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Section 5309 New Starts Program

The Section 5309 “New Starts” program is the federal government’s primary program for
providing financial support to locally-planned, implemented, and operated fixed-
guideway-transit major capital investments. Projects eligible for New Starts (49 USC
85309) funding include any fixed guideway system which uses and occupies a separate
right-of-way, or rail line, for the exclusive use of mass transportation and other high
occupancy vehicles, or uses a fixed catenary system and a right-of-way usable by
other forms of transportation. This includes, but is not limited to, rapid rail, light rall,
commuter rail, automated guideway transit, people movers, and exclusive facilities for
buses (such as bus rapid transit) and other high occupancy vehicles. The law directs FTA
to evaluate and rate candidate New Starts projects as an input to federal funding
decisions and at specific milestones throughout each project’s planning and
development.

As a proposed project progresses through development, it must proceed through both
the planning/project development process guided by the FTA’s New Starts program,
and the environmental review process guided by NEPA/MEPA requirements. The
Southwest Transitway is being advanced in accordance with the federal project
development process. The project development process contains the phases shown in
the figure below. Information on the New Starts program, as it applies to the SWLRT
project, they can go to: http://www.fta.dot.gov/grants/12304.html .
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APPENDIX H - Land Use and Socioeconomic Analysis Methodology
American Community Survey Data

In the mid-1990s, the Census Bureau began to develop and implement the American
Community Survey (ACS), a continuous nationwide survey of addresses conducted
monthly. While initial data collection began in the mid-1990s, full implementation of ACS
across the United States and Puerto Rico did not begin until 2005. Where the decennial
(done every ten years) census provides official counts of all persons, households, and
other selected subjects, and serves as the basis for Congressional seat redistricting, the
ACS is intended to measure changing socioeconomic characteristics and conditions of
the population on a recurring basis.

The ACS does not provide official counts of the population between decennial
censuses, but instead provides weighted population estimates. The ACS is infended to
replace the “Long Form” of the decennial census and allow more continuous data
collection and reporting of socioeconomic information. U.S. Census Bureau officials
have indicated that the ACS is still in the initial rollout phase, and while data reporting
has begun, an additional two to three years will be necessary before results are
considered reliable and reported at lower census geographic levels. ACS data
currently available are considered reliable sources of information, but are reported with
a margin of error. According to the Census, “All published margins of error for the
American Community Survey are based on a 90 percent confidence level.”

For the cities of Eden Prairie, Minnetonka, and St. Louis Park, 3-year average estimates
are available between 2006 and 2008. However, because ACS data are only available
at the city-wide geographic level, they do not provide the level of detail necessary to
conduct corridor-specific scale analyses. Also, the Census Bureau has advised that
“Multiyear estimates cannot be used to say what is going on in any particular year in
the period, only what the average value is over the full period.” (U.S. Census Bureau
2006-2008)

Additional population projection data were prepared by and obtained from the
Metropolitan Council. In 2008, metfropolitan communities were required to update their
comprehensive plans pursuant to the Metropolitan Land Planning Act (MLPA) of 1995
(Minn. Stat. 473.851 to 473.871). As part of the comprehensive plans submitted to the
Metropolitan Council, communities develop and allocate population projections for the
year 2030 in the form of Transportation Analysis Zones (TAZ). A TAZ is a special
geographic area demarcated by transportation planners helping to determine
regional travel patterns to help plan for future transportation needs. These zones vary in
size, but typically include one or more census tracts or block groups.



Land Use Plans



APPENDIX H - Land Use Plans

The Metropolitan Council Plans and Studies

2030 Regional Development Framework
http://www.metrocouncil.org/planning/framework/documents.htm

In anticipation of accommodating 1 million additional people by the year 2030, the
Meftropolitan Council adopted the 2030 Regional Development Framework (RDF) in
2004. The RDF addresses four primary policies:

1.Working with local communities to accommodate growth in a flexible, connected
and efficient manner;

2.Planning and investing in multi-modal fransportation choices, based on the full range
of costs and benefits, to slow the growth of congestion and serve the region’s
economic needs;

3.Encouraging expanded choices in housing location and types, and improved access
to jobs and opportunities; and

4 Working with local and regional partners to reclaim, conserve, protect, and enhance
the region’s vital natural resources.

The Southwest Transitway is identified as the locally preferred alternative (LPA) transitway
corridor in the plan.

2030 Transportation Policy Plan
http://www.metrocouncil.org/planning/transportation/TPP/2008/index.htm

The Meftropolitan Council’s 2030 Transportation Policy Plan to coordinate transportation
systems in the Twin Cities metropolitan region. The plan specifies goals and objectives
for regional tfransportation systems, and outlines policies and priority investments to help
achieve these objectives.. A discussion of this plan and an analysis of the Southwest
Transitway project’s compatibility with the policies of the plan are located in Chapter 6,
Section é.1.

2030 Regional Parks Policy Plan
http://www.metrocouncil.org/planning/parks/2010/2030ParksPolicyPlan.pdf

The Regional Parks Policy Plan lays out the goals for the expansion and management of
the Twin Cities regional park system, and the strategies designed to meet those goals.
Of particular note for the Southwest Transitway is the policy on regional trails, New trails,
or trail segments, that serve regional users are considered a significant priority for the
regional parks system. The plan states that selection, development and operation of
bicycle fransportation arteries are covered as a component of the Council’s
transportation plan. Examples of existing regional frails that provide multiple benefits
include the Southwest LRT Regional Trails, Cedar Lake Regional Trail, the Mississippi River
Regional Trail, the Big Rivers Regional Trail and the Bruce Vento Regional Trail.

The plan notes that lands in the regional parks system may be subject to use-conversion
proposals, so it also contains policies for the conversion of parks and recreation land.
Before releasing a restrictive covenant that protects the property, the Metropolitan
Council will make findings that consider the following factor: Whether the proposed


http://www.metrocouncil.org/planning/parks/2010/2030ParksPolicyPlan.pdf�

project of greater benefit to the region than continuance of the regional parks system
unit. As an example, the plan states that “A well-designed transit waiting station or a
properly located and operated yard waste compost site could be of positive value to
the regional system and can be worked out between the proposing parties, the
implementing agencies and the Council in accordance with the system management
guidelines.” The covenants used by the Council to protect the regional parks system
ensures nondiscriminatory use of the land is continued in the future. The plan also has
the following provision:

However, where either the linkage or natural resources criterion or
both are met, two potential problem situations occur. First is a situation
where the surplus corridor is wide enough to accommodate
permanent use both as a light-rail/busway transit right-of-way and for
trail recreational purposes. Such areas are of substantial interest to the
regional parks system. It is hoped that differences between the
transportation use and the recreation use can be resolved so that
both types of activity can become permanent, valuable additions to
the metropolitan area. Planning, development and management
arrangements, however, will have to be worked out among the
various interests involved (page 2-26).

Hennepin County Plans and Studies

Hennepin County Transportation Systems Plan
http://www.hennepin.us/portal/site/HennepinUS/menuitem.b1ab75471750e40fa01dflo4
7ccf06498/2vgnextoid=57fa353ea19¢c4210VgnVCM100000492114689RCRD

The Hennepin County Transportation Systems Plan provides policy guidance on future
County transportation investments and strategies,, and it specifically addresses
transportation improvements, including transit improvements.

Hennepin County Sustainable Development Strategy 2011
http://www.hennepin.us/files/HennepinUS/Housing%20Community%20Works%20and %20
Transit/Department/Sustainable%20Development%20Strategy%20for%20Web.pdf

The County Housing, Community Works and Transit Department’s Sustainable
Development Strategy aims to integrate multi-modal transportation, economic
development, housing, and community choices.

Southwest LRT Community Works, in collaboration with the Metropolitan Council and its
Southwest LRT Project Office, will integrate LRT engineering and land use planning from
the outset of the preliminary engineering process. This coordinated work, which also
engages the cities and many other stakeholders along the corridor, seeks to maximize
economic and community benefits of public transit investments and stimulate private
investment within the corridor.
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Downtown Minneapolis Intermodal Station Siting and Feasibility Study
hitp://www.hennepin.us/files/HennepinUS/Housing%20Community%20Works%20and %20
Transit/Transportation/Transit%20Planning/Intermodal%20Station%20Final%20Report%202
006.pdf

The Downtown Minneapolis Infermodal Station Siting and Feasibility Study includes plans
for an intermodal station in downtown Minneapolis that would provide access to
intercity commuter rail, buses serving the downtown area, the Central Corridor and
Hiowatha LRT lines, and potentially, through the extension of the existing Hiawatha LRT
line, to the Southwest Transitway and Bottineau Corridor service. The study indicates
that the Southwest Transitway would likely enter the Intermodal Station site from the
west, possibly via Royalston Avenue, 6 Avenue, and 5™ Street where service could be
integrated with existing and planned LRT service.

The Interchange Environmental Assessment
http://www.theinterchange.net/index.php2option=com_phocadownload&view=cate
gory&id=4&ltemid=217

The FTA, with Met Council and HCRRA prepared the EA with Met Council as the project
sponsor and federal grant applicant working in partnership with the HCRRA. The
proposed action, the Interchange Project (“Project”), includes six main elements:

e Two sets of new light rail transit (LRT) trackwork including tail and storage tracks
at-grade and on structure

e A new station platform located approximately 100 feet west of the existing
Target Field Station platform

¢ Two new pedestrian open spaces including an upper plaza and a street-level
open space

¢ A new two-level parking structure located below the upper pedestrian plaza
and east of the street-level pedestrian open space

e Reconfigured 5th Street North/éth Avenue North intersection

¢ Relocated Hennepin Energy Recovery Center (HERC) Administration Building
(HAB) within the project site

HCRRA Staff report on Freight Rail Relocation
hitp://www.hennepin.us/files/HennepinUS/Housing%20Community%20Works%20and %20
Transit/Regional%20Railroad%20Authority/Authority/Freight%20Rail%20Presentation%20A
Ug%2016%202011.pdf hitp://www.hennepin.us/freightrail

Conclusions: the most viable and therefore preferred route for freight rail is the MN&S
line in St. Louis Park and the preferred location of LRT is in the Kenilworth corridor along
with the Kenilworth Bike Trail- absent freight rail.
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City of Eden Prairie Plans and Studies

City of Eden Prairie Comprehensive Guide Plan
hitp://www.edenprairie.org/index.aspxepage=123

https://qis.edenprairie.org/City/CityMap/PublicCityMapMdainPage.aspx

The City of Eden Prairie Comprehensive Guide Plan contains several elements that
pertain to the Southwest Transitway project, outlines goals for land use and
tfransportation, and specifies policy implementation measures intended to promote
development around the project.

Included in the transportation chapter is a specific plan for transit service in Eden Prairie,
where the city also specifies their support for the Build Alternatives that would serve the
Major Center Area (MCA) and Golden Triangle Area (GTA) regions. “The City of Eden
Prairie has passed a resolution supporting the recommendations of the Alternatives
Analysis Study while maintaining a strong preference for the routing options that serve
the Major Center Area and the Golden Triangle Area. In addition, the City supports
efforts to fund and construct the project in a timely manner and understands that the
project is considered a priority project for the region. In further support of LRT in the
transit corridor, the City has planned for transit supportive uses and densities within one-
half mile of the stations proposed for the Major Center Area’s Town Center and the
Golden Triangle Area.” (Eden Prairie 2009)

Eden Prairie Major Center Area Study
http://www.edenprairie.org/vCurrent/live/article.asper=2283

http://www.edenprairie.org/modules/showdocument.aspx2documentid=330

http://www.edenprairie.org/index.aspxepage=121

The Eden Prairie Major Center Area Study's goal was to establish a vision for the Major
Center Area (MCA) region for the next 25 years, and provide a land use policy tool to
guide growth and redevelopment. Part of the vision statement asserts that “Bus and
light rail transit service should be completely integrated into the street network and
development pattern to take advantage of concentrations of people who will choose
to use fransit to get around the area.” (Eden Prairie 2006) Key land use
recommendations include the creation of a Town Center area bordered by Flying
Cloud Drive, Singletree Lane, and Technology Drive in the center of the MCA that
would include a compact, appropriately scaled mix of land uses.

Implementation of the Southwest Transitway is a key recommendation of the MCA
study as a catalyst for future land use changes and private development. “As
congestion increases, LRT will bring a highly reliable and convenient mode of travel to
this area, connecting workplaces and residences in the southwest to other significant
regional destinations such as downtown Minneapolis.” The study clearly indicates future
land use and transportation planning support for the project, stating “LRT service is
highly recommended in the future MCA plan.” (Eden Prairie 2006)


http://www.edenprairie.org/index.aspx?page=123�
http://www.edenprairie.org/vCurrent/live/article.asp?r=2283�
http://www.edenprairie.org/modules/showdocument.aspx?documentid=330�

As a follow-up report to the MCA study, the city published the Town Center Design
Guidelines in 2007. The design specifications included in this report provide additional
guidance on urban design features for the MCA and Town Center areq, including
public spaces, context-sensitive streetscape solutions, and integration of the built
environment with transit facilities, including the proposed LRT stations.

Golden Triangle Land Use/Multfi-Modal Transportation Evaluation
http://www.edenprairie.org/vCurrent/live/

The Golden Triangle Land Use/Multi-Modal Transportation Evaluation evaluated the
potential for increased mixed land use patterns, and identified four objectives : 1)
Reduce peak period fraffic congestion, 2) Maintain or improve property tax benefits, 3)
Increase transit use and alternative transportation modes use in a suburban location,
and 4) Explore the possibility of creating additional development opportunities in Eden
Prairie for regional commercial development. The study supports redevelopment within
one-half mile of the Southwest Transitway project, including the proposed Golden
Triongle Station located along LRT 3A (LPA), LRT 3A-1 (co-location alternative), LRT 3C-1
(Nicollet Mall), and LRT 3C-2 (11th/12th Street) alternatives.

City of Minnetonka Plans and Studies

2030 Minnetonka Comprehensive Guide Plan
http://www.eminnetonka.com/community _development/planning/comprehensive _qui

de plan.cfm

The Southwest Transitway project is prominently discussed in the 2030 Minnetonka
Comprehensive Guide Plan as a priority for the city. The plan states: “The Southwest
Corridor LRT includes a preferred alignment that directly serves the Opus area, as well
as Hopkins and the Golden Triangle, offering significant transit improvements for
Minnetonka-area residents, employees, and employers as well as the communities of
Eden Prairie, St. Louis Park, and Minneapolis.” (Minnetonka 2009)

Minnetonka has several distinct regional business centers, including Opus Business Park
and Minnetonka Corporate Center. Both of these centers are located in the
southeastern corner of the city, and the 2030 plan specifies continued planning for LRT
and land uses supportive of transit-oriented development (TOD) principles and transit
ridership. The plan states: “The planned Southwest LRT route will bisect Opus in the
north/south direction as it extends between the cities of Hopkins and Eden Prairie. The
City of Minnetonka and Hennepin County will shortly begin a study to review LRT station
area locations and potential TOD techniques that can be utilized in station area
planning efforts.

City of Hopkins Plans and Studies 'ﬂfﬁjﬁ;ﬁn'fo?fe(j'gffeﬁs

Hopkins Comprehensive Plan and systems serving a
country, state, or city.

http://www.hopkinsmn.com/development/plan/index.p Transportation infrastructure

hp includes things like roads,
bridges, highways, bus
systems, LRT systems, etfc.

The Hopkins Comprehensive Plan The plan provides a
vision for the city’s future that includes strengthening city
neighborhoods and quality of life, enhancing the character of downtown Hopkins,
redeveloping transportation corridors, protecting open spaces, and making informed



decisions regarding transportation infrastructure investments. The plan recognizes the
Southwest Transitway project as an integral part of the updated comprehensive plan,
and emphasizes the project as an important transportation corridor for the
redevelopment efforts within the city. The plan does not identify a preference for a
specific alignment or LRT alternative, but focuses the discussion of the project in relation
to Segment 4 between the Shady Oak Station and West Lake Station, which is common
to each of the four LRT alternatives. (Hopkins 2009)

The plan also outlines policies for other tfransportation modes, including bus transit,
bicycle, and pedestrian facilities. “The city will ensure that there is good public transit
service and LRT-feeder bus connectivity at each LRT station.” Additionally, the plan
states: “Hopkins will strive to create excellent pedestrian environments in and around its
future LRT stations and TOD areas.” (Hopkins 2009)

East Hopkins Land Use and Market Study
http://www.hopkinsmn.com/development/current/eastend/index.php

The East Hopkins Land Use and Market Study was developed to “take a more proactive
look at future land use and market opportunities” on the east side of the city, an area
bounded generally by TH 7 to the north, U.S. Highway 169 to the west, Excelsior
Boulevard to the south, and the Blake Road “corridor” to the east. The Southwest
Transitway project was a catalyst for the study, which stated “Potential for transit-
oriented development was a contributing factor that impacted plan concepts
throughout this study.” The study specifically addresses the “regional rail corridor”
owned by HCRRA. The study discusses the future development potential resulting from
implementation of the Southwest Transitway, stating, “Construction of a transit line
passing through the study area could significantly enhance the attractiveness of the
area as a business and residential setting.” The study examines potential station
locations and impacts on surrounding land use. (Hopkins 2003)

Blake Road Corridor Small Area Plan
http://www.hopkinsmn.com/development/current/blake/index.php

The Blake Road Corridor Small Area Plan (BRCP) was serves as a policy document for
the Blake Road Corridor within which an LRT station for the Southwest Transitway is
proposed. The affected area includes Blake Road north of the HCRRA ROW and south
of TH 7, and the blocks adjacent to Blake Road along Cambridge Street, Cottageville
Park, Lake Street NE, 2nd Street NE, and Minnehaha Creek. “The primary ideas behind
the plan include focusing development near the future LRT station while creating an
extension of 2nd Street east of Blake Road that becomes the ‘front door’ to future
redevelopment of that site.” (Hennepin County 2009)

City of St. Louis Park Plans and Studies

City of St. Louis Park Comprehensive Plan, December 2009
http://www.stlouispark.org/comprehensive-plan.himl

The Southwest Transitway project is discussed at length in the City of Saint Louis Park
Comprehensive Plan, and the city has focused future land use planning efforts around
the three stations located in St. Louis Park. While the plan does not indicate a
preference for a specific alternative, it acknowledges the proposed alignment through
the city along the ROW owned by HCRRA. According to the plan, three stations are



planned in St. Louis Park, to be located at Beliline Boulevard, Wooddale Avenue, and
Louisiana Avenue.

The plan references study of the MN&S alignment: “*Consideration of the TC&W ftraffic
moving to the north/south CP lines has been a possibility. The physical options of various
routing of trains are being studied by HCRRA aft this time. Impacts to traffic circulation
and neighborhoods need to be considered before a decision is made.” Plan goals
regarding freight rail include: 1) Minimize impacts of railroad operations in St. Louis Park
(eliminate all blocking and switching operations; address noise and vibration impacts)
2) Work with government entities to address the potential rerouting of freight rail in

St. Louis Park (participate in study). The plan has a “Railroad” land use category (RRR)
that includes approximately 162 acres of right-of-way used for railroad and trail
purposes.

See additional studies concerning the Freight Rail Relocation under Hennepin County
(3.1.3.2).

Eimwood Land Use, Transit & Transportation Study
http://www.stlouispark.org/pdf/ElImwoodReport.pdf

Results of the EImwood Land Use, Transit & Transportation Study were incorporated into
the St. Louis Park Comprehensive Plan. The study was developed to guide decisions on
land use redevelopment, infill development, and infrastructure changes in the Eimwood
neighborhood.

City of Minneapolis Plans and Studies

The Minneapolis Plan for Sustainable Growth
http://www.ci.minneapolis.mn.us/cped/plans.asp

The Minneapolis Plan for Sustainable Growth (MPSG) was unanimously adopted by the
Minneapolis City Council in October 2009, and approved by the Metropolitan Council
in the same year. This plan updates The Minneapolis Plan of 2000 as the new
comprehensive plan for the city. The plan contains a map of future city transitways,
which identifies two of the alternative alignments for the Southwest Transitway in
Minneapolis: Segment A and Segment C-1. At the time the plan was originally written,
Segment C-2 had not been developed.

The plan does not discuss the Southwest Transitway project specifically, nor does the
plan endorse any of the Build Alternatives considered. The plan outlines policy
objectives for current and future growth.

The plan outlines the creation of Transit Station Areas (TSAs); a land use policy feature
intended to promote growth specifically around transit stations along fixed-route
transitways. Capitalizihg on community development benefits and transit-supportive
public policies, development in or around TSAs would be designed with pedestrian,
bicyclist, and transit patrons in mind, to serve individuals who are more likely to use
transit (such as residents of higher density housing and office or retail workers), and
would include small-scale retail services.



Access Minneapolis
http://www.minneapolismn.gov/publicworks/transplan/

From 2005 to 2009, the City of Minneapolis developed and implemented the Access
Minneapolis — Ten-Year Transportation Action Plan specifying tfransportation
improvements and policies the city intends to take for the coming decade. This plan
makes a series of policy recommendations for all modes of transportation, prioritizes city
infrastructure investments, and provides design guidelines for selected infrastructure
improvements, such as sidewalks. The plan is divided info multiple sections, and
specifies city-wide actions and actions in the downtown core area. The applicable
contents of this plan, along with the findings regarding compatibility of the Build
Alternatives considered with the plan, are discussed in Chapter 6, Section 6.1.

