent possible in the siting of TPSS to minimize the risk
of encountering contaminated materials during construction.

5543 Summary of Impacts by Alternative

As shown in Table 5.5-2, only one alignment has a high risk site within the potential area of disturbance
(Alignment C), which is included in each of the Build alternatives. There are zero to ten medium risk sites
within the potential area of disturbance, depending on the alignment. Table 5.5-3 shows the combined
totals of sites by alternative and estimated risk. Alternative B-C-D1 has the lowest number of
high/medium risks sites with just one site, whereas the alternatives with alighment D2 have the greatest
amount of high/medium risk sites (17 to 18 sites).

High and medium risk sites, if within or near the area of disturbance, would be further assessed to
determine the presence, type, and magnitude of contaminated soil and/or groundwater. A high risk area
(such as SHWS sites, VIC sites, and open LAST and LUST sites within 1/8-mile of an alighment) or
medium risk area (such as Brownfields, open LUST and LAST sites more than 1/8-mile from an
alignment, and open SPILLS and AG SPILLS sites) has a greater known risk potential based on
contamination type (databases listed in the Regulatory Context and Methodology section). Potential
construction phase impacts include the time and expense of identifying, testing, and removing the
contaminated materials found within the potential area of disturbance. A Phase | Environmental Site
Assessment (ESA) (ASTM standards) will be completed for all disturbance areas under the Preferred
Alternative to identify the type of contaminated materials. The results of the investigation would be used
to determine if contaminated materials could be minimized or avoided or if additional investigation is
needed to define the extent of contamination (Phase Il ESA).

A Construction Contingency Plan would be developed as part of a Response Action Plan (RAP) for properly
handling, treating, storing, and disposing of solid wastes, hazardous materials, petroleum products, and
other regulated materials/wastes that are used or generated during construction and in the event that
previously unknown hazardous materials are discovered during construction. Prior to construction
activities, the project would be enrolled in the MPCA VIC program and the RAP would be developed and
approved by MPCA. In the event that previously unknown hazardous materials are discovered during
construction, the Contractor would notify the Project Engineer and follow the prescribed management
protocol contained in the Construction Contingency Plan. The RAP will be developed through Engineering
and approved prior to the release of the Final EIS.

Table 5.5-2. Contamination Risk by Alignment based on Classification and Location

High Risk Sites Medium Risk Sites Low Risk Sites

s Within s Within o Within
Alignment ol Estimated il Estimated il Estimated
Study . Study . Study .
Disturbance Disturbance Disturbance
Area Area Area
Area1 Area1 Area1
C (part of the
Preferred Alternative)
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Table 5.5-2. Contamination Risk by Alignment based on Classification and Location (continued)

High Risk Sites Medium Risk Sites Low Risk Sites
Alignment Within | Within Within | Within Within | Vithin
Study

Estimated Estimated Estimated

Disturbance Ll Disturbance Sy Disturbance
Area Area Area
Areal Areal Areal

1Sites within the estimated area of disturbance are highlighted in Appendix B of the Hazardous and Regulated Materials Technical Report
(Kimley-Horn and Associates, 2012).

Table 5.5-3. Contamination Risk by Alternative

_ Risk Classification for Sites! within the Study Area
Senee ModiumRisk_____] High Rk
No-Build 0 0 0
I N I —
1

A-C-D1 27 7

&3 r 1
B-C-D1 (Preferred
Alternative) = g 1

1Totals reflect all sites within the applicable ASTM standard search distances for each governmental database ranging from adjacent to
the project area to sites within one mile of the alternative. Sites that exist in the study area for multiple alignments (A, B, C, D1, and D2)
were counted as one site within the study area for an alternative.

5.5.5 Avoidance, Minimization, and/or Mitigation Measures

Hennepin County and the Metropolitan Council would enroll in the MPCA VIC Program to obtain

assurances that contaminated site cleanup work and/or contaminated site acquisition would not
associate the agencies with long-term environmental liability for the contamination, and to obtain
approvals for managing contaminated and hazardous materials encountered during construction.

A Phase | ESA (ASTM 1527-05) would be completed for all disturbance areas under the Preferred
Alternative. The results of the investigation would be used to determine if contact with contaminated
materials could be minimized or avoided and the extent of additional investigation needed (Phase Il ESA).
Based on the results of Phase Il drilling investigations, the RAP will include proper handling and treating
of contaminated soil and/or groundwater that could not be avoided during construction. A Construction
Contingency Plan would be developed as part of the RAP for properly handling, treating, storing, and
disposing of solid wastes, hazardous materials, petroleum products, and other regulated
materials/wastes that are used or generated during construction and in the event that previously
unknown hazardous materials are discovered during construction. The plan would also establish
protocols to minimize impacts to soils and groundwater in the event a release of hazardous substances
occurs during construction. If a release were to occur, the Minnesota Duty Officer would be contacted
immediately to make the required agency contacts.

Prior to the demolition of any structures, assessments for asbestos-containing materials, lead-based
paint, and other regulated materials/wastes would be performed. A demolition and disposal plan would
be prepared for any identified contaminants that may be encountered during construction.
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5.6 Noise

Information included within this section is based on the information provided in the Noise and Vibration
Technical Report (HMMH, Inc., 2012).

5.6.1 Regulatory Context and Methodology

5.6.1.1 Regulatory Context

Noise has been assessed in accordance with guidelines specified in the FTA Transit Noise and Vibration
Impact Assessment guidance manual (FTA Report FTA-VA-90-1003-06, May, 2006). This section
describes the methodology for assessing potential impact from proposed transit projects such as the
Bottineau Transitway.

Local ordinances will regulate construction-generated noise. The applicable ordinances are described in
Section 5.6.4.2.

5.6.1.2 Methodology

The methodology for assessing potential long-term noise impact from transit operations includes:

m l|dentification of noise-sensitive land uses within the area of potential effect of the proposed project
m  Measurement and characterization of existing noise conditions at these sensitive receptors

m  Projections of future noise levels from transit operations for future Build alternatives

m  Assessment of potential long-term noise impact

m  Recommendations for noise mitigation

The guidance manual also includes the methodology for predicting and assessing potential short-term
noise impact from construction activities. The approach to assessing potential impact from construction
activities is more general than for transit operations since specific construction equipment and methods
depend on the contractor’s approach and are not typically defined at this stage of project development.

Noise Fundamentals and Descriptors

Two important aspects of sound that determine its potential impacts are loudness and frequency. The
unit used to measure the loudness of noise is a decibel (dB). An adjusted dB scale, referred to as the A-
weighted decibel scale, accounts for humans’ ability to hear only a limited range of frequencies. Decibels
in the A-weighted scale are designated as dBA. This analysis uses the dBA unit of measurement.

Noise levels at a given location tend to vary with time. To account for the variance in loudness over time,
a common noise measurement is the equivalent sound pressure level (Leg). It is measured in dBA for a
specific time period (e.g., one minute). This analysis uses Leq to describe traffic and transit noise at
schools, libraries, and other sensitive institutions. This analysis also gave more weight to noise that
occurs at night (10:00 p.m. to 7:00 a.m.), consistent with federal regulations. Calculations that use this
method produce the Day-Night Equivalent Sound level, which is abbreviated as Lan.

The following chart provides a comparison of the noise levels of some common noise sources.
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Figure 5.6-1. Examples of Typical A-Weighted Sound Levels 17

Transit Sources dBA Non-Transit Sources
— Qutdoor Indoor
) 1008
Rail Transit on Old Steel Structure, ——s
50 mph
Rock Drill Shop Tools, in use
Rail Transit Horn ~ —— 90
Rail Transit on Modern Concrete S Hamme Shop Tools, Idling
Aerial Structure, 50 mph Concrete Mixer
Rail Transit At-Grade, 50 mph —» |80
Air Compressor
City Bus, Idling — Food Blender
Lawn Mower
70
Lawn Tiller
Rail Transit in Station — Clothes Washer
Air Conditioner
60
Air Conditioner
50
Refrigerator
40
All at 50 ft ' All at 50 ft Allat3ft

Noise Impact Criteria

Noise Sensitive Land Use Categories
The FTA classifies noise-sensitive land uses into the following three categories:

Category 1: Tracts of land where quiet is an essential element in their intended purpose. This
category includes lands set aside for serenity and quiet, such land uses as outdoor amphitheaters
and concert pavilions, as well as National Historic Landmarks with significant outdoor use. Also
included are recording studios and concert halls.