Bassett Creek Valley Master Plan
http://www.minneapolismn.gov/cped/planning/plans/cped _basset-creek

The Bassett Creek Valley Master Plan was approved by the Minneapolis City Council in
January 2007, and envisions a system of existing and proposed parks and open space
integrated with a revitalized mixed-use urban village. The Bassett Creek area is located
immediately west of downtown Minneapolis, and is considered a sub-area. The plan
advocates the redevelopment of industrial land areas to a compact, mixed-use
development of residential, commercial, and open space land uses.

Bryn Mawr Neighborhood Land Use Plan
http://www.minneapolismn.gov/www/groups/public/@cped/documents/webcontent/
wcms1p-085291.pdf

The Bryn Mawr Neighborhood Land Use Plan was adopted by the Minneapolis City
Council in September 2005. The plan addresses issues and opportunities for future land
uses, tfransportation, housing, commercial development, and natural resource
management in the neighborhood revolving around land use, fransportation, housing,
and natural resource management. Planning for the neighborhood has been
structured, in part, around improvements to fransit service.

The plan specifies the location of the corridor by stating “Southwest Corridor Light Rail
Transport (LRT) will run through the southern segment of the neighborhood.” While the
plan provides limited references to the project, it acknowledges the project as having
several potential benefits to the neighborhood. “An LRT station and commuter rail
operations could present opportunities to the neighborhood, such as offering residents
an alternative means of fravel around the Twin Cities. The LRT would also bring people
to the neighborhood and increase opportunities for the neighborhood commercial
nodes.” The plan identifies the proposed Penn Avenue Station, on Segment A, near the
intferchange of Penn Avenue and 1-394, along with the development potential for
additional residential and commercial space to neighborhood residents. (Minneapolis
20050q)

Nicollet Avenue: The Revitalization of Minneapolis’ Main Street
http://www.ci.minneapolis.mn.us/cped/plans.asp

The Nicollet Avenue Task Force Report was adopted by the Minneapolis City Council in
May 2000. In 1998 the Minneapolis City Council established the Nicollet Avenue Task
Force to develop recommendations regarding redevelopment opportunities, locations


http://www.minneapolismn.gov/cped/planning/plans/cped_basset-creek�

for streetscape improvements, and transportation/roadway improvements. The report’s
study area extends to both sides of Nicollet Avenue between Grant Street and 62nd
Street for a total length of 6 miles. The four main strategies presented in the study are:

¢ Investin well-defined commercial nodes and corridors to encourage increased
compatibility of adjacent uses

e Redevelop under-utilized commercial areas to encourage increased compatibility of
adjacent uses

e Encourage quality urban design and pedestrian-friendly environments

¢ Manage traffic flow and reduce traffic speed

Downtown East/North Loop Master Plan
http://www.minneapolismn.gov/cped/planning/plans/master

-plans_downtown-east-north-loop_index A "streetscape” is the
appearance or view of a
Adopted by the City of Minneapolis in 2003, the Downtown street.
East/North Loop Master Plan was developed to guide future _
land use development of the Downtown East and North Loop RGS%VSODTT@T 'STO TOO,'T
neighborhoods, particularly around improved mass transit Creol ed Dy state law fo assis
. . . . R . ocal governments in
service, including bus and rail transit. The plan includes eliminating blight from a
discussions of market potential, future land use plans, and an designated area, as well as
urban design plan for the streetscape character within the to achieve the goals of

study area. While the plan does not discuss the Southwest development,
reconstruction, and

Transitway project specifically, a critical element of the plan is rehabilitation of residential,
redevelopment and infill development surrounding the commercial, industrial and
proposed Target Field Station and the new Minnesota Twins retail districts.
baseball stadium, Target Field. Generally, the plan is very o .
supportive of fransit-oriented development and places !)”JL?negvifgng”;lo'givnoéviis
particular emphasis on fransit services being coordinated to vacant areas in city centers or
connect with the Target Field Station. urban settings.

North Loop Small Area Plan
http://www.ci.minnegpolis.mn.us/cped/plans.asp

In 2010, the City of Minneapolis completed an update to the Downtown East/North
Loop Master Plan, originally developed in 2003. “The purpose of the North Loop Small
Area Plan is to be a complementary piece to the Downtown East/North Loop Master
Plan. The update is meant to encapsulate the remainder of the North Loop
neighborhood that has not been the beneficiary of small-area planning in the past. The
original plan continues to be relevant and this update will fransfer its recommendations
to the rest of the North Loop while providing more detail.” (Minneapolis 2010) The North
Loop Small Area Plan is a land use, tfransportation, and infrastructure investment policy
plan, based on the policy direction of The Minneapolis Plan for Sustainable Growth,
developed for the North Loop neighborhood area immediately west of downtown
Minneapolis. The study area was defined generally as Plymouth Avenue to the north,
Lyndale Avenue/I-94 to the west, I-394/2nd Avenue and Hennepin Avenue to the
southeast, and the Mississippi River to the northeast.

The Southwest Transitway project is identified as a potential tfransit improvement to the
North Loop neighborhood area, and while the plan recognizes that a final alignment
for the Southwest Transitway project has not be selected at this time, it does provide the



foundation for supportive land uses and transportation improvements associated with
implementation of the project through the North Loop neighborhood. “The North Loop
neighborhood stands to benefit from its proximity to a variety of major public
investments in the coming years. Southwest Light Rail Transit is one such investment that
can help to make the neighborhood a destination of choice long into the future”
(Minneapolis, 2010).

Warehouse District Heritage Streets Plan
http://www.minneapolismn.gov/cped/projects/cped heritage street plan

The Warehouse District Heritage Street Plan builds upon the information and
guidance developed in the Minneapolis Warehouse Historic District Designation,
Minneapolis Warehouse Historic District Design Guidelines, and the North Loop Small
Area Plan.

The purpose of the plan is to provide clear direction on the pressing issue of how to
protect the historic infrastructure of the District while promoting an accessible and
pedestrian friendly environment. The plan will improve the decision-making process
for the adaptive reuse of streets in the historic district. The geographic scope of the
project is the twenty-three blocks of streets and numerous alleys that retain original
paving materials and the industrial infrastructure.

The document is a detailed street by street plan with specific methods for
preserving the remaining historic materials and industrial infrastructure, while
accommodating the Americans with Disabilities Act (ADA) requirements and the
need for street and sewer repairs. The plan will be used to inform the individual site
decisions that property owners, design professionals, and the City will need to make
when buildings in the District are rehabilitated. It will also be used as the guiding
document for the design and development of City capital improvement projects
for the reconstruction and repair of the streets and alleys.

The Warehouse District Heritage Street Plan was approved by the North Loop
Neighborhood Association on July 27, 2011 and the Minneapolis Heritage
Preservation Commission on August 23, 2011.

The Lyn-Lake Small Area Plan
http://www.minnedapolismn.gov/www/groups/public/@cped/documents/webcontent/
convert 273408.pdf

Adopted by the Minneapolis City Council in 2009, the Lyn-Lake Small Area Plan is
focused on community and economic development of the Lyn-Lake region. The study
area of the plan encircled Lyndale Avenue from Ridgewood Avenue to 34th Street
West, and also included a portion between Dupont Avenue and Blaisdell Avenue,
surrounding the Midtown Corridor and West Lake Street. The Lyn-Lake region of
Minneapolis is a rapidly changing urban area. New mixed-use residential and retail




developments are sprouting on previously abandoned sites and former industrial
buildings are being refurbished for residential, office, retail, and studio space use.

“The plan builds on the existing land use policies in the Minneapolis Plan for Sustainable
Growth, the Uptown Small Area Plan and the Midtown Greenway Land Use and Development

Plan.”

A "historic district” is a related
Midtown Minneapolis Land Use and Development group of buildings, properties,
Plan or sites that have been

http://www.minneapolismn.gov/www/groups/public/ dgfg}gﬁdrgi hi;*%ﬁffgﬁfor
@cped/documents/webcontent/wcms1p-085287.pdf ecturaly signit ’

The Midtown Minneapolis Land Use and Development Plan, adopted in December
2005, sets out guidelines for future development and infrastructure improvements along
Lake Street in Minneapolis. The study area is located between the Midtown Corridor
and 315t Street between Blaisdell and 11" avenues with Lake Street running down the
center. I[dentified as a primary commercial corridor of the city, the plan also recognizes
Lake Street as a major crosstown transportation corridor, and suggests that
transportation aspects of the corridor have both positive and negative implications.
(Minneapolis 2005b) The higher traffic volumes, coupled with the Midtown Greenway
multi-use trail and other pedestrian amenities, help establish the corridor as a vibrant
economic region of the city.

Midtown Greenway Land Use and Development Plan
http://www.minnegpolismn.gov/www/groups/public/@cped/documents/webcontent/
convert_266361.pdf

The Midtown Greenway Land Use and Development Plan was adopted by the City of
Minneapolis in February 2007, and provides policy guidance and recommendations for
future land use development along the Midtown Corridor (referred to as the Midtown
Greenway). The plan evaluates the long-term viability of existing land uses adjacent to
the Midtown Corridor and provides guidance for future land uses.

Midtown Corridor Historic Bridge Study
http://www.minnedpolismn.gov/www/groups/public/@council/documents/webconten
t/convert 255440.pdf

The Midtown Corridor Historic Bridge Study was prepared in 2007 for the Public Works
Department of the City of Minneapolis to assess potential repair and rehabilitation
limitations, present the original construction methods, and identify potential effects of
bridge removal on the corridor's status as a historic district. The Midtown Corridor is
located between Hennepin Avenue and Cedar Avenue and includes twenty-six historic
bridges. Results of the evaluation showed structural and functional deficiencies with
virtually every bridge and therefore recommended eventual removal of all of the
bridges. Because the bridges are one of the only characteristic features defining the
area as a historic district, their removal could instigate the loss of the area’s status on
the National Register of Historic Places and it could be delisted. The Study indicates that
the city intends to apply for federal funds to assist in the preservation of the bridge
structures and that the city, the HCRRA, and Hennepin County will work together to
derive agency agreements dealing with future bridge maintenance, programming for




any reclassification or replacement programs, financial partnering, and long-term
ownership of the structures. (Minneapolis 2007b)

Uptown Small Area Plan
hitp://www.minneapolismn.gov/www/garoups/public/@cped/documents/webcontent/
convert 267686.pdf

The Uptown Small Area Plan provides guidance on the future development of the
Uptown region, a densely populated urban, commercial-retail, and residential center of
the Twin Cities metropolitan area. The Uptown region of Minneapolis is located
southwest of downtown Minneapolis and is made up of several neighborhoods
including East Isles, Lowry Hill East, East Calhoun, and Calhoun Area Residents Action
Group (CARAG). Future land use planning promotes higher residential and employment
densities, urban design specifications, and enhancing connections between the
Midtown Corridor, the surrounding lakes area, and urban core.

Minneapolis Parks and Recreation Board Comprehensive Plan

http://www.minneapolisparks.org/documents/about/compplan/ComprehensivePlan.p
df

In 1883, the Minneapolis Park and Recreation Board was created by an act of the
Minnesota State Legislature and a vote of Minneapolis residents. It serves as an
independently elected, semi-autonomous body responsible for governing, maintaining,
and developing the Minneapolis park system. Its stated mission is to” ... permanently
preserve, protect, maintain, improve, and enhance its natural resources, parkland, and
recreational opportunities for current and future generations.” One of the
comprehensive plan’s goals is “Focused land management supports current and future
generations.” Among the objectives supporting this goals is to: "Ensure parcels
considered for disposition meet one or more of the following criteria:

a) removing the parcel does not diminish recreation or environmental function of the
park system,

b) the parcel is not accessible by the public,

c) the parcel does not serve the needs of individuals within a growth area of the city or
is not part of an adopted park plan, and

d) the parcel is too small for future park or natural area development.”

This plan is further discussed in Section 3.5.

Minnesota Department of Transportation Comprehensive Statewide Freight and
Passenger Rail Plan

http://www.dot.state.mn.us/planning/railplan/finalreport/MNRailPlanFinalReportFeb201
0.pdf

The State Rail Plan addresses future freight rail and passenger rail needs throughout the
state. Section 4.2.8 of the plan specifically addresses potential freight rail relocations,
including the proposed Kenilworth freight rail relocation project. The plan recommends
that the Kenilworth project should proceed through further study development and
evaluation, led by a locally responsible public agency, in cooperation with the State of
Minnesota.



The State Rail Plan indicates that a successful, viable rail industry that meets the future
needs of the Minnesota economy requires continued investment and improvement to
its infrastructure. Key improvements elements defined in the plan include: Continue to
make improvements to the condition and capacity of Minnesota’s primary railroad
arterials to accommodate existing and future demand; address critical network
bottlenecks; upgrade main line track (all Class I-lll railroads) to 25 mph minimum speed,
as warranted; improve the network (all Class I-lll railroads) to support the use of

286,000 pound railcars throughout; implement state of the art traffic control and safety
systems, and expand intermodal service access options throughout the State.
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Appendix H — Socioeconomics Data

Table 1. Southwest Transitway Employment by Build Alternative

Percent Percent
Build 2010 2020 2010t 2030 201016
Alternative 2020 2030
LRT 1A 205,342 223,345 8.8 239,907 16.8
LRT 3A 255,896 280,974 9.8 301,420 17.8
LRT 3A-1 240,666 264,324 9.8 284,145 18.1
LRT 3C-1 303,289 334,201 10.2 355,556 17.2
LRT 3C-2 290,542 318,113 9.5 339,341 16.8

Source: Metropolitan Council

In addition to considering employment statistics from the year 2000 census, the U.S.
Census Bureau publishes the Longitudinal Employer-Household Dynamic (LEHD) and
Local Employment Dynamics (LED) dataset(s). These data provide an approximate
count of workers for states, counties, Metropolitan Statistical Areas (MSA), and census
tracts and blocks. The counts of workers are derived from employer surveys, and are
intended to provide basic information on the approximate number of workers, where
workers reside, and commuting to work information. Because the data are unavailable
at the block group level, the tract level data were reviewed for the study area.
According to the 2008 LEHD/LED data, the number of employees working in the study
area census tracts from the entire seven county Twin Cities metropolitan area was
approximately 319,050. It is important to note that the census tracts are larger in total
land area as compared to the block groups, and therefore portions of some census
tracts may be outside the actual study area boundary.

American Community Survey Population, Household, and Employment Estimates

In the mid-1990s, the Census Bureau began to develop and implement the American
Community Survey (ACS), a continuous nationwide survey of addresses conducted
monthly. While initial data collection began in the mid-1990s, full implementation of ACS
across the United States and Puerto Rico did not begin until 2005. Where the decennial
(done every ten years) census provides official counts of all persons, households, and
other selected subjects, and serves as the basis for Congressional seat redistricting, the
ACS is intended to measure changing socioeconomic characteristics and conditions of
the population on a recurring basis.

The ACS does not provide official counts of the population between decennial
censuses, but instead provides weighted population estimates. The ACS is intended to
replace the “Long Form” of the decennial census and allow more continuous data
collection and reporting of socioeconomic information. U.S. Census Bureau officials
have indicated that the ACS is still in the initial rollout phase, and while data reporting
has begun, an additional two to three years will be necessary before results are
considered reliable and reported at lower census geographic levels. ACS data
currently available are considered reliable sources of information, but are reported with



a margin of error. According to the Census, “All published margins of error for the
American Community Survey are based on a 90 percent confidence level.”

For the cities of Eden Prairie, Minnetonka, and St. Louis Park, 3-year average estimates
are available between 2006 and 2008. However, because ACS data are only available
at the city-wide geographic level, they do not provide the level of detail necessary to
conduct corridor-specific scale analyses. Also, the Census Bureau has advised that
“Multiyear estimates cannot be used to say what is going on in any particular year in
the period, only what the average value is over the full period.” (U.S. Census Bureau
2006-2008)

Additional population projection data were prepared by and obtained from the
Metropolitan Council. In 2008, metropolitan communities were required to update their
comprehensive plans pursuant to the Metropolitan Land Planning Act (MLPA) of 1995
(Minn. Stat. 473.851 to 473.871). As part of the comprehensive plans submitted to the
Metropolitan Council, communities develop and allocate population projections for the
year 2030 in the form of Transportation Analysis Zones (TAZ). ATAZ is a special
geographic area demarcated by transportation planners helping to determine
regional travel patterns to help plan for future transportation needs. These zones vary in
size, but typically include one or more census tracts or block groups.

Table 2 provides recent population, household, and employment estimates for the five
cities through which the Build Alternatives pass. These estimates use 2010 census counts
as a base year. Data from the State of Minnesota were retrieved from the State
Demographic Center and the Minnesota Department of Employment and Economic
Development. Estimate data provided by the Minnesota State Demographic Center
and the U.S. Census Bureau’s ACS are reported for the entire city, and are not available
at refined geographic levels. Therefore, insufficient information is available to determine
population, household, or employment estimates for the study area specifically.
However, these data can provide insight into the changing nature of the five cities
through which the Build Alternatives pass.

Table 2. City Population, Household, and Employment Estimates

City
Data Source & Eden . . . . St. Louis
b
Characteristic Prairie Hopkinsa | Minneapolis Minnetonka Park
Population 60,797 17,591 382,578 49,734 45,250
;:Oel%sus Households 23,930 8,366 163,540 21,901 21,743
Employmentd 45,526 14,159 310,412 40,419 37,287
2008 Population 62,610 17,481 390,131 51,756 47,221
State of Households 24,166 8,523 168,669 22,256 22,347
Minnesota
Estimates Employment N/A N/A N/A N/A N/A
2008-2010 | Population 60,108 N/A 381,401 49,654 45,012
ACS 3-Year | Margin of
Estimatesc | Error +/-52 N/A +/-111 +/-63 +/-49




City
Data Source & Eden . . . . St. Louis
b
Characteristic Prairie Hopkinsa | Minneapolis Minnetonka Park
& Margins Households 24,215 N/A 183,196 23,168 22,954
of Error .
Margin of
Error +/-710 N/A +/-1,764 +/-534 +/-668
Employment 45,921 N/A 313,858 40,620 37,430
Margin of
Error +/-629 N/A +/-1,722 +/-630 +/-461

Sources: Minnesota State Demographic Center, 2008; U.S. Census Bureau, Census 2010, and American Community
Survey, 2010

a Annual ACS data are currently only reported for cities or urban areas with populations greater than 20,000. In 2008, the
Metropolitan Council estimated Hopkins population to be 17,481, and estimated the number of households in Hopkins
at 8,523. These estimates were based on year 2000 census counts reported to the Minnesota State Demographic
Center, which publishes these results.

b Annual estimates of population are only available for areas with populations greater than 65,000. In Minnesota, annual
estimates are only available for the cities of Minneapolis, St. Paul, Duluth, St. Cloud, Rochester, Bloomington, Brooklyn
Park, and Plymouth. The figures shown for Minneapolis reflect the latest annual estimates of the demographic
characteristics considered.

¢ The ACS 3-year estimate data are based on 3-year averages of an area’s socioeconomic characteristics, and are
available for cities with populations greater than 20,000. Multiyear estimates are incapable of identifying
socioeconomic or demographic changes in any one year during the time period shown, and represent only the
average value of the characteristic measured (total population, households, or employment) for the identified time
period.

d The employment figure shown for the 2010 census refers to the number of personsl6 years and older living in the
specified community, which the census (ACS 2010 5-year estimates) considers working age. This number is for all
employees, regardless of employment status.

Similar to the 2000 census, the ACS provides detailed tables on a variety of
socioeconomic characteristics. Table 3 provides an estimate of race and ethnicity. The
maurgins of error are provided below each estimate.




Table 3. 2008-2010 3-Year ACS Race and Ethnicity Population Estimates

City
Characteristic Ee
o Hopkinsa | Minneapolis? Minnetonka | St. Louis Park
Prairie
White (Non-Hispanic) 48,483 N/A 272,941 46,064 39,502
P (+/-1,395) (+/-2,952) (+/-847) (+/-805)
Black or 5,066 N/A 75,274 1,860 4,292
African-American (+/-1,207) (+/-2,431) (+/-555) (+/-802)
Asian 5,899 N/A 23,872 1,812 1,695
(+/-1,110) (+/-1,569) (+/-595) (+/-564)
All Others 1,637 N/A 23,364 747 1,332
(+/-913) (+/-3,320) (+/-477) (+/-733)
Hispanic or Latinos 2,293 N/A 36,728 1,109 1,243
P (+/- 796) (+/-2,304) (+/-394) (+/-323)
Total 60,108 N/A 381,401 49,654 45,012
(+/-52) (+/-111) (+/-63) (+/-49)

a Population estimates are not available for the City of Hopkins.

b Annual population estimates are available for the City of Minneapolis. The population estimates shown are for year
2008, the most recent year estimates are published by the Census Bureau.