Category 2: Residences and buildings where people normally sleep. This category includes homes,
hospitals, and hotels where a nighttime sensitivity is assumed to be of utmost importance.

Category 3: Institutional land uses with primarily daytime and evening use. This category includes
schools, libraries, theaters, and churches where it is important to avoid interference with such
activities as speech, meditation, and concentration on reading material. Places for meditation or
study associated with cemeteries, monuments, museums, campgrounds, and recreational facilities
can also be considered to be in this category. Certain historical sites and parks are also included,
such as parks used for passive recreation like reading, conversation, meditation, etc. However, most
parks used primarily for active recreation would not be considered noise sensitive.

17 Source: FTA Transit Noise and Vibration Impact Assessment, May 2006
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Figure 5.6-2. Examples of Typical Outdoor Lin Noise Exposure18

Typical Environments :g: Typical Criteria

.
Ambientcloseto — |85

Freeways, Urban Transit,
Systems or Major Airports 80

75| =-— HUD Threshold for
Unacceptable Housing
Urban Ambient —— |70 Environment

65| <— HUD/FAA Limit for
Normally Acceptable
Suburban Ambient — |60 Housing Environment

55| «+— EPA Ideal

‘ Residential Goal
50
Rural Ambient —— 45
40

Wildemess Ambient —— 35

Impact Criteria

The FTA airborne noise impact criteria are based on the future change in noise exposure using a sliding
scale. At locations with higher levels of existing noise, smaller increases in total noise exposure will cause
impact. The Lan is used to characterize noise exposure for locations with nighttime sensitivity, or Category
2 uses. For institutional land uses with primarily daytime use, such as parks and school buildings
(Categories 1 and 3), the one-hour Leq during the facility’s operating period is used.

There are two levels of impact used in the FTA criteria, as summarized below:

Severe Impact: Project-generated noise in the severe impact range can be expected to cause a
significant percentage of people to be highly annoyed by the new noise and represents the most
compelling need for mitigation. Noise mitigation would normally be specified for severe impact areas
unless there are truly extenuating circumstances that prevent it.

Moderate Impact: In this range of noise impact, the change in the cumulative noise level is
noticeable to most people but may not be sufficient to cause strong, adverse reactions from the
community. In this transitional area, other project-specific factors must be considered to determine
the magnitude of the impact and the need for mitigation. These factors include the existing noise
level, the predicted level of increase over existing noise levels, the types and numbers of noise-
sensitive land uses affected, the noise sensitivity of the properties, the effectiveness of the mitigation
measures, community views, and the cost of mitigating noise to more acceptable levels.

18 Source: HMMH Inc., 2012
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The noise impact criteria are summarized in graphical form in Figure 5.6-3. The figure shows existing
noise exposure along the horizontal axis, noise from a new project source (alone) along the vertical axis,
and the resulting moderate and severe impact thresholds. In some instances, a proposed project may
affect existing noise sources such as in the cases of relocation of streets or existing railroad tracks. In
such cases, where existing noise sources would change as a direct result of the project, potential impact
must be assessed based on the increase in overall noise exposure from existing to future conditions.
While the two methods of assessing potential impact are equivalent, only the method based on the future
increase in noise can be used to take into account changes to existing noise sources. Figure 5.6-4
expresses the same criteria in terms of the increase in total or cumulative noise that causes potential
impact.

Because this project involves shifting of freight railroad tracks at some locations, this assessment uses
the criteria in the form shown graphically in Figure 5.6-4. Along the horizontal axis of the graph is the
range of existing noise exposure and the vertical axis shows the noise exposure increase due to the
project that would cause either moderate or severe impact. The noise exposure increase is the difference
between the existing noise level and the total future noise level, where the future level includes a
combination of noise from existing and/or modified existing sources and from future project sources.
Therefore, the future noise exposure increase would account for modifications to the existing
environment such as shifting the freight railroad tracks.

Figure 5.6-3. FTA Noise Impact Criteria Comparing Existing Noise to Project Noise1®
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19 Source: FTA, 2006
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Figure 5.6-4. FTA Noise Impact Criteria Comparing Existing Noise to Increase in Future Noise20
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Construction Noise Impact Criteria

Construction noise criteria are based on the guidelines provided in the FTA guidance manual. These
criteria, summarized in Table 5.6-1, are based on land use and time of day and are given in terms of
noise exposure over an eight-hour work shift or 30-day period.

Table 5.6-1. FTA Construction Noise Assessment Criteria

8-hour Leq (dBA) Noise Exposure (dBA)
Land Use :
Residential 80 70 751

Commercial 8 8 802
90 852

Industrial 90

1 In urban areas with very high ambient noise levels (La > 65 dB), Lan from construction operations should not exceed existing ambient
+ 10 dB.

2 Twenty-four-hour Leg, Not Lan.

Source: FTA, 2006

Noise Impact Assessment Methodology
The noise and vibration projections were carried out using the following methodological assumptions:

m  All modeling projections are consistent with the methodology in the detailed assessment chapters of
FTA’s Transit Noise and Vibration Impact Assessment guidance manual (May 2006).

m  Noise-sensitive land use in the corridor was determined based on parcel data, aerial imagery, and
windshield surveys in the field. Specific noise-sensitive uses include: Residential homes (single-
family, multi-family, retirement community), churches, children’s center parks, a library, schools, retail
establishments (shopping, restaurants, etc.), a radio station, and other places of business.

20 Source: FTA, 2006
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m LRT speeds were provided by the project team at 100-foot increments along the corridor. Speeds
range from 20 mph to 55 mph along the corridor, and the same speed profile was used for both
directions of travel.

m LRT operations were assumed to use three-car trains.

m The operating hours and service frequencies for LRT were assumed to be consistent with Metro
Transit’s Blue Line (Hiawatha). The service frequency assumed is as follows:

= Early morning (4:00 to 6:00 a.m.): 20-30 minutes

m Peak periods (6:00 to 9:00 a.m., 3:00 to 6:30 p.m.): 7.5 minutes
= Midday (9:00 a.m. to 3:00 p.m.): 10 minutes

m  Evening (6:30 to 10:00 p.m.): 10 minutes

m Late evening (10:00 p.m. to 2:00 a.m.): 30 minutes

m  Existing noise levels were assigned to noise-sensitive receptors based on noise measurements
conducted throughout the corridor and discussed in the next section of this report.

m  The hours between 10:00 p.m. and 7:00 a.m. define nighttime events.

m Locations of aerial structures, crossovers, and embedded track were identified based on conceptual
engineering plans available at the time of the assessment.

= Noise level increases of up to six dB are assumed for receptors near crossover locations.

= Noise level increases of four dB are assumed for receptors near aerial structures due to
structure-radiated noise and reduced sound absorption for non-ballasted track.

=  Embedded track is assumed to be one dB quieter than ballast and tie track based on
measured levels of the Blue Line as reported in the Central Corridor LRT Final EIS.

m Elevations of structures were based on profile information provided.
m  Noise from audible warning devices was projected based on the following assumptions:
m Trains will sound the bells when entering and exiting station platforms.

m Train horns will begin to be sounded 20 seconds, but not more than ¥ mile, in advance
of higher-speed grade crossings.

= Wayside bells will be sounded before and after the passage of each train for a total
duration of 30 seconds, based on field measurements of the Blue Line.

m Due to anticipated travel speeds in excess of 45 mph the train high horn will be sounded
at the following intersections:

= 73rd Avenue (Alignment A Only)
= 71st Avenue (Alignment B Only)
= Corvallis Avenue

= Broadway Avenue

= 45 % Avenue

= 42nd Avenue

= 39 %2-40th Avenue
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m Reference Levels:

m The source reference levels for the light rail vehicle (LRV) and wayside bells were based
on the default values from the FTA guidance manual. The FTA manual assumes that a
single rail car on ballast and tie track with continuous welded rail (CWR) generates a
sound exposure level (SEL) of 82 dBA at a distance of 50 feet from the track centerline,
and that the wayside bells generate a maximum sound level (Lmax) of 73 dBA at a
distance of 50 feet.

m The source reference level for wayside bells at pedestrian crossings was determined
based on field measurements of the Blue Line. The pedestrian wayside crossing bells
were found to generate a sound level of 68 dBA at a distance of 50 feet.

m Reference levels for the vehicle horn and bell were provided by Metropolitan Council. It is
assumed that LRV audible warning devices would generate sound levels of 95 dBA at
100 feet for the high horn and 79 dBA at 50 feet for the bell. Use of the high horn is
assumed at all grade crossings where the speed exceeds 45 mph, and use of the bell is
assumed at all other grade crossings. No low-horn usage was assumed.

= Where LRVs operate on tight-radius curves (approximately 400-foot radius curves or
less), there is the potential for increased noise due to wheel squeal. However, because
wheel squeal is highly variable and difficult to predict, it has not been included in this
assessment. It is assumed that mitigation for wheal squeal on curves, such as track
lubrication devices, will be included in final design if curve squeal occurs on the
Bottineau Transitway.

= Assumed property acquisitions were not counted as potential noise impacts.

Because the construction of the Bottineau Transitway in Alignments C and D1 would require the existing
BNSF rail line to be shifted to the west, the effect of moving freight operations relative to noise-sensitive
receivers was included in the noise impact analysis. Freight train noise levels, including contributions
from locomotives, rail cars, and horns, were predicted using Federal Railroad Administration (FRA)
methodology. Because freight trains tended not to contribute significantly to the measured existing noise
levels, and to provide a consistent comparison of existing and future noise levels, the noise from current
freight operations was first estimated and then combined with the background ambient noise levels
described above to determine the total existing noise levels in Alignments C and D1. The prediction of
existing freight train noise was based on the following assumptions:

m Baseline freight train operations include one daily round trip during the daytime hours.
m All freight trains include two locomotives and 20 cars and operate at a speed of 20 mph.

m All freight trains sound their horn 20 seconds, but not more than ¥ mile in advance of grade
crossings in conformance with current FRA regulations.

m Locomotive horns are center mounted, generating a sound level of 104 dBA at a distance of 100
feet.

m The shifted BNSF railroad track will be updated from jointed rail to CWR.
m  Wheel impacts at track joints cause noise level increases of five dB for rail cars.

The update of the BNSF rail line to CWR will result in a five dB decrease in noise level from the wheel rail
interaction for rail cars, but no change to the noise level from locomotive engines. Properties west of the
rail line will be closer to the relocated track and may experience an increase in noise level. The increase
in noise level due to the shift of the BNSF rail line varies for these properties because their distance to
the existing and future rail line varies. Noise levels may increase by up to four dB for properties within 50
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feet of the shifted future freight line. Properties that are at least 100 feet or farther from the future freight
line will experience little to no increase in noise level from freight operations.

Future freight train noise levels were estimated based on the information above, except that all
operations were assumed to be on the relocated and upgraded track (from jointed rail to CWR). The
future noise levels from the freight operations were then combined with both the existing baseline
ambient noise levels and the predicted LRT noise levels to determine the total future noise exposure.
Finally, noise impact was assessed based on the projected noise increase at each sensitive receptor
area, according to the FTA criteria.

Additional noise from OMF and station park-and-ride activities has also been taken into account in the
assessment. The prediction of noise from these facilities was based on the following assumptions:

m  There will be 29 LRT train movements for OMF locations on Alignment B.

m  For the park-and-ride facility, the parking lot will fill to capacity in the morning (5:00 to 7:00 a.m.
during nighttime hours) and empty completely in evening (5:00 to 7:00 p.m. during daytime hours)

Examples of the projected noise exposure from LRT operations at the maximum operating speed of 55
mph with and without vehicle horns and bells are shown in Figure 5.6-5 as a function of distance. The
projections are based on the assumptions described above and are for community locations with an
unobstructed view of the tracks. These results show that the highest noise levels occur when LRT train
horns are sounded.

Figure 5.6-5. Projected 24-Hour Noise Exposure from LRT Operations21
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Noise Measurement Locations and Procedures

Existing ambient noise levels in the project area were characterized through direct measurements at
selected sites along the study corridor. Sites were selected along each corridor alignment at locations
that are representative of an area of similar ambient sources and noise levels, with similar traffic, and

21 Source: HMMH Inc., 2012
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community noise activities. Generally these measurement locations represent an area of several blocks.
Measurements were then used for numerous modeling sites in the area, and represent ambient noise
levels for every type of land use in the vicinity.

The testing was performed during two time periods, first from July 13 through July 15, 2011 and
subsequently from May 14 through May 18, 2012. The measurements consisted of long-term (24-hour)
and short-term (one-hour) monitoring of the A-weighted sound level at representative noise-sensitive
locations. Seven long-term and two short-term noise measurements were conducted in July 2011, and 12
long-term and nine short-term noise measurements were conducted in May 2012. The measurement
locations, shown in Figure 5.6-6, were selected to reflect locations most likely to be affected by transit
noise (i.e., sensitive receptors as described previously under Noise Impact Criteria) due to proximity of the
proposed LRT alignment and/or future crossing locations. Additionally, measurement locations were
selected such that each measurement represents similar existing noise characteristics for a general area.
For instance, one measurement site would represent many homes that are parallel to a roadway with
consistent traffic volume and speed, or a measurement might represent an area of homes all parallel to
an existing freight line. These locations are illustrated in a series of figures in the Noise and Vibration
Technical Report (HMMH, Inc., 2012). At each site, the measurement microphone was positioned to
characterize the exposure of the site to the dominant noise sources in the area.

Bruel & Kjaer model 2250 noise monitors, conforming to ANSI Standard S1.4 for precision (Type 1) sound
level meters, were used for gathering noise data. Calibrations, traceable to the US National Institute of
Standards and Technology (NIST) were carried out in the field using acoustic calibrators. Thunderstorms
in the Minneapolis area on July 15, 2011 caused a measureable increase in ambient noise from
approximately 11:00 a.m. to 1:00 p.m. To more accurately determine existing noise levels from noise
monitoring conducted during the thunderstorms, noise levels from data in the hours prior to and following
the affected hours were used to estimate the noise levels during the affected time period.
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Figure 5.6-6. Noise and Vibration Measurement Locations
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5.6.2 Study Area

The study area for noise is based on the screening distances provided in Chapters 4 and 9 of the FTA
guidance manual Transit Noise and Vibration Impact Assessment (May 2006). Screening distances
provided in the FTA manual are based on typical project conditions and were adjusted based on the
specific conditions of the Bottineau Transitway Project. All noise-sensitive land uses within the relevant
screening distances were reviewed to identify locations where impacts may possibly occur. Typical
screening distances provided by the FTA for LRT projects are given in Table 5.6-2. The “unobstructed”
screening distances apply to noise-sensitive receivers where no large buildings or rows of homes are
located in the sound path between the receiver and the noise source to provide shielding from noise. The
“intervening buildings” screening distances apply to noise-sensitive receivers where large buildings or
rows of homes do exist in the sound path and provide shielding between the receiver and the noise
source.