€ By Census Bureau definition, the ethnic category “Hispanic or Latino” includes persons of any race, and are a subset of
the overall population (the numbers do not contribute to the total population since those persons are already
counted in other categories).
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APPENDIX H - Community Facilities and Resources Data

This section identifies the community facilities and resources in the study area. Eighty-six
community facilities and resources have been identified, including libraries, police and
fire stations, parks, recreation centers, theatres, ice rinks, post offices, and a court
house. Some of these facilities serve the study area neighborhoods in which they are
located, but many serve the greater metropolitan area. Table 1 lists the community
facilities and resources within the study area and Figure 1 shows their locations.

Table 1. Community Facilities in the Study Area

Name Address

Eden Prairie

Eden Prairie Station 1 - Headquarters

14800 Scenic Heights Road

Eden Prairie City Center & Police Department

8080 Mitchell Road

The Eden Prairie Art Center

7650 Equitable Drive

Fairview Eden Center Clinic

830 Prairie Center Drive

Minnetonka

Minnetonka Fire Station 3

5700 Rowland Road

Shady Oak Beach

5200 Shady Oak Road

Glen Moor Park

5700 Glen Moor Road West

Hopkins

Aspen Medical Group Clinic

715 2nd Avenue South

Hopkins Pavilion - Central Park

101 16t Avenue South

Hopkins Fire Station 1

101 17t Avenue South

Valley Park

801 7t Avenue South

Hilltop Park & Ice Rink

2014 4t Street North

Hopkins Activity Center

33 14t Avenue North

Hopkins Center for the Arts

1111 Mainstreet

Hopkins Police Station

1010 1st Street South

Hopkins City Hall

1010 1st Street South

Hopkins Library

22 11t Avenue North

Burnes Park Ice Skating Rink

301 2nd Street North

Overpass Skate Park

Harley Hopkins Ice Rink

108 Jackson Avenue South

Interlachen Park

262 Homedale Road

Oakes Park

900 Lake Street NE

St. Lou

is Park

Dakota Park

Keystone Park

Roxbury Park




Name

Address

Park Nicollet Methodist Hospital

6500 Excelsior Blvd.

Park Nicollet Clinic - St. Louis Park

3800 Park Nicollet Blvd.

St. Louis Park Police Substation

4072 Meadowbrook Lane

St. Louis Park Fire Station 1

3750 Wooddale Avenue

St. Louis Park Fire Station 2

2262 Louisiana Avenue

St. Louis Park Police Station

5005 Minnetonka Boulevard

The St. Louis Park Recreation Center

3700 Monterey Drive

Veterans Memorial Amphitheater

3700 Monterey Drive

St. Louis Park Police Substation

4717 Park Commons Drive

St. Louis Park City Hall

5005 Minnetonka Boulevard

St. Louis Park Library

3240 Library Lane

Minneapolis

Cedar Lake Park

Kenwood Park & Community Center

2101 Franklin Avenue West

Minneapolis Chain of Lakes Regional Park*

Levin Park

Bryn Mawr Meadows

Mueller Park

Bryant Square Park & Recreation Center

3101 Bryant Avenue South

Painter Park & Recreation Center

620 34th Street W

Whittier Park

425 26th Street W

Washburn Fair Oaks Park

Franklin Steele Park

The Bakken Museum

3537 Zenith Avenue South

Minneapolis Fire Station 22

3025 Market Plaza

Granada Theater

3022 Hennepin Avenue

Uptown Theater

2900 Hennepin Avenue

Walker Pubilic Library

2880 Hennepin Avenue

The Jungle Theater

2951 Lyndale Avenue South

Minneapolis 5t Precinct Police Station

3101 Nicollet Avenue

Minneapolis Fire Station 8

2749 Blaisdell Avenue South

Whittier Neighborhood Center

425 West 26th Street

Minneapolis Fire Station 16

1600 Glenwood Avenue North

The Minneapolis Institute of Arts

2400 Third Avenue South

The Hennepin History Museum

2303 Third Avenue South

Walker Art Center

1750 Hennepin Avenue

Allina Hospitals & Clinics - Uptown

2800 Hennepin Avenue




Name

Address

Family Medical Center HCMC Clinic

5 West Lake Street

Park Nicollet Clinic - Minneapolis

2001 Blaisdell Ave. S.

Fairview Uptown Clinic

3033 Excelsior Blvd.

Allina Medical Clinic - Nicollet Mall

825 Nicollet Mall

Allina Medical Clinic- The Doctors Uptown

1221 West Lake Street

Minneapolis Sculpture Garden

Loring Park

1382 Willow Street

Minneapolis Fire Station 6

121 East 15t Street

Minneapolis Convention Center

1301 Second Avenue South

Orchestra Hall

1111 Nicollet Mall

U.S. Post Office

110 8th Street South

Orpheum Theater

824 Hennepin Avenue

State Theater

805 Hennepin Avenue

Pantages Theater

710 Hennepin Avenue

First Avenue/7th Street Entry

701 1st Avenue North

Minneapolis Farmers Market

312 East Lyndale Avenue

Target Field

Target Center

600 1st Avenue North

lllusion Theater

528 Hennepin Avenue

Minneapolis 15t Precinct Police Station

29 S 5th Street South

Hennepin County Government Center

300 S 6th Street South

Minneapolis City Hall

350 5th Street South

Minneapolis City Hall Police Station

350 5th Street South

Minneapolis Public Library

300 Nicollet Mall

U.S. District Court

300 4th Street South

U.S. Post Office

307 4t Avenue South

Minneapolis Fire Station 1

530 31d Street South

Milwaukee Road Depot and Freight House

300 Washington Avenue South

U.S. Post Office

100 1st Street South

Minneapolis Fire Station 4

1101 6th Street North

*The Minneapolis Chain of Lakes Regional Park is not represented by an independent symbol in Figure 3.2-2.

Source: HDR Engineering, Inc., 2009




Figure 1. Community Facilities in the Study Area
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Figure 2 shows the locations of places of worship in the study area, and Table 2 provides

a listing.

Table 2. Places of Worship in the Study Area

Name

Address

Eden Prairie

Resurrection Life Church

16397 Glory Lane

Eden Prairie United Methodist Church

15050 Scenic Heights Road

St. Andrew Lutheran Church

13600 Technology Drive

Life Church 14100 Valley View Road
City Hill Fellowship 12901 Roberts Drive
Liberty Baptist Church 6500 Baker Road

Wooddale Church

6630 Shady Oak Road

Minnetonka

Bethlehem Lutheran Church

5701 Eden Prairie Road

Old Apostolic Lutheran Church

5617 Rowland Road

Immaculate Heart of Mary

13505 Excelsior Boulevard

Faith Presbyterian Church

12007 Excelsior Boulevard

West Oaks Community Church

11901 Excelsior Boulevard

Cross of Glory Baptist Church

4600 Shady Oak Road

Fairview Evangelical Lutheran Church

4215 Fairview Avenue

Lutheran Community of Grace

11400 4th Street North

Hopkins

St Joseph's Church of Hopkins

1310 Mainstreet

Hope Baptist Church

33 14t Avenue North

Church of the Cross

201 9th Avenue North

Zion Lutheran Church of Hopkins

241 5th Avenue

Mizpan United Church of Christ

412 5t Avenue

Living Waters Christian Church

1002 2nd Street

St. John The Evangelist Catholic Church

6 Interlachen Road

St. Lou

is Park

Baha'i Faith

3037 Jersey Ave South

Lutheran Church-Reformation

2544 Highway 100 South

Ascension Lutheran Church

6719 Cedar Lake Road

The Wellness Interfaith Church

5871 Cedar Lake Road

St. Paul Capital

5353 Gamble Dr. #395

Prince of Peace Lutheran Church

8115TH 7




Name

Address

Knollwood Church of Christ

3639 Quebec Avenue South

Anglican Church-St. Dunstan

4241 Brookside Avenue

First Ukrainian Evangelical Baptist Church of
Minnesota

5450 West 41st Street

Wooddale Lutheran Church

4003 Wooddale Avenue South

Most Holy Trinity Catholic Parish

4017 Utica Avenue South

Union Congregational Church

3700 Alabama Avenue South

Holy Family Catholic Church

5900 West Lake Street

Macedonian Evangelical Miss Baptist Church

3208 Xenwood Avenue South

B'Nai Emet Synagogue

3115 Ottawa Avenue South

St. George's Episcopal Church

5224 Minnetonka Boulevard

Spirit of Christ Community Lutheran Church

5801 Minnetonka Boulevard

Sherwood Bible Church

6408 Minnetonka Boulevard

St. Louis Park Evangelical Free Church

6805 Minnetonka Boulevard

Minneapolis

Basilica of St. Mary

88 17t Street North

St. Paul's Episcopal Church

1917 Logan Avenue South

Grace-Trinity Community Church

1430 West 28th Street

Temple Israel

2324 Emerson Avenue South

Hennepin Ave United Methodist Church

511 Groveland Avenue

Plymouth Church Neighborhood

430 Oak Grove Street

Fowler Methodist Episcopal Church

2011 Dupont Avenue South

Saint Mark's Episcopal Cathedral

519 Oak Grove Street

Lake of the Isles Lutheran Church

2020 West Lake of the Isles Parkway

Central Lutheran Church

333 12th Street South

Westminster Presbyterian Church

1200 Marquette Avenue

Salem English Lutheran Church

2822 Lyndale Avenue

Church of Scientology

1011 Nicollet Mall

St Olaf Catholic Church

215 8th Street South

Gethsemane Episcopal Church

905 4th Avenue South

St Mary's Greek Orthodox Church

3450 Irving Avenue South

First Universalist Church

3400 Dupont Avenue South

Aldrich Ave Presbyterian Church

3501 Aldrich Avenue South

Zion Lutheran Church

128 West 33d Street

St John's Baptist Church

3232 Fremont Avenue South

Joyce United Methodist Church

3041 Fremont Avenue South

Lyndale Congregational United

810 West 31st Street




Name

Address

Vietnamese Alliance Church

3100 Grand Avenue

Stewart Memorial Presbyterian Church

116 East 32nd Street

Liberal Catholic Church

3201 Pleasant Avenue South

Simpson United Methodist Church

2740 1st Avenue South

Minneapolis Hispanic SDA Church

2700 Stevens Avenue South

Calvary Church

2608 Blaisdell Avenue South

Spirit of St Stephens Catholic Community

106 East 24th Street

Seventh-Day Adventist Church

2315 Nicollet Avenue

First Christian Church

2201 1st Avenue South

Church of St Stephen

2211 Clinton Avenue South

Plymouth Congregational Church

1900 Nicollet Avenue

Open Door Evangelistic World

615 East 28th Street

St Thomas Apostle Church

2914 West 44t Street

Linden Hills Congregational

4200 Upton Avenue South

Loring Nicollet-Bethlehem

2539 Pleasant Avenue South

Source: HDR Engineering, Inc.




Figure 2. Places of Worship in the Study Area
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Schools

Twenty three schools are located within the Southwest Transitway study area. Figure 3
illustrates the locations of the schools, and Table 3 provides a listing, along with their
addresses and 2011-2012 academic year enrollments.

Table 3. Schools and Enrollments in the Study Area

Name Address 2011-2012
Enrollment
Eden Prairie
Central Middle School 8025 School Road 1,417
Forest Hills Elementary School 13708 Holly Road 554
Eagle Heights Spanish Immersion School 8100 School Road 810
Minnetonka
Bren Road Education Center 11140 Bren Road West
Hopkins
Alice Smith Elementary School 801 Minnetonka Mills Road 579
Harley Hopkins Family Center 125 Monroe Avenue South 116
Blake School 110 Blake Road South 573
St. Louis Park
St. Louis Park Senior High School 6425 West 33 Street 1,370
Park Spanish Immersion (PSI) School 6300 Walker Street 515
Susan Lindgren Intermediate Center 4801 West 41st Street 501
Metropolitan Open School 3390 Library Lane 4
Peter Hobart Elementary School 6500 W. 26th St. 553
Benilde-St. Margaret High School 2501 Highway 100 1,183
Jewish Day School and Community Center 4330 Cedar Lake Road
Holy Family Academy 5925 West Lake Street 201
Minneapolis
Kenwood Community/Performing Arts School | 2013 Penn Avenue South 451
Anwatin Middle School 256 Upton Avenue South 547
Harrison Education Center 501 Irving Avenue North 65
Bryn Mawr Community School 252 Upton Avenue South 445
Park View Montessori School 252 Upton Avenue South
Blake School 511 Kenwood Parkway 524
Dunwoody College of Technology 818 Dunwoody Boulevard 1,4092
Minneapolis Community and Technical 1501 Hennepin Avenue 14,6092
College
Lake Harriet Community Lower School 4030 Chowen Avenue South 402
Lyndale Community School 312 West 34th Street 495
Jefferson Community School 1200 West 26t Street 658




Name Address 2011-2012

Enrollment
Success Academy 1006 West Lake Street 15
Whittier International Elementary School 315 West 26th Street 638
Emerson Spanish Immersion Elementary 1421 Spruce Place 426
School

Sources: Minnesota Department of Education, 2010; Minnesota Office of Higher Education, 2010; Minneapolis
Community and Technical College, 2010

a Student enrollment for the 2010-2011 academic year.
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Community Facilities and Resources, Places of Worship, Schools, and Public Housing by
Segment

No Build Alternative

The No Build Alternative represents the planned changes and would not have an
impact on community facilities and resources, places of worship, schools, or public
housing in the study area.

Enhanced Bus Alternative

The Enhanced Bus Alternative represents improved bus service, which would improve
access to community facilities and resources, places of worship, schools, and public
housing in the study area. Implementation of the Enhanced Bus Alternative is not
anticipated to have any impacts to community facilities or resources. With traffic levels
projected to increase in the study area over the next 20 years, more vehicles could
result in additional pressures on community facilities and resources such as increased
demands for parking, traffic noise levels, or air quality impacts. The construction of bus
stops would be largely in the public ROW on the edges of current transportation
facilities and transportation ROW easements. The bus route would not require the
acquisition of property. Bus stops would be located in existing public ROW, and in the
unlikely event a bus stop is required to be located on private property, all necessary
ROW acquisition steps would be taken.

Build Alternatives

Table 4 provides an inventory of community facilities and resources, places of worship,
schools, and public housing within a half-mile of proposed stations, by project planning
segment. Because the half-mile radiuses of some stations overlap, some community
facilities are located within a half-mile of two stations, but are listed only once for each
segment, according to the station they are closest to. In downtown Minneapolis,
several stations would provide access to many of the same community facilities.

Table 4. Community Facilities by Segment and LRT Station

Community Facility Station ‘ Neighborhood/City Address
Segment 1 (LRT 1A)

Central Middle School TH5 Eden Prairie 8025 School Road

Minnetonka Fire Station 3 Rowland Minnetonka 5700 Rowland Road

Old Apostolic Lutheran Church | Rowland Minnetonka 5617 Rowland Road

Segment 3 (LRT 3A, LRT 3A-1, LRT 3C-1, and LRT 3C-2)

Eden Prairie United Methodist Mitchell Eden Prairie 15050 Scenic

Church Heights Road

Eden Prairie Fire Stationl Mitchell Eden Prairie 14800 Scenic
Heights Road

Eden Prairie City Center & Mitchell Eden Prairie 8080 Mitchell Road

Police Department

The Eden Prairie Art Center Mitchell Eden Prairie 7650 Equitable Drive

St. Andrew Lutheran Church Southwest Eden Prairie 13600 Technology
Drive




Community Facility Station Neighborhood/City Address
Fairview Eden Center Clinic Southwest | Eden Prairie 830 Prairie Center
Drive
Segment 4 (LRT 1A, LRT 3A, LRT 3A-1, LRT 3C-1, and LRT 3C-2)
West Oaks Community Church | Shady Oak | Minnetonka 11901 Excelsior
Boulevard
Cross of Glory Baptist Church Shady Oak | Minnetonka 4600 Shady Oak
Road
Hopkins Fire Station 1 Shady Oak | Hopkins 101 17t Avenue
South
Hopkins Pavilion - Central Park Shady Oak | Hopkins 101 16t Avenue
South
St Joseph's Church of Hopkins Hopkins Hopkins 1310 Mainstreet
Hopkins Police Station Hopkins Hopkins 1010 1¢t Street South
Hopkins City Hall Hopkins Hopkins 1010 1st Street South
Valley Park Hopkins Hopkins 801 7th Avenue
South
Hopkins Activity Center Hopkins Hopkins 33 14th Avenue
North
Overpass Skate Park Hopkins Hopkins
Hopkins Center for the Arts Hopkins Hopkins 1111 Mainstreet
Hopkins Library Hopkins Hopkins 22 11th Avenue
North
Interlachen Park Blake Hopkins 262 Homedale
Road
St. John The Evangelist Catholic | Blake Hopkins 6 Interlachen Road
Church
Living Waters Christian Church Blake Hopkins 1002 2nd Street
Oakes Park Blake Hopkins 900 Lake Street NE
St. Louis Park Police Substation Louisiana Meadowbrook 4072 Meadowbrook
Neighborhood, Lane
St. Louis Park
Park Nicollet Methodist Hospital | Louisiana Brooklawns Neighborhood, | 6500 Excelsior
St. Louis Park Boulevard
Union Congregational Church | Wooddale 3700 Alabama
Avenue
St. Louis Park Fire Station 1 Wooddale | Elmwood Neighborhood, 3750 Wooddale
St. Louis Park Avenue
Park Spanish Immersion (PSI) Wooddale | Sorenson Neighborhood, 6300 Walker Street
School St. Louis Park
Parkview Park Wooddale | Lenox Neighborhood,
St. Louis Park




Community Facility Station Neighborhood/City Address

St. Louis Park Senior High School | Wooddale | Lenox Neighborhood, 6425 West
St. Louis Park 33d Street

Holy Family Catholic Church Wooddale | Sorenson Neighborhood, 5900 West
St. Louis Park Lake Street

The St. Louis Park Recreation Beltline Wolfe Park Neighborhood, | 3700 Monterey Drive

Center St. Louis Park

Excelsior & Grand Beltline Wolfe Park Neighborhood, | 4630 Excelsior
St. Louis Park Boulevard

Bass Lake Park Beltline Wolfe Park Neighborhood,
St. Louis Park

B'Nai Emet Synagogue Beltline Triangle Neighborhood, 3115 Ottawa
St. Louis Park Avenue

Wolfe Park Beltline Wolfe Park Neighborhood,
St. Louis Park

Carpenter Park Beltline Triangle Neighborhood,
St. Louis Park

St. Louis Park Police Station Beltline Triangle Neighborhood, 5005 Minnetonka
St. Louis Park Boulevard

St. Louis Park City Hall Beltline Triangle Neighborhood, 5005 Minnetonka
St. Louis Park Boulevard

St. George's Episcopal Church Beltline Fern Hill Neighborhood, St. | 5224 Minnetonka
Louis Park Boulevard

Fern Hill Park Beltline Fern Hill Neighborhood, St.
Louis Park

Minneapolis Fire Station 22 West Lake West Calhoun 3025 Market Plaza
Neighborhood,
Minneapolis

Fairview Uptown Clinic West Lake West Calhoun 3033 Excelsior
Neighborhood, Boulevard
Minneapolis

Segment A (LRT 1A.