Table 5.6-2. FTA Screening Distances for Noise Assessments

. Screening Distances! (ft)
Type of Project - —
Unobstructed | Intervening Buildings

Light Rail Transit 350 175
Commuter Rail-Highway Crossing with Horns and Bells 1,600 1,200
Yards and Shops 1,000 650
Parking Facilities 125 75
Power Substations 250 125

1 Measured from the centerline of guideway for mobile sources; from center of noise-generating activity for stationary sources.
Source: FTA, 2006

5.6.3 Affected Environment

The Bottineau Transitway Project Build alternative alignments are located in suburban and urban areas in
the greater Minneapolis metropolitan area. The existing noise environments and sensitive land uses vary
among the alignments and are described below.

Alignment A

This alignment is located along CSAH 130 (Brooklyn Boulevard), and the predominant noise sources are
CSAH 130 traffic, local roadway traffic, and commercial activity. Noise-sensitive land use includes Arbor
Lakes Senior Living, Hennepin Technical College, and several single- and multi-family residences near
Boone Avenue North.

Alignment B (part of the Preferred Alternative)

This alignment is located along CSAH 103 and CSAH 130, and the predominant noise sources are traffic
on CSAH 103, CSAH 130, and local roadways. Activity from residential neighborhoods, schools, and
commercial land uses also contribute to the existing noise environment. Noise-sensitive land use includes
North Hennepin Community College, Step by Step Montessori School, and several single- and multi-family
residences north and south of CSAH 109 (85th Avenue).

Alignment C (part of the Preferred Alternative)

This alignment is located within the BNSF railroad corridor from 73rd Avenue North in Brooklyn Park to
36th Avenue North in Robbinsdale. The alighment is located along CSAH 81 starting from the north, and
then shifts to run along West Broadway Avenue after crossing the CP railroad tracks. This alignment also
passes by Crystal Airport. The predominant noise sources affecting the existing noise environment are
traffic on CSAH 81 and West Broadway Avenue, BNSF train traffic, and airport activity. Noise-sensitive
land use includes single- and multi-family residences, schools, churches, several hotels, parks identified
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for passive use, and Glen Haven Memorial Garden Cemetery, located about 450 feet west of the
proposed alignment.

Alignment D1 (part of the Preferred Alternative)

This alignment is located within the BNSF railroad corridor and is adjacent to several park areas,
including Theodore Wirth Regional Park. The alighment turns east along TH 55 until it reaches downtown
Minneapolis. The predominant noise sources affecting the existing noise environment are train traffic on
the BNSF railroad, local roadway traffic, and community activity. Noise-sensitive land use includes single-
and multi-family residences, schools, churches, hotels, Sumner Library, and parks identified for passive
use.

Alignment D2

This alignment exits the rail corridor at 34th Avenue and proceeds east to CSAH 81, runs along CSAH 81
and Penn Avenue, and then turns east along TH 55 until it reaches downtown Minneapolis. The
predominant noise sources affecting the existing noise environment are traffic on those roads, local
roadway traffic, and community activity. North Memorial Medical Center, NorthPoint Health and Wellness
Center, and KMOJ Radio Station are noise-sensitive land uses that are adjacent to this alignment. Other
noise-sensitive land use includes single- and multi-family residences, schools, churches, hotels, Sumner
Library, and parks identified for passive use.

5.6.3.1 Noise Measurement Results

The results of the existing ambient noise measurements are summarized in Table 5.6-3. For each site,
the table lists the adjacent alignment(s), site location, measurement details, and the measured noise
levels. The results at each site are further described below. Photographs of the noise measurement sites
and detailed noise measurement results are included in the appendices of the Noise and Vibration
Technical Report (HMMH, Inc., 2012).

The noise measurement results indicate that most areas along the Bottineau Transitway within the study
area have an existing noise environment typical of urban and suburban ambient levels, while some areas
have ambient levels typical of quiet suburban environments. Noise monitoring sites in more densely
populated areas such as downtown Robbinsdale, Penn Avenue, and TH 55 have ambient noise levels
ranging from 62 to 68 dBA. This is because most of these sites are near major roadways and heavier
commercial activity. Noise levels in Brooklyn Park range from 60 to 66 dBA due to the presence of major
roadways and higher roadway speeds. Noise levels are lower for sites in the corridor where there is less
roadway traffic and community and commercial activity. This includes sites near Theodore Wirth Regional
Park on Alignment D1, with ambient noise levels ranging from 50 to 56 dBA. Some areas along Alignment
C that are further from major roadways and commercial activity also experience quieter suburban
ambient noise levels. Due to the nature of the FTA noise criteria, areas with lower ambient noise levels
are more likely to be affected by noise from the project, and therefore are more likely to have locations
with noise impact.
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Table 5.6-3. Summary of Existing Ambient Noise Measurement Results

. . Measurement Location Start of Measurement | Measurement N0|sedEé(Rosure . -
Site No. Alignment Measurement Location Description : ) Contributing Noise Sources

Duration (hrs)
s

LT-1 A 7000 Bepne Aienue Nofd, Erecklin | Eee ke efeing eEmily 5-14-12 11:00 Traffic on Brooklyn Boulevard and other local roads

Park residence

B (part of the Preferred 7428 75th Circle North, Brooklyn Back yard of duplex residence 5.14-12 13:00 Traffic on CSAH 103 and local roads, commercial and
Alternative) Park community activity

LT-5 C (part of the Preferred gEOSOSKILcr)]u;salfkna Canit e, Back yard of multi-family 5.14-12 12:00 57 Freight traffic on the BNSF railroad, traffic on CSAH 81 and
Alternative) y retirement community other local roads

(Waterford Manor)

C (part of the Preferred 4416 Toledo Avenue North, Back yard of single-family Freight traffic on the BNSF railroad, traffic on CSAH 8 and
LT-7 5-14-12 14:00
Alternative) Robbinsdale residence other local roads
4400 36th Avenue North, Freight traffic on the BNSF railroad, pedestrian and bicycle
LT9 C (partof the Preferred o\ ins dale R G UL T 51512  15:00 path traffic, traffic on 36t Avenue North and other local
Alternative) retirement community
(Lee Square Co-Op) roads

D1 (part of the 3912 26th Avenue North, Back yard of single-family Freight traffic on the BNSF railroad, residential community
LT-11 . . 7-13-11 16:00 I
Preferred Alternative) Robbinsdale residence activity

LT-13 DAL (et of e Back yard of duplex residence  5-16-12 17:00

Preferred Alternative)

623 North Vincent Avenue,
Minneapolis

Freight traffic on the BNSF railroad and other nearby rail
lines, traffic on local roads

y 3334 Lakeland Avenue North, Side yard of single-family Traffic on CSAH 81 and local roads, hospital activity at
=L o2 Robbinsdale residence [t A0 North Memorial Medical Center

1411 Penn Avenue North, Traffic on Penn Avenue and other local roads, hospital
=Ly L2 Minneapolis EEER T GF O (EEeEnes [t 1500 activity at NorthPoint Health and Wellness Center

D Common Section
1000 TH 55, Minneapolis
LT-19 (part of the Preferred (Heritage Park)

Alternative)
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Table 5.6-3. Summary of Existing Ambient Noise Measurement Results (continued)

; Start of Measurement Noise Exposure
Site No. | Alignment Measurement Location AEESU T el MEEELEE: (dBA) Contributing Noise Sources
: Description Duration (hrs)

o

B (part of the Preferred  Grace Fellowship Church, Brooklyn

ST-2 Alternative) Park Church 5-14-12 17:00 Traffic on US 169 and other nearby roads
-———--_--_
ST-4 grfg?nr;g\flé?e i Eg:lf SRR I el I Church 5-16-12 13:11 Traffic on Broadway Avenue and CSAH 81
—--_--_
ST-6 o {part d°£|tt§natwe gg?g::‘;fam;th Regional Park, Park 51812  10:01 Traffic on Theodore Wirth Parkway
-———--—-—
e o2 e Sdevalknottoradostaton 74541 1327 B e e ™ "

D Common Section Harrison Education Center,
ST-10 (part of the Preferred Park 5-15-12 16:07 Traffic on TH 55 and other local roads
Alternative) Minneapolis

1 For sites ST-1 through ST-11, the Leqg measurements were used to estimate the Lan using FTA methodology for estimating noise exposure. This approach tends to be conservative and underestimate the existing noise levels, which can result in higher levels of noise impact for a project.
2For sites LT-1 through LT-19, the Leq was taken from the quietest hour of the typical peak traffic hours: 6:00 a.m. to 9:00 a.m. and 4:00 p.m. to 7:00 p.m. The lowest peak traffic hour noise level is used to provide a conservative estimate of the noise.
Source: HMMH Inc., 2012
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5.6.4 Environmental Consequences

5.64.1 Operating Phase (Long-Term) Impacts
No-Build Alternative

While there would be some changes in bus traffic on existing roadways due to future No-Build transit
improvements, these would not significantly affect the existing noise levels. Thus, no noise impacts are
anticipated within the Bottineau Transitway study area for the No-Build alternative.

Enhanced Bus/TSM Alternative

Similar to the No-Build alternative, no significant noise impacts would occur within the Bottineau
Transitway study area for the Enhanced Bus/TSM alternative.

Build Alternatives

Table 5.6-4 below summarizes the results of the noise impact assessment by alignment. Comparisons of
the existing and future noise levels are presented in Table 5.6-4, which includes ranges of results for FTA
Category 2 (residential) receptors with both daytime and nighttime sensitivity to noise and Category 3
receptors, consisting of institutional and recreational land uses with primarily daytime and evening use. In
addition to the distances to the track and proposed train speeds, Table 5.6-4 includes the existing noise
levels, the projected noise levels from rail operations, the future total noise levels, and the predicted
noise increases due to the project within each segment along the corridor. The predicted noise level
increase equals the future total noise level minus the existing noise level. Based on a comparison of the
predicted noise level increase with the impact criteria, the table also includes an inventory of the number
of moderate and severe noise impacts for each alignment option. The impacts for each alighment option
are discussed below, and Figures 12 through 40 in Appendix G show the locations of projected
unmitigated noise impacts. This represents all of the potential impacts along the corridor if no mitigation
measures were implemented. The application of mitigation measures would reduce the number of
impacted locations and the severity of impacts. The noise impact figures show the entire Bottineau
Transitway even though impacts are not projected to occur at all locations along the corridor.

It should be noted that impacts to historic properties as a result of project-related noise are discussed in
Section 4.4 and Chapter 8 Section 4(f) Analysis.
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Table 5.6-4. Summary of Unmitigated Noise Impacts by Alignment

Existing Project Total Noise Level Increase? (dB) Number of
: - : Receptors

Receptor . Noise Noise Noise

Alignment Type Levell Levelt Levell Predicted® Impact Criteria Impacted
(@BA® | (@BAY | (dBAP IW-_W-
Cat. 2 90t0890 56t063 57to61 59t065 17to53 16to28 41t064
Cat. 3 20 to 55

C7 (part of the 689to 481to
Preferred Cat. 2 30to 770 20 t0 55 54t068 55t083 58t083 1.71026.5 1.1t0 3.6 3t07.8 708 484
Alternative) Cat. 3 90 to 610 48t049 59to75 59to75 10.1to26 9.4t010.2 15.3t016.3 4
Cat 2 30 t0 410 20 to0 45 53 to 67 50 to 67 57 to 69 15to 14.4 12to39 3 2t08.4 320 40
Cat. 3 15 to 80 441062 62to67 62to68 6.5t017.9 4.1to 13 8.2t0 19.7

1 Distance to track is based on current alignment location data and has been rounded to the nearest five feet for this summary.

2Noise levels for land use category 2 are based on Lan and noise levels for land use category 3 are based on one-hour Leq; both are measured in dBA.

3 Existing noise levels are the results of the ambient noise measurements conducted for the project.

4 Project noise levels are exclusive of ambient noise levels, and includes project noise elements only.

5 Total noise levels are the cumulative noise levels including both ambient and project noise elements.

6 Predicted levels include LRV horn and bell noise and wayside crossing bells, where applicable.

7 Impacts on Alignment C vary due to the use of horn at the 71st Avenue grade crossing with Alignment B and the bell with Alignment A. This assumption is based on speed.

8 Impacts on Alignment D1 vary depending on use of the Golden Valley Road or Plymouth Avenue/Theodore Wirth Regional Park station options due to differences in speeds and noise sources
at different locations on the corridor.

Source: HMMH Inc., 2012
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Alignment A

For Alignment A, no severe noise impact is predicted to occur and moderate noise impact is predicted to
occur at 75 residences. There are generally a low number of impacts for this alignment option compared
to other alignments due to a low number of noise-sensitive properties, although the presence of multi-
family properties results in more residences affected. The impacts in this section are largely due to the
use of the LRV high-horn audible warning device. Impacts are also caused by receiver proximity to both
the track and to the wayside crossing signals.

Alignment B (part of the Preferred Alternative)

For Alignment B, severe noise impact is predicted to occur at eight residences and moderate noise
impact at 150 residences. Moderate noise impact is also predicted to occur at Prince of Peace Lutheran
Church. The impacts in this section are largely due to receiver proximity to the track and wayside crossing
signals, as well as proximity to crossovers.

Alignment C (part of the Preferred Alternative)

For Alignment C, the total number of impacts differs depending on the north alignment option selected
(Alignment A or B) as the assumed LRT speed at the 71st Avenue grade crossing is lower with Alighnment A
due to the proximity to the 71st Avenue station. The noise analysis assumes a bell will be sounded at the
71st Avenue grade crossing with Alignment A and a horn will be sounded with Alignment B. Severe noise
impact is predicted to occur at up to 481 residences, and also at Robin Hotel, Doug Stanton Ministries,
and Triangle Park. Moderate noise impact is predicted to occur at up to 689 residences, and also at
Washburn McReavy Funeral Home, Sacred Heart Church and School, Welcome Park, and Lee Park. The
impacts in this section are largely due to the use of the LRV high-horn audible warning device. Impacts
are also caused by receiver proximity to the LRT track, the relocated BNSF rail line, and crossovers.

Alignment D1 (part of the Preferred Alternative)

For Alignment D1, the total number of impacts differs depending on which LRT station option is selected -
the Golden Valley Road station option or the Plymouth Avenue/Theodore Wirth Regional Park station
option. This variation is due to changes in LRT speed depending on station location. Severe noise impact
is predicted to occur at 40 residences and moderate noise impact is predicted to occur at up to 56
residences, South Halifax Park, and The Family Partnership School. The impacts in this section are largely
due to receiver proximity to the track and crossovers. The residential noise impacts occur east of the
alignment because the properties to the east are closer to the track and there are fewer residences to the
west as the corridor is positioned along Walter Sochacki Park and Theodore Wirth Regional Park.

Alignment D2

For Alignment D2, severe noise impact is predicted to occur at 40 residences and moderate noise impact
is predicted at 320 residences, North Memorial Medical Center and Outpatient Center, and NorthPoint
Health and Wellness Center. The impacts in this section are largely due to receiver proximity to the track,
crossovers, and track on aerial structure. No impact is predicted at KMOJ Radio Station. A greater number
of moderate noise impacts is predicted on the west side of Penn Avenue (this includes homes that front
on the east side of Queen Avenue with backyards adjacent to the transitway) than on the east due to the
increase in future noise level predicted to result from the shift of Penn Avenue approximately 40 feet to
the west. Impacts are due to both the removal of a row of homes facing Penn Avenue and the shift of
Penn Avenue to the west.

Alignment D Common Section (part of the Preferred Alternative)

For the Alignment D Common Section moderate noise impact is predicted to occur at 18 residences. The
predicted impacts in this section are due to proximity to the track and crossovers. There are few impacts
in this section due to higher existing noise levels in this area as the corridor nears downtown Minneapolis
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and the placement of the alignment in the median of TH 55, which is a six-lane roadway along most of the
alignment. There is also no predicted use of the high-horn in this section.