LRT 3A and LRT 3A-1)

Kenwood 21st Street Kenwood Neighborhood, | 2013 Penn Avenue

Community/Performing Arts Minneapolis South

School

Minneapolis Chain of Lakes 21st Street Kenwood Neighborhood,

Regional Park (portion of) Minneapolis

Lake of the Isles Lutheran Penn Kenwood Neighborhood, | 2020 West Lake of

Church Minneapolis the Isles Parkway

St. Paul's Episcopal Church Penn Lowry Hill Neighborhood, 1917 Logan Avenue
Minneapolis South

Kenwood Park Penn Kenwood Neighborhood,

Minneapolis




Community Facility Station Neighborhood/City Address

Bryn Mawr Meadows Van White | Bryn Mawr Neighborhood,
Minneapolis

Blake School Upper Van White | Lowry Hill Neighborhood, 511 Kenwood
Minneapolis Parkway

Minneapolis Sculpture Garden | Van White | Lowry Hill Neighborhood,
Minneapolis

Dunwoody College of Van White | Lowry Hill Neighborhood, 818 Dunwoody

Technology Minneapolis Boulevard

Basilica of St. Mary Van White | Loring Park Neighborhood, | 88 17th Street North
Minneapolis

Walker Art Center Van White | Lowry Hill Neighborhood, 1750 Hennepin
Minneapolis Avenue

Minneapolis Farmers Market Royalston North Loop Neighborhood, | 312 East Lyndale
Minneapolis Avenue

Orpheum Theater Royalston Downtown West 824 Hennepin
Neighborhood, Avenue
Minneapolis

Target Field Target Field | North Loop Neighborhood,
Minneapolis

Northstar Commuter Ralil Target Field | North Loop Neighborhood,
Minneapolis

Target Center Target Field | Downtown West 600 1st Avenue
Neighborhood, North
Minneapolis

First Avenue/7th Street Entry Target Field | Downtown West 701 1st Avenue
Neighborhood, North
Minneapolis

Pantages Theater Target Field | Downtown West 710 Hennepin
Neighborhood, Avenue
Minneapolis

lllusion Theater Target Field | Downtown West 528 Hennepin
Neighborhood, Avenue
Minneapolis

3 Degrees Church Target Field | Downtown West 113 5t Street North
Neighborhood,
Minneapolis

Minneapolis Police 1st Precinct | Target Field | Downtown West 29 5th Street South
Neighborhood,
Minneapolis

Minneapolis Public Library Target Field | Downtown West 300 Nicollet Mall

Neighborhood,
Minneapolis




Community Facility

Station

Neighborhood/City

Address

Segment C-1 (LRT 3C-1)

St John's Baptist Church Uptown CARAG Neighborhood, 3232 Fremont
Minneapolis Avenue

Joyce United Methodist Church | Uptown CARAG Neighborhood, 3041 Fremont
Minneapolis Avenue

Granada Theater Uptown ECCO Neighborhood, 3022 Hennepin
Minneapolis Avenue

Uptown Theater Uptown East Isles Neighborhood, 2900 Hennepin
Minneapolis Avenue

Walker Pubilic Library Uptown East Isles Neighborhood, 2880 Hennepin
Minneapolis Avenue

Allina Medical Clinic Uptown CARAG Neighborhood, 1221 West Lake
Minneapolis Street

Grace-Trinity Community Uptown East Isles Neighborhood, 1430 West

Church Minneapolis 28th Street

Levin Park Uptown East Isles Neighborhood,
Minneapolis

Jefferson Community School Uptown Lowry Hill East 1200 West
Neighborhood, 26t Street
Minneapolis

Minneapolis Chain of Lakes Uptown ECCO

Regional Park (portion of) Minneapolis

Success Academy Lyndale Lowry Hill East 1006 West
Neighborhood, Lake Street
Minneapolis

Bryant Square Park Lyndale CARAG Neighborhood,
Minneapolis

Lyndale Congregational United | Lyndale CARAG Neighborhood, 810 West 31t Street
Minneapolis

Vietnamese Alliance Church Lyndale CARAG Neighborhood, 3100 Grand Avenue
Minneapolis

Liberal Catholic Church Lyndale Lyndale Neighborhood, 3201 Pleasant
Minneapolis Avenue

The Jungle Theater Lyndale Whittier Neighborhood, 2951 Lyndale
Minneapolis Avenue

Salem English Lutheran Church | Lyndale Whittier Neighborhood, 2822 Lyndale
Minneapolis Avenue

Mueller Park Lyndale Lowry Hill East
Neighborhood,
Minneapolis

Whittier Park Lyndale Whittier Neighborhood,

Minneapolis




Community Facility Station Neighborhood/City Address

Whittier International School Lyndale Whittier Neighborhood, 315 West 26t Street
Minneapolis

Whittier Neighborhood Center | Lyndale Whittier Neighborhood, 425 West 26th Street
Minneapolis

Family Medical Center HCMC

28th Street

Lyndale Neighborhood,

5 West Lake Street

Clinic Minneapolis

Minneapolis Police 5t Precinct | 28t Street Whittier Neighborhood, 3101 Nicollet
Minneapolis Avenue

Simpson United Methodist 28t Street Whittier Neighborhood, 2740 1st Avenue

Church Minneapolis South

Minneapolis Fire Station 8 28t Street Whittier Neighborhood, 2749 Blaisdell
Minneapolis Avenue

Minneapolis Hispanic SDA 28t Street Whittier Neighborhood, 2700 Stevens

Church Minneapolis Avenue

Open Door Evangelistic World 28t Street Phillips West 615 East 28t Street
Neighborhood,
Minneapolis

Calvary Church 28th Street Whittier Neighborhood, 2608 Blaisdell
Minneapolis Avenue

Loring Nicollet-Bethlehem 28t Street Whittier Neighborhood, 2539 Pleasant
Minneapolis Avenue

Minneapolis College of Art and | Franklin Whittier Neighborhood, 2400 3d Avenue

Design Minneapolis South

The Minneapolis Institute of Arts | Franklin Whittier Neighborhood, 2400 39 Avenue
Minneapolis South

Washburn Fair Oaks Franklin Whittier Neighborhood,
Minneapolis

The Hennepin History Museum Franklin Whittier Neighborhood, 2303 3d Avenue
Minneapolis South

Church of St. Stephen Franklin Whittier Neighborhood, 2211 Clinton
Minneapolis Avenue

Spirit of St. Stephens Catholic Franklin Whittier Neighborhood, 106 East 24t Street

Community Minneapolis

City of Lakes Waldorf School Franklin Whittier Neighborhood, 2344 Nicollet
Minneapolis Avenue

Seventh-Day Adventist Church | Franklin Whittier Neighborhood, 2315 Nicollet
Minneapolis Avenue

First Christian Church Franklin Whittier Neighborhood, 2201 1st Avenue
Minneapolis South

Urban League Academy Franklin Whittier Neighborhood, 2201 Blaisdell
Minneapolis Avenue

Park Nicollet Clinic Franklin Whittier Neighborhood, 2001 Blaisdell
Minneapolis Avenue




Community Facility Station Neighborhood/City Address
Plymouth Congregational Franklin Whittier Neighborhood, 1900 Nicollet
Church Minneapolis Avenue
Minneapolis Fire Station 6 12th Street Downtown West 121 East 15t Street
Neighborhood,
Minneapolis
Emerson Spanish Immersion 12th Street Downtown West 1421 Spruce Place
School Neighborhood,
Minneapolis
Loring Park 12th Street Downtown West 1382 Willow Street
Neighborhood,
Minneapolis
Minneapolis Convention 12th Street Downtown West 1301 2nd Avenue
Center Neighborhood, South
Minneapolis
Central Lutheran Church 12th Street Downtown West 333 12th Street South
Neighborhood,
Minneapolis
Wesley United Methodist 12th Street Downtown West 101 East Grant
Church Neighborhood, Street
Minneapolis
Assemblies of God Churches 12th Street Downtown West 1315 Portland
Neighborhood, Avenue
Minneapolis
Westminster Presbyterian 12th Street Downtown West 1200 Marquette
Church Neighborhood, Avenue
Minneapolis
Orchestra Hall 12th Street Downtown West 1111 Nicollet Mall
Neighborhood,
Minneapolis
Minneapolis Community and 12th Street Downtown West 1501 Hennepin
Technical College Neighborhood, Avenue
Minneapolis
Basilica of St. Mary 12th Street Downtown West 88 17th Street North
Neighborhood,
Minneapolis
Church of Scientology 12th Street Downtown West 1011 Nicollet Mall
Neighborhood,
Minneapolis
Gethsemane Episcopal Church | 12th Street Downtown West 905 4th Avenue
Neighborhood, South
Minneapolis

St. Olaf Catholic Church

8th Street

Downtown West
Neighborhood,
Minneapolis

215 8th Street South




Community Facility Station Neighborhood/City Address

U.S. Post Office 8th Street Downtown West 110 8th Street South
Neighborhood,
Minneapolis

Allina Medical Clinic - Medical | 8t Street Downtown West 825 Nicollet Mall

Arts Building Neighborhood,
Minneapolis

State Theater 8th Street Downtown West 805 Hennepin
Neighborhood, Avenue
Minneapolis

Orpheum Theater 8th Street Downtown West 824 Hennepin
Neighborhood, Avenue
Minneapolis

Pantages Theater 8th Street Downtown West 710 Hennepin
Neighborhood, Avenue
Minneapolis

First Avenue/7th Street Entry 8th Street Downtown West 701 1st Avenue
Neighborhood, North
Minneapolis

Hennepin County Government | 4th Street Downtown West 300 6th Street South

Center Neighborhood,
Minneapolis

Minneapolis City Hall 4th Street Downtown West 350 5th Street South
Neighborhood,
Minneapolis

lllusion Theater 4th Street Downtown West 528 Hennepin
Neighborhood, Avenue
Minneapolis

Target Center 4th Street Downtown West 600 1st Avenue
Neighborhood, North
Minneapolis

3 Degrees Church 4th Street Downtown West 113 5th Street North
Neighborhood,
Minneapolis

Target Field 4th Street Downtown West
Neighborhood,
Minneapolis

Minneapolis Public Library 4th Street Downtown West 300 Nicollet Mall
Neighborhood,
Minneapolis

U.S. District Court 4th Street Downtown West 300 4th Street South
Neighborhood,
Minneapolis

U.S. Post Office 4th Street Downtown West 307 4t Avenue

Neighborhood,
Minneapolis

South




Community Facility Station Neighborhood/City Address
Minneapolis Fire Station 1 4th Street Downtown West 530 3d Street South
Neighborhood,
Minneapolis
U.S. Post Office 4th Street Downtown West 100 1st Street South
Neighborhood,
Minneapolis
Segment C-2A (LRT 3C-2)
Loring Park 11th/12th Downtown West 1382 Willow Street
Street Neighborhood,
Minneapolis
Emerson Spanish Immersion 11th/12th Downtown West 1421 Spruce Place
Street Neighborhood,
Minneapolis
Minneapolis Convention 11th/12th Downtown West 1301 Second
Center Street Neighborhood, Avenue
Minneapolis
Wesley United Methodist 11th/12th Downtown West 101 East
Church Street Neighborhood, Grant Street
Minneapolis
Westminster Presbyterian 11th/12th Downtown West 1200 Marquette
Church Street Neighborhood, Avenue
Minneapolis
Orchestra Hall 11th/12th Downtown West 1111 Nicollet Mall
Street Neighborhood,
Minneapolis
Church of Scientology 11th/12th Downtown West 1011 Nicollet Mall
Street Neighborhood,
Minneapolis
Minneapolis Community & 11th/12th Downtown West 1501 Hennepin
Technical College Street Neighborhood, Avenue
Minneapolis
Orpheum Theater 11th/12th Downtown West 824 Hennepin
Street Neighborhood, Avenue
Minneapolis
State Theater 11th/12th Downtown West 805 Hennepin
Street Neighborhood, Avenue
Minneapolis
Allina Hospitals & Clinics - 11th/12th Downtown West 825 Nicollet Mall
Medical Arts Building Street Neighborhood,
Minneapolis
U.S. Post Office 11th/12th Downtown West 110 8th Street South
Street Neighborhood,

Minneapolis




Community Facility Station Neighborhood/City Address
St. Olaf Catholic Church 11th/12th Downtown West 215 8t Street South
Street Neighborhood,
Minneapolis
Pantages Theater 11th/12th Downtown West 710 Hennepin
Street Neighborhood, Avenue
Minneapolis
Target Center 11th/12th Downtown West 600 1st Avenue
Street Neighborhood, North
Minneapolis
lllusion Theater 11th/12th Downtown West 528 Hennepin
Street Neighborhood, Avenue
Minneapolis
Minneapolis Police 1st Precinct 11th/12th Downtown West 29 5th Street South
Street Neighborhood,
Minneapolis
3 Degrees Church 11th/12th Downtown West 113 5th Street North
Street Neighborhood,
Minneapolis
Target Field 11th/12th Downtown West
Street Neighborhood,

Minneapolis




Trails — Federal Funding Information



Funding

Year
Project Name (on enhancements.org) Trail Name Geographic Description City Federal Award | Local Match Total Cost Programmed

Mpls-Bikeway Cedar Lake Trail TH 100 to Royalston Avenue Minneapolis $ 648,155 | $ 445,746 [$ 1,093,901 1995
Kenilworth Trail Kenilworth Trail Minneapolis $ 500,634 |$ 125159 | $ 625,793 1999
TH 7 Overpass on SWLRT Regional Trail [Bridge over TH 7 Bridge between Beltline Blvd & TH100 |St.Louis Park $ 353,762 | $ 88,440 | $ 442,202 2002
Midtown Greenway Safety Elements Midtown Greenway Minneapolis $ 450,000 | $ 118,108 | $ 568,108 2003
Urban Villlage Midtown Greenway Midtown Greenway [From Dupont to Colfax Minneapolis $ 338,139 | $ 84,535 | $ 422,674 2006
Cedar Lake Trail-3rd Ave N Connection Twins Way Between 7th St N & 12th St N Minneapolis $ 484,572 | $ - $ 484,572 2010
At Beltline Blvd in SLP Bridge over Beltline St.Louis Park $ 1,027,200 | $ 256,800 | $ 1,284,000 2011




Hennepin County Regional Railroad Authority Property Ownership in the Kenilworth Corridor



Technical Memorandum

To: Katie Walker, Transit Manager, Hennepin County Housing Community Works &
Transit

From: Adele Hall, Senior Transit Planner
Jessica Galatz, Senior Planning Analyst
Gary Galbavy, Principal Planning Analyst
Hennepin County Housing Community Works & Transit

Date: March 23, 2012

Re: Southwest LRT DEIS — Clarification of Hennepin County Regional Railroad
Authority Property Ownership in the Kenilworth Corridor

Problem Statement

Project mapping using Hennepin County-generated parcel data and aerial
photography shows freight rail tracks on Minneapolis Park and Recreation Board (MPRB)
property in segments of the Kenilworth Corridor through Minneapolis. See Exhibit A,
attached. These freight rail tracks are actually located on Hennepin County Regional
Railroad Authority (HCRRA) property.

Background

Parcel Data Generation

In the early 1990s, Hennepin County parcel data was created for use in geographic
information systems by digitizing hand-drawn parcel maps. The process used to digitize
the maps resulted in parcel data that is of sufficient quality for tax purposes, but is not
surveyor quality. When overlaid with aerial photography, the parcel data does not
accurately portray the location of parcel boundaries in relation to physical features and
thus freight rail tracks appear to be within parcels owned by the Minneapolis Park and
Recreation Board.

Hennepin County currently endeavors to improve its parcel data to more accurate
standards however improved parcel data has not yet been created for the Kenilworth
Corridor. Updated parcel data of survey quality will be generated as the Southwest LRT
project progresses into Preliminary Engineering and Final Design.

Rail Corridor Ownership

HCRRA acquired the Chicago and Northwestern Railroad right-of-way, bridges, and
other related structures in 1984, and the trackage rights in 1993. The freight railroad tracks
were within the 44 foot right-of-way acquired by HCRRA, so by definition HCRRA owns
the land under the railroad tracks, as well as the tracks themselves.

Conclusion

Freight rail tracks in the Kenilworth Corridor are located entirely on HCRRA property.
Display of freight railroad tracks on Minneapolis Park and Recreation Board property is a
result of parcel data inaccuracies only and does not reflect true ownership.



Exhibit A: Mismatch of Aerial Photography & Parcel Data

Freight rail tracks appear to lie
on Minneapolis Park and
Recreation Board Property, but
actually lie on Hennepin County
Regional Railroad Authority

property.

Map Creation Date: 03/22/2012

The lack of alignment
between the aerial
photography and the
parcel boundaries is
evident in many places.

Legend

Parcel Boundaries
HCRRA Property
MPRB Property

Data Sources: Hennepin County, Metropolitan Council, MN-DNR, MN-DOT,
USDA-FSA, NRCS, USGS

Disclaimer: This map is a compilation of data from various sources and is
furnished "AS 1S" with no representation or warranty expressed or implied,
including fitness for any particular purpose, merchantability, or the accuracy
and completeness of the information shown.

Hennepin County

Department of Housing,
Community Works & Transit
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Operations and maintenance Facility Site Evaluation
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OPERATIONS & MAINTENANCE FACILITY SITE EVALUATION

Background
For purposes of the Draft Environmental Impact Statement (DEIS) document a set of viable

operations and maintenance facility (OMF) candidate sites should be identified in order to
document their potential impacts and to disclose to the public and agencies that the site will
be considered during Preliminary Engineering (PE) as a potential site. During Preliminary
Engineering (PE), the project sponsor, the Metropolitan Council, will work with the partner cities
to conduct a more in depth analysis to determine the preferred OMF site for the Southwest LRT
line. The impacts of the OMF and any mitigation requirements for those impacts will be
included in the Final Environmental Impact Statement (FEIS).

The Southwest Transitway DEIS includes four build alternatives, LRT 1A, LRT 3A, LRT 3 C-1 and LRT
3C-2. Each of the four alternatives must be served by at least one candidate OMF site
identified in the DEIS, but some of the candidate OMF sites may serve more than one of the
build alternatives.

The purpose of this analysis is to identify all candidate sites and then narrow them to those that
are the most viable for further consideration during the Preliminary Engineering/FEIS process.

The operations and maintenance facility (OMF) for the Southwest light rail transit (LRT) line will
have the following physical requirements:

= 10-15 acre site to store 25 plus light rail vehicles (LRVs) and to conduct heavy
maintenance activities (vehicle washing, painting, routine maintenance, etc...)

» The site should be rectangular in shape with the length approximately three (3) times the
width

= Ability to move trains in/out both ends of the facility

= Adjacent to a tangent and relatively flat (1% or less grade) section of mainline to
accommodate turnouts

» Good roadway access for equipment and employees

In addition, the following are preferred characteristics of an OMF:
=  Compatibility with adjacent current and planned land uses

» Land zoned industrial and/or light industrial
= Undeveloped property to minimize acquisition and relocation costs

EDEN PRAIRIE MINNETONKA EDINA HOPKINS ST. LOUIS PARK MINNEAPOLIS tiannsni
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= Public land
= Preferred location near one end of line (the end with dominant ridership loadings in AM)
to minimize deadheading of empty vehicles.

Evaluation Process

The consultant team conducted a field visit and identified 14candidate sites that fulfill Metro
Transit’s requirements for an OMF. Using feedback from the Southwest TAC, the candidate sites
were narrowed and those sites will be included in the DEIS for the purposes of documenting
potential impacts and disclosing to the public and agencies the potential use of the property.
Agencies and the public are encouraged to provide comments on the candidate OMF sites
during the DEIS public comment period. All comments received will be addressed during the
PE/FEIS process and will assist in informing the final decision on the OMF site.

Please note: the final OMF site will be determined during the PE/FEIS phase of project
development and after a more thorough review and in direction consultation with the partner
cities. It is possible that additional candidate OMF sites may be identified during the PE/FEIS
phase of project development. If a new site is identified it can be included in the process at
that time.

For the purposes of identifying candidates sites for inclusion in the DEIS, the consultant team
evaluated the candidate sites and documented their potential benefits and issues. The intent
of this evaluation was to narrow the candidate sites to the most promising sites for inclusion in
the DEIS. Again, the final OMF site will be determined during the PE/FEIS phase of project
development and after a more thorough review and in direct consultation with the partner
cities.

Candidate Sites

Eden Prairie 1 (West side of TH 212 site)

Potential Benefits
* End of alignment location minimizes deadheading
» Public land minimizes acquisition costs
* Industrial area/compatible land use
= No adjacent residential properties
= Allows double ended access to shop and storage
» Good roadway access for employees and equipment
=  Works for LRT 3A, 3C-1, and 3C-2. Could be modified to work with LRT 1A.

EDEN PRAIRIE MINNETONKA EDINA HOPKINS ST. LOUIS PARK MINNEAPOLIS tiannsni
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Potential Issues
» MnDOT pond impact requires relocation of pond
= Would cross TH EB 212/Wallace Road off ramp
= Cost of elevated track over TH 212
» Elevations at site may require significant retaining walls
»  Would require multiple acquisitions, relocation likely required
» The existing interim use trail may need to be relocated

Eden Prairie 2 (Wallace Road site)

Potential Benefits
» End of alignment location minimizes deadheading
» |ndustrial area/compatible land use
= No adjacent residential properties
» Good roadway access for employees and equipment
= Excessland my also be available for remote park and ride
=  Works for LRT 3A, 3C-1, and 3C-2

Potential Issues
= Site shape results in inefficient use of land
» Layout/train movements are less than desirable. Configuration would require extensive
runaround movements to access both sides of the facility.
» Need design evaluation of impacts to TH 212 ramp and Wallace Road (both would
need to be relocated)
= Several properties require acquisition, relocation likely required

Eden Prairie 3 (Mitchell Road/TH 5)

Potential Benefits

= A full OMF can be accommodated at this site

» End of line with dominate AM ridership likely to minimize deadhead (non-revenue
service miles and hours)

» Bordered by TH 5 and Mitchell Road

» Good roadway access for employees and equipment

= May be possible to combine OMF site with park-ride lot identified for site. Screening of
OMF site by parking may be possible on site.