Summary of Impacts by Alternative

Table 5.6-5 summarizes the predicted noise impact assessment results by Build alternative.

Table 5.6-5. Summary of Unmitigated Noise Impacts by Alternative

. Total Number of Receptors with | Total Number of Receptors with
Alternative : .
Moderate Noise Impact Severe Noise Impact

No-Build No noise impacts currently anticipated
Enhanced Bus/TSM No noise impacts currently anticipated
8441
A-C-D1 8372 523
A-C-D2 1,108 523
. 9391
B-C-D1 (Preferred Alternative) 9322 534
B-C-D2 1,203 534

1With Golden Valley Road station option
2With Plymouth Avenue/Theodore Wirth Regional Park station option
Source: HMMH Inc., 2012

Roadway Changes

There would be modifications to existing roadways due to the proposed Bottineau Transitway, which may
affect future noise conditions. In particular, Penn Avenue on Alignment D2 would be shifted approximately
40 feet west, and the westbound lanes of TH 55 on Alignment D1 would be shifted approximately 60 feet
north over a section approximately 800 feet in length. A noise analysis was conducted to determine the
change in future noise levels for nearby sensitive receptors due to the roadway modifications. The noise
analysis was based on measured noise levels from these roadways and future roadway alignments. The
results indicate that roadway modifications would be expected to cause noise level increases of less than
one dB, which would not substantially affect future noise conditions.

Stations

Noise projections near stations include speed adjustments and consideration of horn and bell noise at
these locations. Additional noise from park-and-ride locations has also been included in the noise
projections. However, the additional noise from park-and-ride activity does not significantly contribute to
the total project noise level at any receptor.

OMF

The OMF option at the northernmost end of Alignment B at 101st Avenue is not predicted to cause noise
impact at any noise-sensitive receptors. The closest receptor to this OMF option is Grace Fellowship
church at approximately 1,300 feet from the center of OMF yard activity. The predicted Leq from yard
noise is approximately 45 dBA at this receptor, which results in no increase above the measured existing
Leq of 56 dBA at this location. For the OMF option on Alignment B at 93rd Avenue, the noise levels from
yard activity is predicted to contribute to project noise levels at nearby receptors but is not predicted to
cause impact.

TPSS

TPSS have the potential to cause noise impact when they are located proximate to noise-sensitive
receptors. The primary noise sources associated with substations are magnetostriction of the transformer
core, which causes low-frequency tonal noise (hum), and cooling fans, which typically generate
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broadband noise. At most, the potential for noise impacts from substations would be limited to noise-
sensitive receptors located within 250 feet, which is the FTA noise impact screening distance for this
source. The potential for noise impact from substations will be evaluated in a later phase of the project
when sufficient details relating to their design and specific locations become available. Noise impact can
be avoided by selecting TPSS sites that are not near noise-sensitive receptors or, if necessary, by
including noise limits in the procurement documents.

The Chalet at Theodore Wirth Regional Park

The Chalet at Theodore Wirth Regional Park is an active-use recreational building. Much of the use in
Theodore Wirth Regional Park is active recreational activity, aside from an area of picnic tables that has
been included in the noise assessment and is predicted to experience no noise impact under the Build
alternatives A-C-D1 and B-C-D1. Minneapolis Parks and Recreation Board, the agency with jurisdiction
over Theodore Wirth Region Park, has concurred that the park is meant for active-use and therefore
should not be considered for noise sensitive impacts. However, the change in noise level that would be
experienced at The Chalet at Theodore Wirth Regional Park due to the project has been considered. The
existing noise level measured over a one-hour period at The Chalet near the 10th Hole Tee was 55.4 dBA.
According to FTA criteria, a noise level increase due to the project of 6.2 dBA would be the threshold for
moderate impact at this location. The future noise level due to the project at this location would be 55.5
dBA with either the Golden Valley Road station option or the Plymouth Avenue/Theodore Wirth Regional
Park station option. In either case, virtually no increase in noise level would be experienced at The Chalet
under Build alternatives A-C-D1 and B-C-D1.

5.64.2 Construction Phase Impacts

Project-generated construction noise is subject to requirements of local noise ordinances in the following
cities in the Bottineau Transitway corridor:

m  Minneapolis - Construction/demolition noise is allowed 7:00 a.m. to 6:00 p.m., Monday through
Friday. An After-Hours Work Permit is required for work anytime on Saturday or Sunday.

m  Golden Valley - Construction noise is limited to the hours of 7:00 a.m. to 10:00 p.m.
m Robbinsdale - No specific ordinance relative to construction noise

m Crystal - Operating power equipment or machinery is allowed from 7:00 a.m. to 10:00 p.m. on
weekdays and 9:00 a.m. to 9:00 p.m. on weekends and holidays.

m  Brooklyn Park - Construction noise is limited to the house of 7:00 a.m. to 10:00 p.m.

m  Maple Grove - Within 500 feet of any residentially zoned property, construction activities involving the
use of manual tools, movement of equipment or power equipment are not allowed at any time other
than between the hours of 7:00 a.m. and 9:00 p.m. on weekdays, and 8:00 a.m. and 9:00 p.m. on
public holidays, Saturdays, and Sundays.

No-Build Alternative

No construction-related noise impacts of the Bottineau Transitway are anticipated to result from the
No-Build alternative.

Enhanced Bus/TSM Alternative

No construction-related noise impacts of the Bottineau Transitway are anticipated to result from the
Enhanced Bus/TSM alternative.
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Build Alternatives

Temporary noise impacts could result from activities associated with the construction of new tracks and
stations, utility relocation, grading, excavation, track work, demolition, and installation of systems
components. Such impacts may occur in residential areas and at other noise-sensitive land uses located
within several hundred feet of the alignment. The potential for noise impact would be greatest at
locations near pile-driving operations for bridges and other structures, pavement breaking, and at
locations close to any nighttime construction work.

Construction noise varies greatly depending on the construction process, type and condition of equipment
used, and layout of the construction site. Many of these factors are traditionally left to the contractor's
discretion. Overall, construction noise levels are governed primarily by the noisiest pieces of equipment.
For most construction equipment, the engine, which is usually diesel, is the dominant noise source. This
is particularly true of engines without sufficient muffling. For activities such as impact pile driving and
pavement breaking, the predominant noise is that generated by the actual process.

Table 5.6-6 summarizes some available data on noise emissions of construction equipment from the FTA
guidance manual, in terms of averages of the Lmax values at a distance of 50 feet. Although the noise
levels in the table represent typical values, there can be wide fluctuations in the noise emissions of
similar equipment. Construction noise exposure at a given noise-sensitive location depends on the
magnitude of noise during each construction phase, the duration of the noise, and the distance from the
construction activities.

Table 5.6-6. Construction Equipment Noise Emission Levels

Equipment Type Typical Sound Level at 50 ft. (dBA)

Backhoe 80
Bulldozer 85
Compactor 82
Compressor 81
Concrete Mixer 85
Concrete Pump 82
Crane, Derrick 88
Crane, Mobile 83
Loader 85
Pavement Breaker 88
Paver 89
Pile Driver, Impact 101
Pump 76
Roller 74
Truck 88

Source: Federal Transit Administration, 2006

Projecting construction noise exposure requires an understanding of the equipment likely to be used, the
duration of its use, and the way it may be used by an operator (e.g., the percentage of time during
operating hours that the equipment operates under full power during each phase). Using typical sound
emission characteristics, as given in Table 5.6-6, it is possible to estimate Leq or Ldn at various distances
from the construction site.

The noise impact assessment for a construction site is based on:

m  An estimate of the type of equipment that would be used during each phase of the construction and
the average daily duty cycle for each category of equipment

March 2014 5-57



'BottmeauTranSItway

DRAFT ENVIRONMENTAL IMPACT STATEMENT

m Typical noise emission levels for each category of equipment such as those in Table 5.6-6
m Estimates of noise attenuation as a function of distance from the construction site

Table 5.6-7 is an example of the noise projections for equipment that is often used during tie-and-ballast
track construction. For the calculations, it is assumed that all the equipment is located at the geometric
center of the construction work site. Based on this scenario, an eight-hour Leq of 88 dBA would be
expected at a distance of 50 feet from the geometric center of the work site. This calculation in Table
5.6-7 does not assume any noise mitigation measures or any limits on the contractor about how much
noise can be made. With at-grade track construction, the duration of the activities at a specific location
along the alignment would be relatively limited, usually a matter of several weeks. As a result, even when
there may be noise impacts, the limited duration of the construction can mean that mitigation is not cost
effective.

Table 5.6-7. Typical Equipment List, At-Grade Track Construction

Typical Maximum

S Sound Level at 50 t. | P PMCAE UHIZR0ON | g (@BA)
Air Compressor 83 50% 80
Backhoe 80 40% 76
Crane, Derrick 82 10% 72
Dozer 85 40% 81
Generator 81 80% 80
Loader 85 40% 81
Pavement Breaker 84 4% 70
Shovel 80 40% 76
Dump Truck 88 16% 80

Total Workday Leq at 50 feet (8-hour workday) 88
Source: HMMH Inc., 2012

Based on the criteria in Section 3.1.3 of the Noise and Vibration Technical Report (HMMH, Inc., 2012)
and the noise projections in Table 5.6-7, and assuming that construction noise is reduced by six decibels
for each doubling of distance from the center of the site, screening distances for potential track
construction noise impact can be estimated. These estimates suggest that the potential for track
construction noise impact would be minimal for commercial and industrial land use, with impact
screening distances of 70 feet and 40 feet, respectively. Even for residential land use, the potential for
temporary track construction noise impact would be limited to locations within about 125 feet of the
corridor. However, the potential for noise impact from nighttime track construction could extend to
residences as far as 400 feet.

5.6.5 Avoidance, Minimization and/or Mitigation Measures

To mitigate noise impact from train operations, noise control can be considered at the source, along the
sound path, or at the receiver. Potential mitigation measures for reducing noise impacts from the
proposed project operations in terms of source, path, and receiver are described in Table 5.6-8.

Noise mitigation is considered depending on the need, feasibility, reasonableness, and effectiveness of
potential options. The FTA states that in considering potential noise impact, severe impacts should be
mitigated if at all practical and effective. At the moderate impact level, more discretion should be used,
and other project-specific factors should be included in considering the need for mitigation. These factors
include the existing noise level, predicted increase over the existing noise levels, the types and number of
noise-sensitive land uses affected, the noise sensitivity of the properties, the acoustic effectiveness of
mitigation options, and the cost-effectiveness of mitigating the noise.

March 2014 5-58



FBoi‘tmeauTrans/tway

DRAFT ENVIRONMENTAL IMPACT STATEMENT

Table 5.6-8. Potential Noise Mitigation Measures for Operational Impacts |

Mitigation | Mitigation Description
Location Option

Source

Path

Establishment
of Quiet Zones

Modified Use
of Audible
Warning
Devices

Special
Trackwork

Wheel/Rail
Lubrication

Noise Barriers

An effective option for mitigating noise impacts along the alignhment would
be to establish “quiet zones” near at-grade crossings. Quiet zones would
need to be established in accordance with FRA regulations. In quiet zones,
because of safety improvements at the at-grade crossings, train operators
would sound horns only in emergency situations rather than as a standard
operating procedure. Establishing quiet zones would require cooperative
action among the municipalities along the corridor, Minnesota DOT, FRA,
BNSF, and the transit agency. The municipalities are key participants in the
process, as they must initiate the request to establish quiet zones through
application to the FRA. To meet safety criteria, the municipalities may also
be required to provide improvements at grade crossings such as
modifications to the streets, raised medians, warning lights, and other
devices. The FRA regulation also authorizes the use of automated wayside
horns at crossings along with flashing lights and gates as a substitute for
the train horn. While activated by the approach of trains, these devices are
pole-mounted at the grade crossing, thereby limiting the horn noise
exposure area to the immediate vicinity of the crossing.

An approach for mitigating noise impacts due to LRV and wayside audible
warning devices (e.g., horns and bells) would be to modify the design,
settings, or use of these devices.

Turnouts are a major source of noise impact when they are located in
sensitive areas. If turnouts cannot be relocated away from sensitive areas,
other methods can be used to reduce noise impacts such as the use of
spring-rail, flange-bearing, or moveable-point frogs in place of standard
rigid frogs at turnouts. These devices allow the flangeway gap to remain
closed in the main traffic direction for revenue service trains.

There are several options to mitigate potential wheel squeal from small-
radius curves, including on-board solid-stick rail lubrication and wayside rail
lubrication. Automated wayside top-of-rail friction modifier systems put a
small amount of lubricant onto the top of the rail, which maintains a
constant coefficient of friction. This type of lubricant has been shown to
reduce or eliminate the potential for wheel squeal.

This is a common approach to reducing noise impacts from surface
transportation sources. The primary requirements for an effective noise
barrier are that the barrier must be high enough and long enough to break
the line-of-sight between the sound source and the receiver, be of an
impervious material with a minimum surface density of four Ib/sq. ft., and
not have any gaps or holes between the panels or at the bottom. Because
numerous materials meet these requirements, the selection of materials
for noise barriers is usually dictated by aesthetics, durability, cost, and
maintenance considerations. Noise barriers for transit projects typically
range in height from eight feet to twelve feet.
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Table 5.6-8. Potential Noise Mitigation Measures for Operational Impacts (continued)

Mitiggtion Miti_gation Description
Location Option

Sound insulation of residences and institutional buildings to improve the

outdoor-to-indoor noise reduction has been widely applied around airports
and in some situations for transit projects. Although this approach has no
effect on noise in exterior areas, it may be the best choice for sites where

. EUelie noise barriers are not feasible or desirable and for buildings where indoor
Receiver Sound o o . o
Insulation sensitivity is of most concern. Substantial improvements in building sound

insulation (of 5 to 10 dBA) can often be achieved by adding an extra layer
of glazing to the windows, by sealing any holes in exterior surfaces that act
as sound leaks, and by providing forced ventilation and air-conditioning so
that windows do not need to be opened.

Source: HMMH Inc., 2012

More specific potential noise mitigation measures associated with each alignment are summarized in
Table 5.6-9. The table includes the number of impacted receptors that could be benefitted with the
implementation of the primary potential mitigation measures listed, as well as the number of noise
impacts that would remain. The potential mitigation strategies will be further evaluated in subsequent
engineering to determine their feasibility and reasonableness, considering factors such as safety impacts,
cost effectiveness, and acceptability to the community.
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Table 5.6-9. Potential Noise Mitigation Measures by Alignment

Remaining
Receptors Noise Impacts

Primary Potential Benefitted with

Alignment Discussion

Mitigation Measure! | Primary Potential
Mitigation Measure

Potential mitigation could include the implementation of quiet
A Quiet Zones 65 to 70 5 to 0 zones from 73rd Avenue to 40th Avenue, sound insulation,
10 and modification to the design, settings, or use of audible

warning devices.