=  Works for LRT 3A, LRT 3C-1 and LRT 3C-2

EDEN PRAIRIE MINNETONKA EDINA HOPKINS ST. LOUIS PARK MINNEAPOLIS Hannspin
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Potential Issues
= Acquisition Costs likely to be substantial
»= Private acquisitions, relocation likely required
» Incompatible with future development plans for the Mitchell Rd station area
= Combining the OMF with a large park/ride facility may affect redevelopment potential
» Wetland impact
= Does not work for LRT 1A
= Site topography may prove challenging

Eden Prairie 4 (Costco site)

Potential Benefits
= Full OMF can be accommodated
* Near end of line may minimize deadhead (non-revenue service miles and hours)
» Good roadway access for employees and equipment
= Single ownership
=  Works for LRT 3A, LRT 3C-1 and LRT 3C-2

Potential Issues
= Acquisition costs likely to be substantial
* Private acquisitions, relocation required
» Incompatible with the Major Center Area/Town Center Station area plans
= Does not work for LRT 1A

Eden Prairie 5A (City West site)

Potential Benefits
*= Full OMF can be accommodated
= Bordered by TH 212 and TH 62
» Good roadway access for employees and equipment
= Single ownership
=  Works for LRT 3A, LRT 3C-1 and LRT 3C-2

Potential Issues
= Acquisition costs likely to be substantial
* Incompatible with future development of United Health Group (UHG)campus/City West
station
» Development agreement with UHG completed and this may compromise

EDEN PRAIRIE MINNETONKA EDINA HOPKINS ST. LOUIS PARK MINNEAPOLIS
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= Does not work for LRT 1A
» Site topography may prove challenging
»  Wetlands would likely be impacted

Eden Prairie 5B (TH 62 r/w site)

Potential Benefits
»  With modifications to frontage road and acquisitions a full OMF can be accommodated
= Near the end of line may minimize deadhead (non-revenue service miles and hours)
= Bordered by TH 212 and TH 62
» Good roadway access for employees and equipment
= Some public ownership with private property acquisitions also required
=  Works for LRT 3A, LRT 3C-1 and LRT 3C-2

Potential Issues
» Development agreement with UHG completed and this may compromise
»  Wetlands would likely be impacted
* Frontage road would need to be realigned
= Does not work for LRT 1A
= Acquisition costs may be substantial

Minnetonka 1/Hopkins 1 (Shady Oak Station site)

Potential Benefits
» Good roadway access for employees and equipment
* Limited ownership
=  Works for LRT 1A, 3A, LRT 3C-1 and LRT 3C-2

Potential Issues
= Site configuration is awkward and may only be able to accommodate a modified OMF
= Acquisition costs likely to be substantial
*= Private acquisitions, relocation required
*» Incompatible with the future development of the Shady Oak station area
» Location on north side of LRT line may impact trail due to additional trail/rail crossings
= Location in center of LRT line may negatively impact deadhead (non-revenue service
miles and hours)

Hopkins 2 (Hopkins Honda site)

Potential Benefits
=  Full OMF can be accommodated

EDEN PRAIRIE MINNETONKA EDINA HOPKINS ST. LOUIS PARK MINNEAPOLIS Hannspin
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= Bordered by Excelsior Blvd., CP freight rail line

» Good roadway access for employees and equipment

= Works for LRT 1A, 3A, LRT 3C-1 and LRT 3C-2

= Location on south side of LRT line may minimize impact to trail

Potential Issues
» Location in center of LRT line may negatively impact deadhead (non-revenue service
miles)
= Acquisition costs likely to be substantial
» Private acquisitions, relocation required
= Site topography may present challenges
= Relatively new development on site, relocation may be difficult
» Residential uses to north of site is less than desirable
= |mpact to tax revenue would be significant

Hopkins 3 (Blake Road Station site)

Potential Benefits
= Full OMF can be accommodated
» Good roadway access for employees and equipment
=  Works for LRT 1A, LRT 3A, LRT 3C-1 and LRT 3C-2

Potential Issues
= Location in center of LRT line may negatively impact deadhead (non-revenue service
miles and hours)
= Acquisition costs likely to be substantial
* Private acquisitions, relocation required
* Incompatible with future redevelopment plans for the Blake Road Station area
» Residential uses in close proximity to facility is not optimal
= Location on north side of LRT line may impact trail due to additional trail/rail crossings

Minneapolis 1 (Cedar Lake Yards)

Potential Benefits
* Full OMF can be accommodated
» Grade-separated from adjacent residential neighborhood
* Public ownership
= Does not conflict with future redevelopment plans
= Works for LRT 1A and LRT 3A
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Potential Issues
» Location may negatively impact deadhead (non-revenue service miles)
* No roadway access and providing access will be difficult and expensive
* Does not work for LRT 3C-1 or LRT 3C-2
= KIAA passed resolution opposing use of site for OM facility
» Location may impact trails in area

Minneapolis 2 (Van While Blvd. Station site)

Potential Benefits
= Public ownership
=  Works for LRT 1A and LRT 3A

Potential Impacts
* Location may negatively impact deadhead (non-revenue service miles)
» Limited roadway access
» Does not work for LRT 1A or LRT 3C-1 (Nicollet Mall)
» Modified OM site due to configuration of property
= |ncompatible with future redevelopment plans for Bassett Creek Redevelopment area
*» Does not work for LRT 3C-1 and LRT 3C-2
* Location may impact trail

Minneapolis 3 (Royalston Station site)

Potential Benefits
» End of line minimized deadhead (non-revenue service miles)
=  Full OMF
=  Works for LRT 1A, LRT 3A and LRT 3C-2 (see note below regarding grade issue)

Potential Issues
= Acquisition costs likely to be substantial
= Multiple private owners, relocation may be required
» Does not work for LRT 3C-1 (Nicollet Mall)
= Due to grades of mainline Southwest trains may not be able to access site
* Incompatible with North Loop redevelopment plans

Minneapolis 4 (5t Street site)

Potential Benefits
» End of line minimized deadhead (non-revenue service miles)

EDEN PRAIRIE MINNETONKA EDINA HOPKINS ST. LOUIS PARK MINNEAPOLIS
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= Close proximity to Metro Transit Heywood and Heywood 2 facilities
» Good roadway access for employees and equipment

= Full OMF can be accommodated

=  Works for LRT 1A, LRT 3A and LRT 3C-2

Potential Issues
= Acquisition costs likely to be substantial
» Multiple private property owners, relocation may be required
= Does not work for LRT 3C-1 (Nicollet Mall)

Minneapolis 5 (Heywood 2 site)

Potential Benefits
= End of line minimized deadhead (non-revenue service miles)
= Public ownership
= Close proximity to Metro Transit Heywood facility
= Consolidation of bus and LRT functions in a centrally located facility
» Good roadway access for employees and equipment
=  Works for LRT 1A, LRT 3A and LRT 3C-2

Potential Issues
» Rail access to facility may be difficult
= Does not work for LRT 3C-1 (Nicollet Mall)

Recommendation
The consultant team recommends that the following candidate OMF sites be included in the
DEIS:

» Eden Prairie 1 - This site is located south and southwest of the TH 212/Wallace Road
interchange, approximately ¥ mile west of the Mitchell Road station.

= Eden Prairie 2 (Wallace Rd) - This site is located on the west side of TH 212 just south of TH
5.

= Eden Prairie 3 (Mitchell Road) - This site is located on the west side of Mitchell Road south
of TH 5.

»  Minneapolis 4 — This site is located approximately ¥ mile northwest of Target Field in
western downtown Minneapolis. This site is centered on 5th Street North between 6th
Avenue North and 10th Avenue North, and is bounded by the 3rd Street/4th Street
viaduct to the northeast, and by the Metro Transit Heywood Bus Garage to the
southwest.

EDEN PRAIRIE MINNETONKA EDINA HOPKINS ST. LOUIS PARK MINNEAPOLIS Hannspin
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All of these sites have the physical characteristics necessary for an operations and
maintenance facility (OMF). In addition, these sites possess many of the preferred
characteristics of an OMF.

As stated previously, the final OMF site will be decided upon during the Preliminary Engineering

(PE) process in direct consultation with the Metropolitan Council, the HCRRA, partner cities, and
other key stakeholders.

Figures 1 and 2 (attached) present the location of the potential OMF sites.

EDEN PRAIRIE MINNETONKA EDINA HOPKINS ST. LOUIS PARK MINNEAPOLIS

Hennepin|

IENNEPIN COUNTY REGIONAL RAILROAD AUTHORITY - SPONSOR



mxd\D echMemo

Map Do

Plymouth

OMEmxd) 5/25/2010 -- 10:17:26 AM

Lake
Harriet

Lake
@ ofthe &, @,) J
Eden & o, % J%’”
Prairie T — 3 KON
. S

e )Viles @
0 1 2 Data: MnDOT, DNR, MetCouncil |

Legend i

@ Potential OMF Location === Hiawatha Light Rail Flgure 1

© Station =+ Northstar Commuter Rall Inventory of Potential

© Park & Ride Station OMPF Sites

= | RT 1A

=== | RT 3A

== | RT 3C-1 (Nicollet Mall)
= LRT 3C-2 (11th/12th Street)

i




Plymouth

4

-X-X_ OMFEmxd

Map Do

Golden
Valley .
. 55
7‘,7\ 77777777 N T
¢ i i
Ll HN—‘ i
| |—' ~ e e—
y ____i B [V A | W
- ) L] !
! Minnetonka |
‘ ]
. |
St Louis 4 |
— Park )
@ 8, 4
’é,') = >
Lo
=z | &
Calhoun
= !
!
by = ) \ | (—
1 S, it® 1 I |
' .“_1 %}) / {94,_& | J \ @
e Minnetonka 1/ Hopkins_ 1 9 N i | \ Lake
7 /@ |___.— ——— S I I‘ Harriet
© i i
|
4 !
O% |
OO’ -
©)
4
0/;;1/
)
'1/6‘
e o
6‘%00
.
%
P
’sﬁ% 9
)
.Lé\ %),
© EP3 >
O——=0_"
o Br2 % <
E.P. il %
Lak
@ of the 4, %, J
Eden & o, % J%’”
Prairie —————— PR NN
3
T — Viles @
0 1 2 Data: MnDOT, DNR, MetCouncil |
Ligend | Figure 2
Potential OMF Site O Station . H
OMF Sites Carried
OMF Site Carried Forward © Park & Ride Station .
into the DEIS — LRT 1A Forward into the DEIS
=== Hiawatha Light Rail === LRT 3A
= Northstar Commuter Rail  wmm | RT 3C-1 (Nicollet Mall)
— LRT 3C-2 (11th/12th Street)




MN&S Freight Rail Report



MN & S Freight Rail Report

St. Louis Park and Minneapolis
Hennepin County, Minnesota

March 13, 2012




Table of Contents
0T e To XY =To [Vt 4 T 1 o TSR |

Purpose of the Proposed ACLION ...ttt e rrre e e e e e e e et ae e e e e e e e s annraaeeeas 3
Background and Need for the Proposed ACLION..........cuveiieicciiiiiiee e e 3
Detailed Description of Proposed ACHION .......c..uiii ittt e e e e aae e e aaeea e 9
{67010 T3 4 1 Tt ' o RS £
Disruption t0 Rail OPerationS.......cceii it e et e e e e e e e e tra e e e e e e e e ennnraaaeeas 15
Disruption to Roadway and Pedestrian TraffiC........cccceveeiieciiiiiiie e, 15
Future AsSOCIated ProjJECES ... ..uuiiiiie e e e e e e e e et ee e e e e e e e anareeeeeas 16
oY T=To AN\, =T {1 0 e [ USSR 16
Required Permits and APProvals.........eiiiieii it e e e et e e e e ae e 16
Environmental & Social ImMpacts.....cccceeeireiiieiieiiieciieiiteccieeereenerenceneenees 18
1= o 1 U LY SR 18
ENVIrONMENtal HAzards .........uuiiiiiiie ettt e e e e e et ae e e e e e e e e nntaae e e e e e eeeanntnaaeens 19
1= o I @0 1V =T USSR 22
Fish and Wildlife RESOUICES........coiiiuiiie ettt ettt e et e e et e e e e ebae e e e abae e e e ataeeeeeabaeeeeenneeas 22
Ecologically SENSItIVE RESOUICES ....cccceeeiiiiieee ettt sttt e e e e e e e arree e e e e e e e e abaeae e e e e e e e nnsaeeeeeas 24
LAV = o £ USSR 24
N U] £ (oS AT - | =Y USRS 26
Water-Related Land Use Management DiStriCt .......cccccviiiiiiiieiiiiiiee et e e e e 27
Erosion and Sedimentation .........oocciiii it e e e e e e ae e e e eaaeas 28
Water Quality: Surface Water RUNOFT ......cccuiiiiiee et 30
(CT=To] o) 4 Toll o o V.- Yo L3PPSR 32
Yo 11 @] g T L1 4 Te Yo T OSSR 33
Solid Wastes, Hazardous Wastes, and Storage Tanks .........ccceeeeicieeeeiiieeeeiieeecsiveeeeseeeeessneee e 36
LI L ] o PRSI 37
Vehicle-Related Al EMISSIONS ......uiiiieiiiiienieeeieeesiieesieeesite e st e ssiteesbeesbeessateesabeeessseesaseesnseeesaseens 45
(070 Lo CT \ Lo LY== 1 Ve I B 10 1Y SRR 49
Odors, Noise, and Dust DUring CONSTIUCLION ......coiiiiiiiiiiiiiiee et e e e e 59
VAT o T= Y T o F RS 60
NEAIDY RESOUICES.....eeiiiiuiiiieictiee e ettt e e ettt e e st e e e e e ttbeeeeeaaeeeeaabaeeeassaeesessaeesassaeesansseeeeennsenesennsenas 66
Archaeological, Historical or Architectural RESOUICES ........ccuvevieiiiiieeciiee et 66
Designated Parks, Recreation Areas, or Trails........cceeeeeeeiccciiiiiie et 69
RV A U= T I 4] o - 1 RS 71
Compatibility with Plans and Land Use Regulations ..........ceeeeeeiicciiiiieee et e e 72
INFrastructure and PUDIIC SEIVICES.....cuii ittt et e et e e e tae e e e bae e e e aaeeas 73
Cumulative Potential EffECtS ....cciiiiiiciiiee e ettt 75
COMMUNILY FACHITIES .vvvieeiiiieee et e et e e e et e e e sata e e e sataeessntaeeesantaeeesnnes 79
Rigt-0f-Way/REIOCATION .......ecoveetieiiiciie ettt ettt sttt cbeeebe e teesteestbesaseeeveeabeebeesbeesteesanesaneens 80
YL 1] 82T 83
X070 Y o o 110X N 87
SUMMIAIY Of ISSUBS ...titieeitiiie e ccitee ettt e e eere e e et e e e seate e e e seataeeeeeataeeesastaeeesntaeessastaeessanseeessnsseeessnnes 90
I o) B ST ={] SRS 102




Proposed Action

Purpose of the Proposed Action

The purpose of the Proposed Action is to study how to provide the TC&W railway with a relocated
connection for operational and available freight movement to St. Paul, while minimizing adverse
impacts to the surrounding community, and providing a system that is consistent with the State
Rail Plan.

Background and Need for the Proposed Action

CP’s Bass Lake Spur used to cross the City of Minneapolis along what was known as the 29" Street
Corridor and which is now known as the Midtown Greenway. On the east end of the 29" Street
Corridor, tracks crossed Hiawatha Avenue at-grade and eventually crossed the Mississippi River.
The at-grade crossing at Hiawatha Avenue, also known as State Highway 55, was eliminated
during the reconstruction of that roadway in 1998. The freight tracks in the Midtown Greenway
were abandoned concurrently.

The main rail carrier on the Bass Lake Spur from St. Louis Park through the Midtown 29th Street
Corridor and on to St. Paul was the TC&W. Severing the connection at Hiawatha required an
alternate route for TC& W trains. One of the alternatives identified at that time was to provide a
new connection to the MN&S Spur and rerouting trains over the BNSF Wayzata Subdivision. The
construction of a new connection between the Bass Lake Spur and the MN&S Spur, a new
connection between the MN&S Spur and the BNSF Wayzata Subdivision and the upgrading of
track on the MN&S Spur (essentially the current Proposed Action) was delayed by the need to
effect environmental remediation of a Superfund site that was on the path of the proposed
connection. Since the severing of the connection at Hiawatha Avenue, TC&W trains have been
using a freight alignment through the Kenilworth Corridor which HCRRA purchased from the
Chicago Northwestern Railroad (CNW) to preserve the alignment for future light rail transit (LRT)
use. The Superfund site within the study area has now been delisted. This property is located
south of Highway 7 and east of Louisiana Avenue. It is commonly referred to as the Golden Auto
site. An easement across the property for the proposed freight rail connection is currently held by
the City of St. Louis Park.

Existing Rail Service/Operations
The Minneapolis St. Paul metropolitan area is a focal point of the freight railroad system in the

North Central region of the United States. Four of North America’s Class | railroads, 1) BNSF
Railway, 2) Union Pacific Railroad, 3) Canadian Pacific Railway and 4) Canadian National provide
service to the Twin Cities. Also operating in the metropolitan area are TC&W and Progressive Rail.
Interchange among these carriers is facilitated by the Minnesota Commercial Railroad, classified
as a switching and terminal railroad, which is based in Saint Paul. A map of the rail network in the
Twin cities is shown in Figure 4a.




The TC&W is a regional rail system operating 234 miles of railroad between the Twin Cities to the
east and Milbank, South Dakota on the west (Figure 4b)'. TC& W’s operating headquarters is at
Glencoe and operating crews are based at Glencoe, Montevideo, Winthrop and Hopkins.
Operations commenced July 27, 1991 over what was formerly known as the “Ortonville Line”
operated by the Soo Line (now Canadian Pacific Railway) between Minneapolis/St. Paul, MN and
Milbank, SD. Prior to TC&W and Soo Line operation of this line, it was part of the Milwaukee
Road’s Main line to the Pacific Northwest. This main line was originally built in the 1870’s by the
Hastings & Dakota Railway.?

The TC&W also owns and operates the Minnesota Prairie Line, Inc. (MPL) as a wholly owned
subsidiary. MPL is the agent/operator of 94 miles of track between Norwood and Hanley Falls,
MN, which is owned by the Minnesota Valley Regional Railroad Authority.> TC& W and MPL
connect at Norwood, MN.

! http://www.aar.org/~/media/AAR/InCongress_RailroadsStates/Minnesota.ashx
2 http://www.tcwr.net/general-public-2/company-overview/
® http://www.tcwr.net/general-public-2/company-overview/




Figure 4a. Twin Cities Metropolitan Area Rail Network

TWIN CITIES AREA FREIGHT RAILROAD MAP

Office of Freight and Commercial Vehicle Operations
July, 2009
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Figure 4b. Twin Cities and Western Railroad System
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Existing TC& W Tracks and Connections

The east end of TC&W owned track is located at the border of the Cities of Minnetonka and Eden
Prairie at County Road 62, % mile west of I-494. TC&W has trackage rights over both CP track and
HCRRA track from County Highway 62 to Cedar Lake Junction. East of Cedar Lake Junction, TC& W
currently uses the tracks of other railroads via trackage rights agreements to reach interchange

yards and other destinations in the Twin Cities.

. Between County Highway 62 and West Lake Street, the TC&W currently operates on track
owned by the CP. The CP refers to this track as the Bass Lake Spur (see Figure 5).

. Between Lake Street and Cedar Lake Junction, the TC&W currently operates on track
owned by HCRRA. HCRRA refers to this track as the Kenilworth Corridor.

At Cedar Lake Junction, the TC&W currently connects with the BNSF Wayzata Subdivision (see
Figure 5). Eastbound TC&W trains entering BNSF track stop at Cedar Lake Junction or Cedar Lake
Parkway (depending upon train length and where the train can stop without blocking any grade
crossings) until advised over the radio by the BNSF dispatcher that they have permission to enter
BNSF trackage and proceed east. BNSF cooperates with TC&W to expedite TC&W’s movement
but if traffic is heavy on the single-track BNSF line, TC& W crews must wait for this conflicting rail
traffic to clear. TC&W uses Cedar Lake Junction to reach most destinations in the Twin Cities.




TC&W currently has trackage rights on the CP MN&S Spur, which runs north-south through St.
Louis Park, at a point midway between Louisiana Avenue and Wooddale Avenue. Under current
conditions, to transfer to the CP MN&S Spur, TC&W must utilize the steeply graded switchback
sidings and wye in what is known as the “Skunk Hollow” area in vicinity of Louisiana Avenue.
Longer trains must be broken into shorter sections in order to make this transfer.

The following section provides an overview of the existing TC&W freight traffic/operations that
are proposed to be relocated to the MN&S area under the Proposed Action.

Existing Track Alignment and Area

The CP-owned Bass Lake Spur, was originally part of the Milwaukee Road Railway (MILW) mainline
from Chicago to the Pacific Northwest. The Bass Lake Spur is geographically oriented, east — west.
Railway timetable direction is east - west as well. For CP’s operational purposes, the Bass Lake
Spur is considered part of CP’s Merriam Park Subdivision. TC&W has trackage rights to operate on
the Bass Lake Spur between Cedar Lake Junction., which is located about two miles east of the
project site, and is where the connecting track alignment ties to the BNSF Wayzata Subdivision,
and west of the project site to Tower E 14, where ownership of the line changes from CP to TC&W.
Currently, TC&W uses the Bass Lake Spur to move freight between points, along its system west of
the project site, and east to the Twin Cities where, TC&W interchanges with four Class | railways,
and two regional railways. TC&W operates light and medium tonnage local trains over the
alignment, as well as high tonnage unit coal and ethanol trains. Existing Maximum Allowable
Speed along the Bass Lake Spur within project limits is 25 mph for regular freight trains, and 10
mph for unit coal trains. The areas referenced below are illustrated in Figure 5.

e Bass Lake Spur/Skunk Hollow Area
Within project limits, the Bass Lake Spur is double track, with the south track being the single
main track and the north track being the siding track. The existing right of way in this section
varies between 54 and 70 feet. Cedar Lake Trail parallels the alignment on the north side,
within existing HCRRA right of way. Both track sections consist of 112 Ib jointed rail, and 8
foot- 6 inch timber ties, on crushed stone ballast. The alignment locates in an industrial area,
with industries located on the south side, and an electrical substation and large retail store
block on the north side. At the west end of the project limits, the alignment crosses over
Louisiana Ave. on an undergrade (railway over roadway) structure. At the southwest end of
the project, there is a rail served customer on the south side of the tracks. At the south east
end of the project, a spur track leaves the Bass Lake Spur main track to serve the Skunk
Hollow industrial area located on the south side of the railway. This spur forms the north leg
of a railway wye that is described in the next paragraph.

At the south end of the project, the MN&S Spur crosses the Bass Lake Spur via overhead
bridge — MIN&S Spur over the Bass Lake Spur, in the Skunk Hollow area. While there is no
direct connection between the Bass Lake Spur and the MN&S Spur at Skunk Hollow, there is
an indirect way through which the two connect. A siding diverges from the Bass Lake Spur, at
the south east corner of the overhead bridge crossing. This siding turns south and west to




serve the Skunk Hollow industrial area and forms the north leg of the railway wye. On the
MNZ&S Spur, a siding diverges on the west side of the alignment, south of the MN&S Spur
bridge over Bass Lake Spur, and turns north and west to serve the Skunk Hollow industrial
area. This forms the south leg of the railway wye. These sidings connect in Skunk Hollow.
This location is named, Milwaukee Jct., however, it is not identified in CP’s Timetable. Using
these Skunk Hollow sidings, and the wye that these tracks create, permits the TC&W to
connect from the Bass Lake Spur to the MN&S Spur and operate in either direction on the
MN&S Spur.

CP has a customer it regularly serves in the Skunk Hollow area.

MN&S Spur Area

The CP owned MN&S Spur was originally the Minnesota Northfield and Southern Railway
(MNSR) mainline from Savage, MN at the south, to MN&S Junction (Jct) in the north. The
MN&S Spur is geographically oriented north — south, however the railway timetable direction
is east — west, with east being north. Direction along the alignment will be referred to as
north — south. For CP’s operational purposes, the MN&S Spur is considered part of CP’s
Paynesville Subdivision. CP operates over the alignment from the connection with the CP
Paynesville Subdivision, about 7 - 9 miles north of the project location, south to a location
designated Auto Club, which is located about 9 — 11 miles south of the project location. TC&W
has trackage rights, but is not currently running trains on the line today. CP operates a daily
light tonnage train (10 — 30 car trains) on the alignment to serve local industries. Existing
Maximum Allowable Speed is 10 mph for all movements.

Within project limits, the MN&S Spur is a single track with the track section consisting mainly
of 90 |b rail, and 8 foot - 6 inch timber ties, on a mixture of slag and crushed stone ballast.
This type of rail and track structure is typical for light tonnage, slow speed industrial and
secondary tracks. There are areas where track improvements have been made, specifically
within the roadway at-grade crossings at Walker Street, Lake Street, Library Lane and Dakota
Blvd. in St. Louis Park, as well as the Minnetonka Blvd. undergrade bridge. In these areas, the
track has been upgraded by installation of 112 Ib — 115 Ib rail, 100% new ties, and crushed
stone ballast. Per FRA standards, the tie condition meets and in most cases exceeds the class
of track for which the alignment is operated. Within project limits, the MN&S Spur crosses the
Bass Lake Spur, Trunk Highway 7 (TH 7) South Frontage Road, TH 7, and Minnetonka Blvd. on
undergrade bridges, and Walker Street, Lake Street, Library Lane., Dakota Blvd., Brunswick
Ave., West 29" Street and West 28" street, via at-grade crossings. There are no rail customers
located within the project limits for any of the railroad companies

The existing right of way in this section varies as follows:
0 From Brunswick Avenue to TH 7 —irregular right of way, varying from 50 to over 120
feet




0 From Brunswick Avenue to Minnetonka Boulevard — majority of right of way is 145
feet, however there are a couple of areas that are 105 feet, and 3 parcels adjacent to
rail right of way at 35, 45, and 55 feet.

0 From Minnetonka Boulevard to 27" Street — right of way is 66 feet.

Iron Triangle Area/BNSF Wayzata Subdivision

The BNSF owned Wayzata Subdivision was originally the Great Northern Mainline from the
Twin Cities to the Pacific Northwest. The Wayzata Subdivision is geographically oriented, and
railway direction is east — west. The Wayzata Subdivision extends approximately 90 miles
from Minneapolis, MN at the east, to Willmar, MN to the west. At Willmar, the alighnment
splits, with one leg heading to north toward the Pacific Northwest, and one leg turning south,
running to Kansas City. BNSF operates this as a mainline track, connecting western parts of
their system, with connections to various Class | and regional railways in the Twin Cities, as
well as the Chicago area. Maximum Allowable Speed is 60 mph for all movements. The track
is controlled by a Centralized Traffic Control (CTC) System.

Within project limits, the Wayzata Subdivision is a single track with the track section consisting
of mainly 115 Ib rail, 8 foot -6 inch timber ties, on crushed stone ballast. Some rail has been
replaced with 132 Ib and 141 Ib rail. The track appears to be in a condition that exceeds the
class of track for which the alignment is operated, including an area on the south side of the
alignment, east of the TH 100 overhead bridge, where a railway yard was previously located.
The right of way appears to have previously been double tracked. There are no railway
structures or railway served customers on the Wayzata Subdivision within project limits. A
bike path, North Cedar Lake Trail, runs roughly parallel to the alignment on the south side of
the railway. This trail is owned by Three Rivers Park District. The existing BNSF right of way in
the BNSF Wayzata Subdivision section varies from 100 to 221 feet.

At the north end of the project, the CP MN&S Spur crosses the BNSF Wayzata Subdivision via
overhead bridge — MN&S Spur over the Wayzata Subdivision. This area is referred to as the
Iron Triangle area. While there is no direct connection between the Bass Lake Spur and the
Wayzata Subdivision at the Iron Triangle area, at one time there was a connecting track — an
east wye leg that connected the two alignments at the southeast corner. The roadbed of this
former/abandoned alignment is still intact. This right of way is owned by Canadian Pacific.

Detailed Description of Proposed Action
Action Description

The track modifications and improvements which make up the Proposed Action are located

primarily in the City of St. Louis Park, Hennepin County. A portion of the proposed BNSF siding

extends into the City of Minneapolis. Overall, the Proposed Action includes:

The construction of direct northbound track connection from the CP Bass Lake Spur to the CP
MN&S Spur;




e The construction of a direct track connection between the CP MN&S Spur and the BNSF
Wayzata Subdivision;

e Upgrade of track on the CP MIN&S Spur between the new connection to the CP Bass Lake Spur
on the south and the new connection to the BNSF Wayzata Subdivision on the north; and

e The construction of an 11,000-foot siding within the existing BNSF Wayzata Subdivision right-

of-way.
The referenced track sections are illustrated in Figure 5. Plan sheets for the Proposed Action
are included in Appendix A, which includes improvements to the CP- Bass Lake Spur, CP-
MNZ&S Spur and the BNSF Wayzata Subdivision as noted above.

The physical improvements associated with the Proposed Action in the City of St. Louis Park,
consist of required track improvements to the existing CP Bass Lake Spur, CP MN&S Spur, and the
BNSF Wayzata Subdivision to accommodate the TC&W freight rail traffic operations to and from
St. Paul that currently operate in the Kenilworth Corridor in Minneapolis. The proposed track
improvements will primarily be within the City of St. Louis Park, in Hennepin County, Minnesota,
with some of the BNSF improvements crossing into the City of Minneapolis. The proposed physical
improvements evaluated reflect the specific improvements required to address the existing
operation requirements of the TC& W to St. Paul. Hence, the Proposed Action definition, while a
part of an overall railway system in the Twin Cities metropolitan area is limited to the specific
improvements required to address the defined need.

Under the Proposed Action, coming from the west (see Figure 4b on previous page), TC&W would
continue to operate on their own tracks before passing onto the CP-owned tracks of the Bass Lake
Spur, then heading north on CP’s MN&S Spur through St. Louis Park and then east on BNSF’s
Wayzata Subdivision into downtown Minneapolis. To accommodate TC&W freight traffic in this
corridor, a northbound connection between the CP Bass Lake Spur and the MN&S Spur would be
required on the south side of St. Louis Park and a connection between the MN&S Spur and the
BNSF Wayzata Subdivision on the north side.

Relative to the BNSF Wayzata Subdivision, an 11,000 foot controlled siding would be required to
accommodate the additional freight traffic. Under the Proposed Action, a new mainline track
would be constructed north of the existing BNSF track, and the existing track would be utilized as
the siding track. The purpose of the siding is to allow trains to move between the Wayzata
Subdivision and the MN&S Spur, while simultaneously allowing through movements to occur on
the Wayzata Subdivision.

Currently CP runs one local assignment (round trip), five days per week through St. Louis Park on
the MN&S Spur. The length of the train is variable, but typically ranges in size between 10 and 30
cars. On the BNSF Wayzata Subdivision section, approximately 8 to 20 trains run per day on track
controlled by a centralized traffic control system. Under the Proposed Action, the current CP and
BNSF train operations are assumed to be continued.
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Under the Proposed Action, the TC&W trains that currently operate in the Kenilworth Corridor
would be relocated to the MN&S alignment in St. Louis Park. The freight operations that are
assumed to be relocated are as follows:

Regular Trains

e One train (round trip) into St. Paul (CP’s St. Paul Yard) 6-7 days per week, with an average of
50 carloads/train (since 2008)

e One train (round trip) 3-4 days per week into the Union Pacific’s (UP) Western Avenue Yard,
averaging 20 carloads/train.

e Both trains go out of Hopkins around 7 am and return 8 to 10 hours later.

Unit Train Operations
e These trains do not run at a fixed time of day but rather are operated at the convenience of
the major connecting railroads.

Coal Unit Trains

e 25-27 trains per year (average one train every two weeks).

e TC&W handles only loaded westbound coal trains. Empty coal trains go out west of study
area

e Trains are approximately 120 cars long.

Ethanol Unit Trains

e TC&W handles both empty and loaded trains on east end.

e Currently, TC&W operates an average 3 loaded eastbound trains per month and typically 2
westbound trains return per month.

e Trains are approximately 80 cars long.

As a smaller regional railroad, it is necessary for TC& W to mesh its operations with those of its
much larger connecting railroads, especially CP, BNSF and UP. TC&W'’s current operating pattern
is based upon the need to deliver outbound cars to connecting railroads in the morning so that
they may be switched and incorporated into the connecting railroads’ outbound trains scheduled
later in the day. Similarly, inbound cars for TC& W tend to arrive at the connecting railroads’ yards
at night and are switched and available for TC&W crews to pick up during first shift the next day.

The Proposed Action would include the following key design elements:

e Upgrade of MN&S track to meet FRA Class 2 operations (maximum speed of 25 miles per
hour)

e Existing MNG&S rail to be replaced and all new construction to be 136 pound continuously
welded rail with new ballast, ties and track switches

e All roadway —railroad at grade crossings would be signalized (minimum requirement)

e Implementation of Quiet Zone at grade crossings (see noise and safety sections for more
details)

e Closure of 29" Street at-grade crossing
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e Maintain access to current CP customers

e Maximum grade of 0.86 percent on the new track alignment

e  Maximum curve of 8 degrees

e Track signalization to allow for through movement of trains on the MN&S Spur from the CP
Bass Lake Spur to the BNSF Wayzata Subdivision

e (Cedar Lake Trail bridge to carry trail over the proposed track Iron Triangle connecting track

Track design for the Proposed Action will comply with requirements set forth by:

e FRA Class 2 Track Standards

e Current CP and BNSF track engineering and design standards

e American Railway Engineering and Maintenance Association (AREMA) Engineering and Design
Standards

e Other applicable engineering and design standards

Design Description

At the Skunk Hollow area, the project proposes to connect the Bass Lake Spur to the MN&S Spur,
on the west side of the existing crossing. The proposed MN&S connecting track alignment would
cross over the Bass Lake Spur with a curved, undergrade aerial bridge structure at a location just
west of the in place MN&S crossing over the Bass Lake Spur. The proposed MN&S connecting
track would diverge from the south track of the Bass Lake Spur just east of the in place bridge over
Minnehaha Creek. This location will be referred to as Louisiana Block Limit Station (BLS). The
connecting track would be located on a retained fill structure, and diverge south of the existing
Bass Lake Spur to a maximum offset of about 30 feet. The MN&S connecting track alignment
would transition from retained fill to bridge structure at a location approximately 600 feet west of
Louisiana Avenue. The proposed undergrade bridge structure would extend along the south side
of the Bass Lake Spur tracks to provide a new aerial structure crossing over Louisiana Avenue.

East of the Louisiana Ave. crossing, the proposed MN&S connecting track alignment runs south of
and parallel to the Bass Lake tracks to a location approximately 500 ft. west of the MN&S Spur,
where the connecting track alignment would curve left - north, and crossover the Bass Lake Spur,
and bike path, on a new aerial structure, and run parallel to the MN&S Spur. In the vicinity of TH 7,
the proposed MN&S connecting track would assume the approximate alignment of the in-place
MNZ&S Spur track and continue north to the tie-in point with existing MN&S track, just south of
Dakota Ave.

In-place track grades along the MN&S from TH 7 to Walker Street are approximately 1.5%. A
similar track grade is required in the proposed configuration in order to retain the crossing over
TH 7 and the grade crossing at Walker Street. In-place track grades along the MN&S south of
Minnetonka Boulevard are approximately 1.2%. This grade was established by CP when it
replaced its bridge over Minnetonka Boulevard. A similar track grade is in the proposed
configuration. In-place track grades along the MN&S north of Minnetonka Boulevard are
approximately 1.9%. This grade was also established by CP when it replaced its bridge over
Minnetonka Boulevard. A track grade of 1.2% is proposed; a reduction from the existing 1.9%
grade. This would require the closing of the 29" Street Grade Crossing and retaining the 28"
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Street Grade Crossing. The grades in excess of 1% are relatively short in length, in comparison to
the long 0.8% grade of the new Bass Lake Spur/MN&S Connection.

In order to accommodate the proposed MN&S connecting track alignment, as described above,
MNZ&S tracks must be realigned and reconstructed south of TH 7. From the proposed turnout at
the TH 7 bridge, the MN&S track will be realigned west of the in place location onto a new bridge
structure over the Bass Lake tracks. Proposed MN&S south track realignment will extend
approximately 1,000 feet south of the Bass Lake tracks, most likely on retained fill, where MN&S
realigned tracks tie-into the in place alignment. Existing Bass Lake Spur tracks, including the tail
track connection with Skunk Hollow, will remain in place, and undisturbed. Neither the proposed
MNZ&S connecting track nor the MN&S south realignment will necessitate any changes to the
Skunk Hollow tail track configuration.

All track material used in construction of the connecting tracks will be new, and in accordance
with the current CP standards. The construction methods shall conform to current CP standards
as well.

The MNG&S Spur serves as the conduit to connect the Bass Lake Spur to the south with the
Wayzata Subdivision to the north. The existing track structure is mainly 90 Ib jointed rail and 8
foot - 6 inch ties on crushed stone and slag ballast. Under the Proposed Action, it is assumed that
all rail within the project limits will be replaced with 136 Ib Continuously Welded Rail (CWR). The
Proposed Action includes stabilization of the roadbed by introducing a 4 inch nominal raise of the
track bed by installing mainline-quality crushed stone ballast and the replacement of
approximately 70% of the existing timber ties.

Within the MN&S Spur section, the Minnetonka Boulevard Bridge was replaced within the last 5
years. Staging of that work required that the alignment over the bridge be pushed east about 5 to
10 feet. A series of reverse curves was introduced north and south of the bridge to accommodate
the alighment shift. Additionally, the bridge was raised, and the resulting vertical grade north of
the bridge was increased to about 1.9% to meet top of rail elevation on the new bridge. Under
the Proposed Action, it is assumed that approximately three quarters of a mile of horizontal
alignment would be revised to eliminate the reverse curves north and south of the bridge. The
proposed design also assumes a reduction of the longitudinal grade on the north side of the
Minnetonka Blvd. bridge, such that the maximum grade does not exceed 1.2%. Flattening the
longitudinal grade to 1.2% necessitates closing the 29" St. grade crossing.

At the north end of the project, in the Iron Triangle Area, on the MN&S Spur, south of the
undergrade bridge over the Wayzata Subdivision, a connecting track previously existed in the
southeast corner which connected the MN&S Spur, northbound, with the Wayzata Subdivision
eastbound. According to CP property records, this connecting track is located on the CP right of
way, to a point about 200 feet south of the proposed connection with the Wayzata Subdivision.
As such, the connecting track remains in the MN&S section for the purposes of this study. Itisthe
intent of the project, to re-establish this connecting track for purposes of connecting the MN&S
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Spur and Wayzata Subdivisions. On the MN&S Spur, the connection would be made by installing a
turnout, in the vicinity of West 28" Street. The existing abandoned connecting track grade would
be used as the location for the proposed Iron Triangle connecting track alignment. A field view of
the grade reveals that the alignment was on fill and is still intact. However, field measurements
indicate that the top of fill width will need to be increased — widened to meet current CP
engineering standards. As the fill is substantial in some areas, up to 10 feet, it will likely be
necessary to introduce retaining walls to accommodate the proposed section width. At the north
end of the connecting track, and CP right of way, the connecting track alignment crosses a bike
path at-grade. The Proposed Action/design includes a reconfiguration of the bike path to provide
for a grade separated structure carrying the Cedar Lake trail, on aerial bridge structure, over the
proposed Iron Triangle connecting track.

For purposes of this study the BNSF area includes the eastern limit of the Iron Triangle connecting
track and extends east on the BNSF Wayzata Subdivision, to the Cedar Lake Junction. The Iron
Triangle connecting track assumes the alignment of the in-place BNSF mainline track, and will
become the proposed siding track. Wherever practical, the proposed siding track, will utilize the
in-place BNSF tracks from the Iron Triangle Connection to a location just west of the Cedar Lake
Junction. New BNSF mainline tracks will be constructed north of and parallel to the in-place BNSF
tracks, from a location just west of the MN&S crossing over BNSF to the east end of the proposed
siding track. A full universal interlocked crossover is provided with switches between the proposed
mainline track and the proposed siding track at the west end of the new BNSF/Iron Triangle
connection and a single interlocked switch is provided at the east end of the proposed BNSF
siding. The siding is approximately 11,000 ft. long. The BNSF siding/interlocking is intended to be
signalized.

Under the Proposed Action, Quiet Zone upgrades would be implemented at all remaining grade
crossings between Walker and 28" Street (see Noise Section). The quiet zone design concept
includes improved pedestrian safety at the study area grade crossings, in the form of pedestrian
gates at all existing and proposed sidewalk locations.
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Construction

Timing and Duration

It is anticipated that implementation of the Proposed Action would occur over the time span of
two construction seasons. Bridge and retaining wall piling and foundation work, as well as clearing
and grubbing work, can occur during the winter months. Other activities such as placement of
subballast and ballast, track welding, and intersection grading and paving would be done during
the traditional construction season, where ambient temperatures remain above freezing.

It is anticipated that construction would occur within the available right-of-way (ROW) for most of
the alignment. The exception would be the work to be done along the CP Bass Lake Spur, between
Minnehaha Creek and the MN&S Spur. Temporary and permanent easements would be required
in this area to accommodate construction outside of the in place railroad ROW. This includes the
area on the north and south sides of the CP Bass Lake Spur.

Disruption to Rail Operations

Track reconstruction and line/surfacing work along MN&S would likely be done during 8-hour
track outages. Grade crossing and Quiet Zone improvements would likely be constructed during
48-hour weekend closures (for road and civil work), with 2- to 8-hour track outages.

It is expected that accelerated construction methods would be utilized to minimize track outages.
Precast substructure components may be used to eliminate concrete curing time. It is assumed
that a 1-week to 4-week outage would be required to remove and reconstruct the MN&S bridge
over TH 7 and the TH 7 South Frontage Rd. A 1- week to 4-week track outage may require
temporary re-routing of TC&W freight rail traffic elsewhere within the Twin Cities. If railroads find
the duration of the track outage to be unacceptable, it may be necessary to construct a temporary
alignment and bridge structure.

It is assumed that TC&W would continue operations on the CP Bass Lake Spur during construction
of other elements of the Proposed Action.

Disruption to Roadway and Pedestrian Traffic

It is expected that grade crossing and quiet zone improvements will likely be constructed during
48-hour weekend closures (for road and civil work), with 8-hour track outages. Construction
signage and traffic control devices will be provided and vehicular/pedestrian traffic will be
detoured around the grade crossing construction zone.

It is assumed that lane closures will be required on Louisiana Avenue to facilitate construction of
the proposed MN&S connecting track bridge over Louisiana Avenue. This work will be closely
coordinated with city and county. Nighttime lane closures would be required on Highway 7 to
facilitate construction of the proposed MN&S bridge over TH 7. This work will be closely
coordinated and scheduled with Mn/DOT. All closures would also be coordinated with Methodist
Hospital to ensure continued availability of emergency vehicle routes and/or suitable detours.