Potential mitigation could include the implementation of quiet
zones from 73rd Avenue to 40th Avenue, modifying or
relocating crossovers located between 39th Avenue North and

. 37th Avenue North, and the potential installation of two noise
2 y
C2 (part of the Qu!et Zone_s, 20 15to  barriers on the east side of the alignment between Corvallis
ezl Noise Barriers, W0 to 20 Avenue North and West Broadway Avenue and between 40th
Alternative) Crossover Mitigation 355 y

Avenue North and 34th Avenue North. Further potential
mitigation includes modifications to the design, settings, and
use of audible warning devices at grade crossings, additional
noise barriers, or sound insulation.
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Table 5.6-9. Potential Noise Mitigation Measures by Alignment (continued)

Remaining
Receptors Noise Impacts

Primary Potential Benefitted with

Alignment Discussion

Mitigation Measure! | Primary Potential
Mitigation Measure

Potential mitigation could include the installation of a noise
barrier on the south side of the alignment between France
Avenue North and Abbott Avenue North, as well as

D2 Noise Barriers, 45 10 50 ?005 5to modification or relocation of crossovers between 30th Avenue
Crossover Mitigation 310 10 North and 29th Avenue North. Further potential mitigation

includes additional noise barriers, sound insulation or
modifications to the design, settings or use of audible warning
devices.

1 Potential mitigation strategies will be further evaluated during subsequent phases of engineering to determine their feasibility and reasonableness, considering factors such as safety impacts,
cost effectiveness, and acceptability to the community.

2Properties on C vary depending on the north alignment selected (A or B).

3 Properties on D1 vary depending on use of the Golden Valley Road or Plymouth Avenue/Wirth Park station options due to differences in speeds and noise sources at different locations on the
corridor.

Source: HMMH Inc., 2012
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Construction activities would be carried out in compliance with all applicable local noise regulations. A
variety of best management practices for noise mitigation will be included in construction contract
specification in order to reduce noise effects during construction. These may include:

m  Avoiding nighttime (10 p.m. to 7 a.m.) construction in residential neighborhoods

m Using specially quieted equipment with enclosed engines and/or high-performance mufflers
m  Requiring all equipment to comply with pertinent EPA equipment noise standards

m Locating stationary construction equipment as far as possible from noise-sensitive sites

m  Constructing noise barriers, such as temporary walls or piles of excavated material, between noisy
activities and noise-sensitive receivers

m  Re-routing construction-related truck traffic along roadways that would cause the least disturbance to
residents

m Notifying nearby residents and community stakeholders whenever extremely noisy construction work
would occur

m Avoiding impact pile driving near noise-sensitive areas, where possible. Drilled piles or the use of a
sonic or vibratory pile driver are quieter alternatives where the geological conditions permit their use.
If impact pile drivers must be used, their use would be limited to the periods between 8:00 a.m. and
5:00 p.m. on weekdays.

m  Conducting noise monitoring during construction to verify compliance with the limits

5.7 Vibration

Information included within this section is based on the information provided in the Noise and Vibration
Technical Report (HMMH, Inc., 2012).

57.1 Regulatory Context and Methodology

5711 Regulatory Context

Vibration impact has been assessed according to guidelines specified in FTA’s Transit Noise and Vibration
Impact Assessment guidance manual (FTA Report FTA-VA-90-1003-06, May 2006). This section describes
the methodology for assessing potential impact from proposed transit projects such as the Bottineau
Transitway Project.

57.1.2 Methodology

The methodology for assessing potential long-term vibration impact from transit operations includes:

m |dentification of vibration-sensitive land uses within the area of potential effect of the proposed
project

m  Measurement and characterization of existing vibration conditions at these receptors

m  Projections of future vibration levels from transit operations for future Build alternatives
m  Assessment of potential long-term vibration impact

m  Recommendations for vibration mitigation

The guidance manual also includes the methodology for predicting and assessing potential short-term
vibration impact from construction activities. The approach to assessing potential impact from
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construction activities is more general than for transit operations since specific construction equipment
and methods depend on the contractor’s approach and are not typically defined at this stage of the
project.

Ground-Borne Noise and Vibration Fundamentals and Descriptors

Vibration consists of oscillatory waves that generate from the source through the ground to adjacent
buildings, and is typically called ground-borne vibration (GBV). Two types of vibration were analyzed for
the Bottineau Transitway - vibrations from the operation of the Build alternatives, and vibration that
would occur during project construction.

Vibration velocity is usually given in terms of either inches per second or decibels. This analysis utilizes
the abbreviation VdB for vibration decibels to minimize confusion with sound decibels.

Figure 5.7-1 illustrates human and building response to different levels of vibration in VdB. Existing
background building vibration is usually in the range of 40 to 50 VdB, which is well below the range of
human perception.

Figure 5.7-1. Typical Ground-Borne Vibration Levels22

Velocity
Human/Structural Response Level* Typical Sources (50 ft from source)

R
Threshold, minor cosmetic damage —> 100 «— Blasting from construction projects
fragile buildings

-<— Bulldozers and other heavy tracked

Difficulty with tasks suchas — (90 construction equipment

reading a computer screen

-<— Freight or commuter rail, upper range

Residential annoyance, infrequent ——  [80| < Rapid transit, upper range
events (e.g. commuter rail)

<— Freight or commuter rail, typical
Residential annoyance, frequent — ~<— Bus or truck over bump

evants: (6.9, rapid transi) 70| <— Rapid transit, typical

Limit for vibration sensitive —
equipment. Approx. threshold for ~<— Bus or truck, typical
human perception of vibration 60

Typical background vibration

*RMS Vibration Velocity Level in VdB relative to 10 inches/second

Ground-borne noise (GBN) is perceived as a low frequency rumble and is produced when GBV propagates
into a room and radiates noise from the motion of the surfaces. Airborne noise often masks GBN for at-
grade and elevated rail systems. Ground-borne noise criteria were applied only to buildings with sensitive
interior spaces that are well insulated from exterior noise for the above-ground Bottineau Transitway.

22 Source: FTA, 2006
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Vibration Impact Criteria

Vibration-Sensitive Land Use Categories

The FTA manual classifies vibration-sensitive land uses into the same three categories as noise. However,
since vibration is only assessed inside buildings, outdoor land uses are not considered to be sensitive. In
addition to the potential for human annoyance from vibration, vibration impact is also assessed to
evaluate potential interference with the use of certain sensitive equipment and interior spaces and to
evaluate the potential for damage to building structures.

m Vibration Category 1: High Sensitivity: Included in this category are buildings where vibration would
interfere with operations. Vibration levels may be well below those associated with human
annoyance. These buildings include vibration-sensitive research and manufacturing facilities,
hospitals with sensitive equipment, and university research operations. The sensitivity to vibration is
dependent on the specific equipment present. Some examples of sensitive equipment include
electron-scanning microscopes, magnetic resonance imaging scanners, and lithographic equipment.

m Vibration Category 2: Residential: Residences and buildings where people normally sleep. This
category includes homes, hospitals, and hotels.

m Vibration Category 3: Institutional: This category includes buildings with primarily daytime and
evening use. This category includes schools, libraries, and churches.

There are some buildings, such as concert halls, recording studios, and theaters, that can be very
sensitive to noise and/or vibration but do not fit into any of the three categories. Due to the sensitivity of
these buildings, they usually warrant special attention during the environmental assessment of a transit
project.

Vibration Impact Criteria

The FTA vibration and GBN impact criteria are based on land use and train frequency, as shown in Table
5.7-1. Table 5.7-2 gives criteria for acceptable levels of GBV and GBN for various types of special
buildings.

Table 5.7-1. Ground-Borne Noise and Vibration Impact Criteria

Ground-Borne Vibration Impact Criteria Ground-Borne Noise Impact Criteria
(VdB re: 1 micro-inch per second) (dBA re: 20 micro-Pascal)

Land Use Catego : :

gory Frequent Occasional | Infrequent Frequent | Occasional | Infrequent

Events? Events? Events3 Eventst Events? Events3

Category 1: Buildings
where low ambient
vibration is essential for
interior operations
Category 2: Residences
and buildings where 72 VdB 75 VdB 80 VdB 35 dBA 38 dBA 43 dBA
people normally sleep
Category 3: Institutional
land uses with primarily 75 VdB 78 VdB 83 VdB 40 dBA 43 dBA 48 dBA
daytime use
1 “Frequent Events” is defined as more than 70 vibration events per day. Most rapid transit projects fall into this category.
2 “Occasional Events” is defined as 30-70 vibration events of the