Temporary trail closure would be anticipated for portions of the Cedar Lake LRT Trail along the CP
Bass Lake Spur, due to bridge demolition and construction. Duration would be 8 to 12 hours. The
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proposed overpass of the North Cedar Lake Trail along the BNSF alighnment would require
temporary re-routing and potential 48-hour trail closures.

Future Associated Projects

The Proposed Action does not include the removal (abandonment) of the existing wye in the
Oxford area (Skunk Hollow), abandonment of the CP Bass Lake Spur track east of the CP MN&S
Spur, nor does it include providing a direct southbound connection from the CP Bass Lake Spur to
the MN&S Spur; as these actions are not required to meet the defined project need. All of the
above defined actions are considered separate actions. As this Proposed Action identifies and
evaluates the potential impacts associated with the required improvements to provide the TC&W
with a relocated connection for operational and available freight movement to St. Paul, this
Proposed Action does not evaluate future southerly movement requirements of the TC& W on the
MN&S Spur.

Project Magnitude

Total project acreage :21.55 acres

Number of residential units: N/A

Commercial, industrial or institutional building area (gross floor space): N/A
Indicate areas of specific uses (in square feet): N/A

Office Manufacturing
Retail Other industrial
Warehouse Institutional

Light industrial Agricultural
Other commercial (specify)

Required Permits and Approvals

List all known local, state and federal permits, approvals and financial assistance for the project.
Include modifications of any existing permits, governmental review of plans and all direct and
indirect forms of public financial assistance including bond guarantees, Tax Increment Financing
and infrastructure. All of these final decisions are prohibited until all appropriate environmental
review has been completed. See Minnesota Rules, Chapter 4410.3100.

Unit of government Type of Application/Coordination
Federal Railroad Administration Quiet Zone

US Army Corps of Engineers Section 404 Permit

Minnesota Department of Natural Resources Public Waters Work Permit
Minnesota Pollution Control Agency NPDES/SWPPP

Minnesota Pollution Control Agency Section 401 Water Quality Certification
Minnesota Pollution Control Agency Golden Auto Site Coordination
Minnehaha Creek Watershed District Erosion Control Permit
Minnehaha Creek Watershed District Floodplain Alteration Permit
Minnehaha Creek Watershed District Wetland Protection Permit
Minnehaha Creek Watershed District Stormwater Management Permit
City of St. Louis Park Erosion Control Permit
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City of St. Louis Park Right-of-Way/Road Closure Permit

City of St. Louis Park Conditional Use Permit (CUP)

Three Rivers Park District Encroachment Permit

Three Rivers Park District Agreement addressing responsibilities for new
trail bridge

In addition, railroads also have approval regarding actions that affect their operations.
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Environmental & Social Impacts

Overview

The following sections address the various environmental and social impacts of the Proposed
Action. For the purposes of differentiating between the two rail owners (CP and BNSF), the rail
sections are discussed separately. Both sections, identified as the MN&S Section and BNSF
Section, are part of the overall project and would be constructed concurrently as part of the
Proposed Action.

The Project Description outlines the existing TC&W freight traffic that is proposed to be relocated
to the CP- Bass Lake Spur, CP- MN&S Spur and BNSF Wayzata Subdivision under the Proposed
Action. As predicting future train operations is dependent upon many different variables,
accurately predicting future operations would be speculative. Hence, this impact analysis assumes
continuance of current BNSF and CP operations in the study area, along with the relocation of the
existing TC&W operations currently traveling to the east (St. Paul) through the Kenilworth
Corridor.

Each section also discusses the mitigation measures to address defined adverse impacts. There are

essentially three areas that mitigation measures can fall under.

e Area Aincludes measures where there is a regulatory mandate or requirement by law to do
the mitigation, i.e. the Proposed Action requires a future permit or approval.

e Area B, includes commitments made for the project . These commitments are not required by
law or a regulatory mandate, but are actions that have been committed for inclusion under
the Proposed Action based on the defined impact.

e Area C, includes actions that continue to be considered, but do not have a firm commitment
for implementation. A list of Area C mitigation measures is included in Appendix D. The list
included in Appendix D reflects the suggestions made throughout the MN&S Study process
relative to the Proposed Action definition, and mitigation measures. While these measures
are not committed to, there will be further coordination with the City of St. Louis Park and
local stakeholders to develop community improvements that enhance the surrounding
neighborhood area.

Land Use
Existing Conditions: MN&S Section
As described in the Project Description, the Proposed Action would be located primarily on active

railroad right of way owned and operated by the CP. The MN&S Section passes through a variety
of land uses, including primarily industrial and commercial on the south end; residential, parkland,
and community uses along the stretch between Highway 7 and 27" Street; and residential/Dakota
Park on the northern end approaching and continuing on the BNSF Wayzata Subdivision line. See
Appendix C for a link to the City of St. Louis Park Land Use Map.

Existing Conditions: BNSF Section
As described in the Project Description the Proposed Action would be located within active
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railroad right of way owned and operated by the BNSF. The BNSF Section passes through a variety
of land uses, including residential, industrial, parkland, and commercial (See Appendix C for a link
to the City of St. Louis Park and City of Minneapolis Land Use Maps).

Impacts: MN&S Section
One businesses/industrial use would be removed to accommodate new track on the south end of

the alignment, south of the tracks, but the area would remain industrial in nature. Land use is not
anticipated to change along the primarily residential areas of the alignment; as improvements are
within the existing rail corridor. The proposed track leading into the BNSF Wayzata Subdivision on
the north end would be constructed on unused rail right-of-way (ROW). While the track would be
constructed within that existing ROW, the use of that land would change from inactive to active
railroad use.

The design of the direct northerly connection from the CP Bass Lake Spur to the CP MN&S Spur
was developed to minimize right of way impacts in this area, and hence provide optimal
developable land. See the Cumulative Effects section for additional information relative to the
proposed Southwest Light Rail Transit (LRT) project, and the TH 7/Louisiana Avenue project in St.
Louis Park.

Impacts: BNSF Section

Improvements would take place within the existing rail right-of-way (north side), and no changes
in land use are anticipated as a result of the changes to the BNSF Wayzata Subdivision.

Mitigation: Area “B”
As the Proposed Action would be located primarily in active railroad right of way, it would not

significantly change the area land use. Uses at the south end remain industrial in nature, but
future redevelopment could be indirectly affected by the proximity and height of the tracks.
Trackwork in residential areas would be completed within existing right-of-way. The project
proposer will continue to coordinate with the City of St. Louis Park regarding land use planning
efforts that enhance development/redevelopment potential in the study area.

Environmental Hazards
Regulatory Context/Methodology

All pollutants, contaminants and hazardous wastes (as defined in Minnesota Statutes, 115B.02)
identified during railroad construction projects must be properly handled and treated in
accordance with appropriate federal and state regulations.

A records database search was completed in January of 2011, with subsequent search of the BNSF

section in February 2011. The assessment included all properties within a 1-mile radius around

the existing rail lines. Sites located within the construction limits were ranked as having high,

medium, low, or unlikely potential for contamination.

e Sites with high potential for contamination include all active and inactive VIC and MERLA sites,
all active and inactive dump sites, and all active LUST sites;
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Sites with medium potential for contamination include all closed LUST sites, all sites with USTs
or ASTs, all sites with vehicle repair activities, and all sites with historical demolitions;

Sites with low potential for contamination include small hazardous waste generators and
possibly residences; and

Sites that are classified as unlikely appear to have an unlikely chance of contamination.

Existing Conditions: MN&S Section

Several hazardous waste/hazardous material sites were identified within one mile of the proposed

construction limits, with many of those sites located in the southern portion of the project (Figure

6a and 7a). The records database search results from the properties within or near the

construction limits are listed below:

Reilly Tar Superfund site. This site is located about 0.35 mile from the MN&S track. According
to the United States Environmental Protection Agency (EPA), the physical cleanup at this site is
complete, but some groundwater concerns still exist. Currently, a vapor intrusion study is
being conducted within the vicinity of the superfund site. This site would be rated as a high
potential site; however, it is located outside of the construction limits of the proposed project.
Golden Auto National Lead site. This site is located adjacent to the track, just south of
Highway 7. This site was removed from the National Priorities List (NPL) in 1998, which is the
list of the most hazardous sites across the U.S. The site is no longer considered to be a threat
to human health (http://cfpub.epa.gov/supercpad/cursites/csitinfo.cfm?id=0503817), but is
still monitored and subject to some restrictions due to contaminants beneath an existing

asphalt cap. In 2004, a developer entered the Site into MPCA's Voluntary Investigation and
Cleanup Program. After completing the MPCA-approved investigation, a voluntary response
action plan was submitted. The plan provided for the replacement of the existing asphalt cap
with a combination of new building footings, foundations and floor, new asphalt parking lot
and drive areas and green space with clean soil cover and revegetation. The plan has been
implemented for redevelopment of the Highway 7 Business Center, and the City of St. Louis
Park has an easement over a portion of this property for rail facilities. On September 18,
2009, U.S. EPA made a determination that the site meets the requirements for Site-Wide
Ready for Anticipated Use. This site would be considered a high potential site due to its
history and the known presence of contaminated soil onsite.

Vapor Intrusion Study. The discovery of contaminated groundwater in the vicinity of Highway
7 and Wooddale Avenue prompted the EPA to conduct a vapor intrusion study in 2007.
Homes and businesses were sampled to determine if any were exceeding the screening values
established by the Minnesota Department of Health (MDH). EPA has installed vapor
mitigation systems in properties which exceeded screening values. This site would be
considered a low potential site.

The property at 7009 Oxford Street was considered a small quantity generator of hazardous
waste. The property also was a leaking underground storage tank (LUST) which has since been
removed but the database search indicated that contaminated soil was still onsite. This site
currently contains an underground storage tank (UST) and above ground storage tank (AST).
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Due to the presence of contaminated soil and above and underground storage tanks, this site
would be considered medium potential for encountering hazardous waste.

e 3400 Dakota Avenue South was identified in the data search as a low quantity generator of
hazardous waste. Therefore; this site is considered low potential for hazardous
materials/waste.

e The properties at 6660, 6831, 6500, 6725, 6780, and 7300 Oxford Street were all identified as
small quantity generators of hazardous waste. These sites would be considered low potential
for encountering hazardous waste.

Existing Conditions: BNSF Section
There are a few identified hazardous waste/hazardous material sites within one mile of the BNSF

section, particularly near Highway 100. These are illustrated in Figure 6b and 7b. None of these
sites are located within or near the proposed construction limits.

Impacts: MN&S Section
One high priority, one medium priority, and numerous low priority sites have been identified

within the construction limits of the project. This indicates a strong possibility of encountering
hazardous materials during construction.

Although the Golden Auto site has been de-listed from the NPL and is considered to be cleaned
up, hazardous contaminants remain at the site above levels that allow for unlimited use and
unrestricted exposure. The current site owner monitors the site and it is also reviewed every 5
years by the EPA. The de-listing of the site is largely due to the containment of contaminated
materials beneath an asphalt cap. The construction of a rail structure across the eastern corner of
the Golden Auto site would alter the asphalt cap and contaminants may be disturbed

Impacts: BNSF Section

No properties containing the potential for hazardous materials were identified within the
construction limits of the project. Therefore; there is low potential for hazardous wastes to be
impacted within the BNSF section of the project.

Impacts: Total Project

One high potential, one medium potential, and numerous low potential sites have been identified
within the overall project area.

Mitigation: Area “A”
If needed, the area(s) of concern for any potentially contaminated site that may be impacted by

the project would be further assessed to determine the presence, type, and magnitude of
contaminated soil and/or groundwater. The results of the investigation would be used to
determine if impacts to contaminated materials can be avoided, or at the very least minimized. A
plan would be developed, if necessary, for properly handling and treatment of contaminated soil
and/or groundwater during construction.
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Activities on the Golden Auto site would require coordination with the EPA and MPCA to review
the project and plan for proper safety and containment or removal measures during construction,
and any monitoring required after construction.

Land Cover
Land cover types before and after development:

Before (acres)! After (acres)*

Wetlands 2.0 0
Wooded/Forest 0 0

Grassland 0 0

Cropland 0 0
Lawn/Landscaping 0 0

Impervious 17.5 19.2
Stormwater Ponds 0 1.1

Railroad Right-of-Way? 2.0 1.2

Total 21.5 21.5

!Before and after acreage reflects the total project construction limits, including both the MN&S and BNSF sections.

2Vegetation within ROW. Overall ROW limits do not change; but cover types within the ROW would change, i.e. more
impervious surface or stormwater ponding.

Fish and Wildlife Resources
Regulatory Context/Methodology

In accordance with Section 7 of the Endangered Species Act, consultation was initiated with the
U.S. Fish and Wildlife Services (USFWS) regarding the presence of federally listed threatened and
endangered species, candidate species, and designated critical habitat in the study area.

Available information regarding reported occurrences of rare, threatened and endangered (RT&E)
species or critical habitats in proximity to the proposed alignment was obtained from the United
States Fish and Wildlife Service (USFWS) website (http://www.fws.gov/endangered/) for federally
listed species. The federally listed species found in Hennepin County is the Lampsilis higginsii

(Higgins eye pearlymussel) which is known to occur in the Mississippi River. Since the project
location is not in or around the Mississippi River; this project will not impact any federally listed
species.

Existing Conditions: Total Project

Vegetation within the study area includes a mix of naturally occurring and landscaped plant
species. Land use primarily consists of residential and industrial areas, railroad ROW, and open
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space with manicured lawns, sporadic tree cover, and some wetland area located in the northern
portion of the MN&S section and lake shore area along Cedar and Brownie Lakes adjacent to the
BNSF section of the project.

Residential, industrial, railroad ROW, and open space do support wildlife; though the habitat is
considered relatively low quality. Wildlife in these areas generally includes songbirds, small
mammals and reptiles; but may also include raptors, woodpeckers, waterfowl, deer, raccoon, fox,
skunk, and amphibians.

There are three wetland areas within or adjacent to the proposed construction limits. Two of
these are identified on the DNR’s Public Waters Inventory (PWI), noted as #658W and #659W, and
the other is under the jurisdiction of the Wetland Conservation Act (WCA). These wetlands are in
the northern part of the MN&S section, crossing into the BNSF section. Two water bodies were
also identified on the DNR PWI and are located within the project vicinity — Brownie Lake (#38P)
and Cedar Lake (#39P). See Figures 6a and 6b.

The wetland areas in the project study area generally consist of two different types; Type 2 — Fresh
(wet) Meadow, and Type 3 — Shallow Marsh. Type 2 wetlands usually have grasses, and other
emergent vegetation. Type 3 wetlands usually have emergent vegetation including cattails along
with the potential to have some areas of open water. These wetlands provide habitat for turtles,
geese, amphibians, snakes, birds, and some small mammals.

The two lake areas provide habitat for generally the same species as the wetland areas except the
lake areas can support fish species. Fish species have been identified in both Brownie and Cedar
Lake.

Impacts: MN&S Section
Based on the proposed construction limits for the MN&S section alignment, DNR wetland #659W

would be impacted (see Figure 7b).

Impacts: BNSF Section

Based on the proposed construction limits for the BNSF section alignment, a portion of the same
wetland #659W would be impacted (see Figure 7b). Impacts to Brownie Lake and Cedar Lake are
not anticipated.

Impacts: Total Project

The construction limits for the Proposed Action have been defined to minimize impacts to the
wetlands within the project study area. No other impacts are anticipated to other identified water
bodies.

Wildlife resources and habitat impacts are restricted to those within the construction limits. No
significant impacts to habitats or wildlife resources are anticipated.

Mitigation: Area “A”
Removal of trees, shrubs, and other habitat components would be limited to only those necessary
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to construct the project. Affected areas would be revegetated with similar species.

A DNR Public Waters Work Permit would be required for any work being done within a DNR
wetland area (in this case, wetland #659W). Mitigation of unavoidable impact to ecological
resources would be achieved through standard erosion control measures and reseeding of
impacted areas. Best Management Practices (BMP’s) would also be implemented.

Ecologically Sensitive Resources
Existing Conditions: Total Project

The DNR Natural Heritage and Nongame Research Program reviewed the study area for the
presence of rare plant and animal species and other significant ecological resources within
approximately one mile of the project site. The DNR identified Emydoidea blandingii (Blanding’s
turtles) potentially within the project area (see DNR letter in Appendix B). No other features were
indentified that would be affected by the MN&S and BNSF Alignments.

Impacts: Total Project
Under the Proposed Action (both the MN&S and BNSF sections), no USFWS Federally Threatened,
Endangered, and Candidate species would be impacted.

The MN&S and BNSF alignments have the potential to impact state-listed Blanding’s Turtles due to
the wetlands located within the project vicinity.

Mitigation: Area “A” Mitigation
If Blanding’s turtles are found on site and are in imminent danger, they should be moved by hand

and out of harm’s way, otherwise they should be left undisturbed. Specific recommendations for
avoiding and/or minimizing impacts to this species are included in Appendix B.

Wetlands
Regulatory Context/Methodology

There are several laws that regulate activity within wetland areas with the intent to preserve
wetland areas, water quality and wildlife habitat among other important wetland functions. At
the federal level, Section 404 of the Clean Water Act is implemented by the Army Corps of
Engineers (ACOE) and requires applicants to document avoidance and minimization of impacts
prior to approving a permit to mitigate impacts. At the state level, there is a Public Waters Work
permit that is implemented by the Minnesota DNR for activities within waters that are identified
in the Public Waters Inventory (PWI). There is also the Wetland Conservation Act, which is
implemented by Minnehaha Creek Watershed District (MCWD) with oversight and review by the
Board of Water and Soil Resources (BWSR).

Existing Conditions: Total Project

The determination of wetlands within the project vicinity was based on the USFWS National
Wetlands Inventory (NWI) and the MN DNR’s PWI*. A total of three wetland areas were identified

* A field review and delineation was not completed as a part of this project. The wetland areas identified in this document
are solely based on mapping conventions.
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within the overall project study area. Two of the three wetlands within or adjacent to proposed
construction limits were identified on the DNR PWI (#658W and #659W). Ordinary High Water
Level (OHW) has been established for these two wetland areas. The OHW for #658W is 878.1 feet
and the OHW for #659W was estimated at 877.1 feet. The OHW for wetlands is the DNR
regulation boundary for the wetland area. Any wetland area under the OHW is regulated by the
MN DNR and any wetland area over of the OHW is regulated by WCA or the watershed district.
The ACOE regulates wetland above and below the OHW.

. Wetland
Classification’ i DNR # | Wetland Impact?
ize
Wetland Type Plant Community Acres (ac) Acres (ac)

2 Fresh (wet) Meadow 22.2 N/A 0
#658

3 Shallow Marsh 15.4 0

W

#659

3 Shallow Marsh 6.1 N 2.0

TClassification is based on Eggers and Reed (2007) Wetland Types.

2Wetland Impacts are estimates; wetland delineation would be completed to determine actual wetland boundaries as
part of final design.

Impacts: MN&S Section

Wetland Impacts have been estimated and based on NWI and the proposed construction limits.
Impacts were defined as potential fill or grading activities within the wetland. Worst case impacts
were assumed for the construction limits.

The MN&S Section would impact approximately 1.1 acres of wetland. This section would impact
DNR identified wetland #659W near the Iron Triangle (see Figure 7b).

Impacts: BNSF Section

The BNSF Section would impact approximately 0.9 acre of the same DNR wetland #659W (see
Figure 7b).

Impacts: Total Project

The total wetland impact for both sections of the project would be approximately 2.0 acres to
DNR wetland #659W.

Mitigation: Area “A”
Based on current wetland regulations, a replacement ratio of 2:1 would be the minimum amount
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of replacement needed, assuming there are no unique or high quality wetlands impacted.
Considering the location and quality of the impacted wetland, withdrawal of credits from a
wetland bank is recommended, but specific wetland mitigation would be determined during the
wetland permit application process. Wetland #659W would be subject to a permitting process
through the Army Corps of Engineers, DNR, and MCWD. The WCA wetland (above the OHW)
within the Iron Triangle would be subject to a permitting process through the MCWD and
Mn/DOT.

Construction limits have been reviewed and refined throughout the project development process
to minimize impacts to wetlands to the extent possible. Due to its location in proximity to the
existing railroad tracks, it is not feasible to completely avoid wetland impact and still meet the
purpose and need for the project.

Surface Waters
Regulatory Context/Methodology

Various sources were reviewed to identify surface waters, ditches, and watercourses in the study
area. These data sources included:

e MN DNR Public Waters Inventory

e Aerial Photography

The DNR Division of Waters maintains maps that show public water bodies, as defined in
Minnesota Statutes 103G.201. The types of protected waters that exist under this classification
are basins, ditches, and watercourses.

A Public Waters Work Permit must be obtained from the DNR before making any alterations to
the waterbodies as defined in Minnesota Statues 103G.245.

Existing Conditions: MN&S Section
Minnehaha Creek crosses the Bass Lake Spur just beyond the western terminus of the MN&S

Section.

Existing Conditions: BNSF Section

Two waterbodies have been identified within the study area. Brownie Lake (#38P) and Cedar Lake
(#39P) are located on either side of the BNSF section just east of Cedar Lake Parkway.

Impacts: Total Project

Construction in vicinity of Minnehaha Creek, Cedar Lake, and Brownie Lake would occur within
existing railroad ROW. No surface water impacts are anticipated under the Proposed Action
(MN&S and BNSF sections).

Mitigation: Area “B”
Best Management Practices (BMPs) would be used to control any potential soil erosion and

potential discharge to Minnehaha Creek, and Cedar and Brownie Lakes during construction, as
discussed Section
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Water Use
Regulatory Context/Methodology

Wells are regulated by the Minnesota Department of Health (MDH) Well Management Program.
Any wells impacted by the Proposed Action (i.e. within the right-of-way) would need to be
abandoned and sealed by a licensed contractor according to MDH standards (Minnesota Rules
Chapter 4725). Wells in the project vicinity were searched using the Minnesota County Well Index
database. This database includes a variety of well types, including water wells and monitoring
wells. Active water wells are not disclosed in this database for security reasons.

Existing Conditions: MN&S Section
Wells identified in vicinity of the MN&S section are illustrated in Figure 6a. There are multiple

wells located in the southern part of the alignment, in the Skunk Hollow area. These are
monitoring wells associated with the contaminated sites in the area. As shown in Figure 7a, two of
these monitoring wells fall within the proposed construction limits.

Existing Conditions: BNSF Section

Wells identified in vicinity of the BNSF section are illustrated in Figure 6b. As shown in Figure 7b,
none of these wells fall within the proposed construction limits.

Existing Conditions: Total Project

Two monitoring wells fall within the proposed construction limits. Per the City of St. Louis Park
Public Works Department, no active water wells have been identified within the limits of the
MNZ&S or BNSF sections of the alighment. The nearest active water well is approximately 800 feet
to the east of the MN&S section.

Impacts: MN&S Section
It is not anticipated that the Proposed Action would require the installation or abandonment of

the two identified monitoring wells in this section. The proposed construction limits in this area
reflect a construction staging area, where equipment and materials would be temporarily stored.
This activity is not anticipated to disturb the wells.

Impacts: BNSF Section

No water wells would be impacted in this section.

Impacts: Total Project

It is not anticipated that the Proposed Action would require the installation or abandonment of
any wells. Additional freight rail activity along the MN&S and BNSF alignments would not
necessitate additional water use. Anticipated earthwork would be mostly fill with minor subcut, so
dewatering during construction would be minimal. No impact to the water supply is anticipated.

Mitigation: Area “A”
No mitigation is required.

Water-Related Land Use Management District
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Regulatory Context/Methodology

The Federal Emergency Management Agency (FEMA) publishes flood insurance rate maps (FIRM)
for each county. These maps identify the different flood zones based on base flood (100 year)
elevations. The DNR coordinates revisions and updates to the maps. 2004 was the last year that
these maps were published for Hennepin County. Currently, the DNR has available draft maps
from data collected in 2006. Updated maps will officially be published in the summer of 2011.

Existing Conditions: Total Project

One floodplain area was identified within the project study area. The floodplain is located in the
vicinity of the Iron Triangle or at the separated grade crossing of the MN&S line and the BNSF
Wayzata Subdivision line. The floodplain map does not indicate a base flood elevation. A Letter of
Map Revision (LOMR) was completed in 2008 for a structure adjacent to this floodplain. The letter
indicated that a change in the floodplain had occurred and the new base flood elevation would be
879.3 feet.

Floodplain data is shown on Figure 6a and 6b. The letters of map revision can be accessed at the
FEMA website (http://www.fema.gov).

Impacts: MN&S Section
Floodplain Impacts have been estimated and based on 2006 FEMA maps and the proposed

construction limits. Impacts were defined as potential fill or grading activities within the
floodplain. Worst case impacts were assumed for the construction limits based on surface area.
Actual storage impacts will need to be calculated once elevations have been obtained in the
impact area.

The MNG&S Section will impact 1.5 acres of 100-year floodplain in the vicinity of the Iron Triangle
and the proposed connection to the BNSF Wayzata Subdivision. Impacts are illustrated in Figure
7b.

Impacts: BNSF Section

The BNSF Section will impact floodplains in the vicinity of the Iron Triangle. Impacts are illustrated
in Figure 7b. Approximately 0.5 acre of floodplain would be impacted for the construction of the
BNSF alignment.

Impacts: Total Project

Approximately 2.0 acres of floodplain impact are anticipated for the total project.

Mitigation: Area “A”
Floodplain impacts are anticipated to be mitigated through on-site creation of floodplain storage

(cut) greater than or equal to the amount of fill. Retaining walls may also be used to reduce
impacts, where appropriate.

Erosion and Sedimentation
Regulatory Context/Methodology

28



http://www.fema.gov/�

A National Pollutant Discharge Elimination System (NPDES) permit is required for construction
activities that disturb one or more acres of total land area, or that disturb less than one acre when
combined with a larger common plan of development that ultimately disturbs more than one
acre. In Minnesota, the MPCA is responsible for administering NPDES permits. In addition, the
Minnehaha Creek Watershed District (MCWD) requires a permit for projects where grading meets
or exceeds 5,000 square feet. The City of St. Louis Park also requires an Erosion Control Permit for
projects disturbing more than 5,000 square feet of soil or moving more than 50 cubic yards of soil
on or off of a construction site; or any construction near a wetland.

Steep slopes and highly erodible soils are identified by reviewing Natural Resources Conservation
Service (NRCS) Web Soil Survey information. Steep slopes and/or erodible soils, per NRCS, are
identified as soil map units with greater than 12 percent slopes, or map units that have other
indications of an erosion hazard in the soil description (such as the word “eroded”). These soils
may or may not be associated with steep slopes. Steep slopes or highly erodible soils may indicate
a higher propensity for surface water contamination and sedimentation and erosion concerns.

Existing Conditions: MN&S Section
Soil type L55C, located within the residential area along the existing tracks, is characteristic of 8 to

18 percent slopes (see Table 2 for description of soil type).

Existing Conditions: BNSF Section

Soil types L52C and L52E (see Table 2 for description of soil types), located east of Highway 100
nearing Brownie Lake/Cedar Lake, are characteristic of 2 to 18 percent slopes and 18 to 35
percent slopes, respectively.

Existing Conditions: Total Project

According to NRCS soils mapping, there are three areas along the entire project area which may
have slopes greater than 12 percent. No highly erodible soils are present within the MN&S or
BNSF sections of the alignment. 21 acres; 84,450 cubic yards of soil to be moved.

Impacts: MN&S Section
The proposed work within the MN&S section of the project would require the movement of

approximately 13 acres or 70,400 cubic yards of soil and/or ground cover.

Impacts: BNSF Section

The proposed work within the BNSF section of the project would require the movement of
approximately 8 acres or 14,050 cubic yards of soil and/or ground cover.

Impacts: Total Project

Ground disturbance for the entire project would total approximately 21 acres or 84,450 cubic
yards.

Mitigation: Area “A”
The project would result in greater than one acre of ground disturbance; therefore, a NPDES
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General Stormwater Permit for Construction Activity from the MPCA would be required. The
General Permit mandates the development and implementation of a Stormwater Pollution
Prevention Plan (SWPPP), which details how stormwater will be controlled through Best
Management Practices (BMPs). BMPs and construction sequencing will be employed to limit
erosion and sedimentation, with special attention given to slopes and nearby water resources. An
Erosion Control Permit from the MCWD and the City along with a Conditional Use Permit (CUP)
from the City would also be required, because grading exceeds 5,000 square feet.

All exposed areas would be stabilized as soon as possible to limit soil erosion. Construction
phasing would be employed to limit the amount of ground exposed at any given time. Other BMPs
may include, but would not be limited to, a combination of the following: silt fence, filter logs,
temporary rock construction entrances, horizontal slope grading, erosion control blankets,
temporary seeding, stockpile covers, and sediment basins. Areas of steep slopes would use
additional stabilization techniques to control erosion.

Water Quality: Surface Water Runoff
Regulatory Context/Methodology

The NPDES program regulates surface water treatment, erosion, and sediment control. The NPDES
program requires permanent stormwater treatment BMPs for projects that create new areas of
impervious surfaces. This program is administered by the MPCA.

Section 303(d) of the Clean Water Act requires states to publish and update a list of waters that
are not meeting one or more water quality standards. The list, known as the 303(d) Total
Maximum Daily Load (TMDL) list, is updated every two years. The most recent list for Minnesota
was completed in 2010. The U.S. EPA provides final approval of the list. States are required to
develop TMDLs for impaired waters, which establishes the allowable loading of pollutants for a
water body based on the relationship between pollutant sources and in-stream water quality
conditions. Additional stormwater treatment may be required for projects that drain to impaired
waters. Impaired waters in vicinity of the proposed project were identified by searching the
MPCA’s Inventory of All Impaired Waters database.

Both sections of the proposed project lie within the jurisdiction of the MCWD and the City of St.
Louis Park. Per MCWD Stormwater Management Rule adopted January 13, 2005, a project that
results in a net increase in impervious surface of one (1) acre or more and the total project area is
five (5) acres or more requires BMPs, water quantity control provisions, and water quality control
provisions (Section 2(e)(3)). The City of St. Louis Park Erosion Control Permit is also designed to
improve the quality of post-construction storm water runoff, as well as reduce soil erosion during
construction.

Existing Conditions: Total Project

Existing impervious surface in the overall project area totals approximately 763,000 square feet, or
17.5 acres. Most of the MN&S Section drains to the existing the stormwater utility system, which
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eventually drains to Minnehaha Creek. Most of the BNSF section drains to the existing the
stormwater utility system, and may eventually drain to Cedar or Brownie Lakes.

There are 5 MPCA-designated impaired waters that may receive indirect runoff from the project,
as summarized in Table 1. These are also shown in Figure 6b.

Table 1. Impaired Waters in Vicinity of the Proposed Action

Name Pollutant TMDL Plan

Minnehaha Creek Fish bioassessments No (target completion 2012)
Fecal coliform
Chloride
Oxygen, dissolved

Twin Lake Nutrient/Eutrophication No (target completion 2016)

Biological Indicators

Brownie Lake Nutrient/Eutrophication Yes (2008)
Biological Indicators

Contaminants in fish tissue’

Cedar Lake Contaminants in fish tissue® No (target completion 2022)

Lake of the Isles Contaminants in fish tissue® | Yes (2008)

"Mercury and Perfluorooctane Sulfonate (PFOS)

Impacts: MN&S Section
The ballasted track proposed to be constructed from Dakota Avenue through the Iron Triangle

would be constructed within an existing track section that is in place today, or within an old track
bed that is currently used as an access road. Therefore there would be minimal net increase in
new track, and this portion of the project would be anticipated to have a minimal net increase in
impervious area (0.6 acre).

The new ballasted track proposed to be constructed on the south end of the project for the
connection from the CP Bass Lake Spur to the MN&S Spur would make up a majority of net new
ballasted track. However, the new track would be built within an area that is already largely
impervious. It is anticipated that this portion of the project would actually result in a net decrease
in new impervious area (-0.80 acre).

There is an alignment shift required for the existing track near the wye, due to the change in the
bridge alignment over Highway 7. This would result in approximately 1.1 acre of net increase in
impervious area.

Net increase in impervious area for the total MN&S section would be approximately 0.9 acre.
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Impacts: BNSF Section
New track within the BNSF section would be constructed within an existing track section that

previously accommodated two tracks. Therefore, there would be minimal net increase in
impervious area (0.80 acre).

Impacts: Total Project

An increase in impervious surface would result in an increase in stormwater runoff volumes and
peak discharges, which may lead to additional pollutant loading, erosion, and sedimentation if not
properly controlled. For the entire proposed project, there would be a net increase of impervious
area totaling approximately 1.7 acres. This would be greater than 1.0 acre and an area of
disturbance that is greater than 5 acres, triggering the need for treatment requirements through
the MCWD.

Mitigation: Area “A”
Stormwater runoff from the project would be directed to existing stormwater pipes and ditches to

stormwater treatment ponds sized to meet applicable rate control and water quality requirements
per the City of St. Louis Park and the MCWD. Proposed ponds are located in two areas along the
MNZ&S Section. One proposed pond in this section is south of CP- Bass Lake Spur on a parcel
acquired to accommodate track alignment. The second pond in the MN&S section is proposed
along the CP- MN&S Spur, south of Minnetonka Boulevard within existing CP owned right of way.
Within the BNSF section, a pond is proposed within existing BNSF right of way. The three ponds
provided have a total area of 1.10 acre.

Runoff from the project would not discharge directly to impaired waters, but may indirectly reach
these waters through other conveyance systems. Additional BMPs would be implemented as
necessary in coordination with the MPCA and the MCWD.

Geologic Hazards
Regulatory Context/Methodology

Data on project area geology is obtained from various database and mapping resources, including
the United States Geological Survey (USGS), the Minnesota DNR, and the County Well Index (CWI),
as noted below.

Existing Conditions
Bedrock in the project area is from the Middle and Upper Ordovician group, consisting of shale,

dolomitic limestone, and sandstone (Geologic Map of Minnesota, Bedrock Geology, 2011 -
http://purl.umn.edu/101466). Depth to bedrock, according to CWI records, is a minimum of 50

feet below the surface, with an average of 100 to 150 feet. Approximate depth to groundwater =
Minimum: O feet; Average: 280 feet. Approximate depth to bedrock = Minimum: 50 feet;
Average: 100 to 150 feet

There are no known sinkholes, shallow limestone formations, or near-surface karst conditions
within the study area per review of United States Geological Survey (USGS) 7.5-minute
quadrangles and DNR data (http://deli.dnr.state.mn.us).
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Impacts: Total Project

No impacts to geological features are anticipated as a result of the proposed project.

Mitigation: Area “A”
No mitigation is required.

Soil Conditions
Regulatory Context/Methodology

Data on project area soils is obtained primarily from the Natural Resources Conservation Service
(NRCS), as noted below.

Groundwater sensitivity characterizes the surface water/groundwater interface in relation to the
effect on groundwater quality, and describes the estimated vertical travel time for water-borne
surface contaminants to enter the uppermost bedrock aquifers. High groundwater sensitivity does
not indicate that water quality has been or would become degraded, and low groundwater
sensitivity does not guarantee that water will remain pristine. Potential for groundwater
contamination depends on the following factors: (1) the properties of the contaminant itself, (2)
the direction of groundwater movement, (3) permeability of the soils above the water resource,
and (4) the presence or absence of a confining layer above the water resource. For this section,
the focus is on soil permeability as it relates to potential for groundwater contamination.

Existing Conditions

Topography in the project area is fairly level south of Minnetonka Boulevard, with bedrock
overlain by loamy sands and gravel consistent with characteristics of a glacial outwash plain. North
of Minnetonka Boulevard, there are more loamy sands and rolling landscapes (City of St. Louis
Park Comprehensive Plan, 2009).

Data obtained from the NRCS Soil Data Mart — Soil Survey of Hennepin County
(http://soildatamart.mrcs.usda.gov) indicate that soils within the project area are classified as

urban lands consisting mainly of residential areas and covered with impervious surfaces. Most
areas have been disturbed to some degree by construction activity. Many of the soil associations
have been cut for leveling or filled for residential and rail development. Table 2 lists the soil map
units that are located within the study area.
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Table 2. Soil Map Units in Vicinity of the Proposed Action

Map Map Unit Name/Characteristics General location along
Unit alignment
MN&S Section
U1A Urban land-Udorthents, wet substratum, complex, | Existing wye area
0 to 2 percent slopes
U2A Udorthents, wet substratum, O to 2 percent slopes | Iron Triangle area
U4A Urban land-Udipsamments (cut and fill land) High school area and
complex, 0 to 2 percent slopes south of Hwy 7
L55B Urban land-Malardi complex, 0 to 8 percent slopes | Small area just south of
Minnetonka Blvd
L55C Urban land-Malardi complex, 8 to 18 percent Residential area along
slopes existing tracks
BNSF Section
U1A Urban land-Udorthents, wet substratum, complex, | Scattered throughout
0 to 2 percent slopes BNSF alignment
U2A Udorthents, wet substratum, O to 2 percent slopes | Between Iron Triangle and
Highway 100; also east of
Brownie Lake/Cedar Lake
U4A Urban land-Udipsamments (cut and fill land) Very limited; north of Iron
complex, 0 to 2 percent slopes Triangle
u6eB Urban land-Udorthents (cut and fill land) complex, | Between Iron Triangle and
0 to 6 percent slopes Highway 100; also east of
Brownie Lake/Cedar Lake
L52C Urban land-Lester complex, 2 to 18 percent slopes | East of Highway 100
nearing Brownie
L52E Urban land-Lester complex, 18 to 35 percent Lake/Cedar Lake
slopes
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As discussed in Section 9, Land Use, the Golden Auto National Lead site is located adjacent to the
MNZ&S section, just south of Highway 7. Soil contamination is present on this site, but the EPA has
indicated that “contaminated ground water migration is under control.” °

Impacts: MN&S Section
According to the NRCS Soil Data Mart — Soil Survey of Hennepin County, the L55B and L55C soils
(Urban land — Malardi complex) are classified as having “excessive permeability.” This means that

contaminants have a high potential of moving very quickly through the soil, and potentially to a
groundwater resource (saturated hydraulic conductivity is 42 micrometers per second or more).
According to the MDH County Well Index, well logs in this area indicate a sandy, gravelly soil sub
base, which would further confirm the data from the soil survey. As such, there is potential for
groundwater contamination from construction wastes, chemicals, and/or petroleum products due
to high groundwater sensitivity.

Construction of the rail bridge will occur within an existing rail easement over the Golden Auto
National Lead site. The soils on this specific parcel are classified as U4A, or Urban Land/cut and fill.
It is not identified as a highly permeable soil; however, due to the level of contamination on the
site, groundwater contamination could be a possibility if materials are disturbed and not handled

properly.

Impacts: BNSF Section

None of the soils in this section are classified as being excessively permeable, nor do they present
characteristics indicating a high propensity for supporting contaminants. Groundwater
contamination from construction wastes, chemicals, and/or petroleum products is not likely.

Impacts: Total Project

Soils in the project area are urban complexes that have been subject to disturbance from previous
and current development. Groundwater impacts are likely limited to areas of highly permeable
soils, located near the middle of the MN&S section.

Mitigation: Area “A”
All regulated materials/wastes would be managed on this project in accordance with the

appropriate federal and state regulations.

A management plan would be developed 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.

An emergency response and containment plan would be developed for the project 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 MPCA, MHD, and/or Department of Public Safety

5 http://cfpub.epa.gov/supercpad/cursites/csitinfo.cfm?id=0503817
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(MDPS) would be contacted immediately. Excavation on the Golden Auto National Lead site
would be closely coordinated and regulated by the MPCA.

Solid Wastes, Hazardous Wastes, and Storage Tanks
Regulatory Context/Methodology

All pollutants, contaminants and hazardous wastes (as defined in Minnesota Statutes, 115B.02)
identified or used during construction projects must be properly handled and treated in
accordance with appropriate federal and state regulations.

Existing Conditions

See the Right-of-Way/Relocations Sections for a description of properties that would be
purchased as part of the project. Right of way purchase may involve the demolition of structures,
and some of these structures are of an age where asbestos, lead, or other contaminants may be
present.

Impacts: Total Project

Toxic or hazardous substances may be used during project construction (petroleum products such
as diesel fuel, hydraulic fluid, and chemical products such as sealants).

No permanent above or below ground storage tanks would be used in conjunction with this
project. Temporary ASTs may be utilized on-site to store petroleum products and other materials
during construction.

Mitigation: Area “A”
All regulated materials/wastes would be managed on this project in accordance with the

appropriate federal and state regulations. A management plan would be developed 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.

Any buildings to be removed for the project will be inspected for hazardous materials prior to
demolition. A certified asbestos abatement contractor would be used to remove any asbestos
containing materials identified. Any green-treated wood would be documented and disposed of
in a MPCA approved Mixed Municipal Solid Waste (sanitary) landfill or Industrial Waste Landfill.

All regulated materials and waste, including hazardous waste, from buildings would be removed
and properly disposed of proper to demolition. Demolition debris is inert material such as
concrete, brick, bituminous, glass, plastic, untreated wood, and rock. This material must be
disposed of in an MPCA-approved demolition landfill, or separated and recycled. Management of
this material would be in accordance with state guidelines and regulations.

An emergency response and containment plan would be developed for the project 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 MPCA, MHD, and/or Department of Public Safety
(MDPS) would be contacted immediately. If previously unknown regulated materials/wastes are
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discovered during construction, the Contractor shall notify the Project Engineer immediately. Any
contaminated soil removed on site will be treated as hazardous waste and disposed of in a MPCA
approved landfill.

Traffic
Regulatory Context/Methodology
Traffic methodology is woven into the subsequent sections.

Existing Conditions
The conditions at each of the existing grade crossings were documented in terms of traffic

volumes, crash history, and control/grade crossing equipment. A map of the at-grade crossings is
shown on Figure 8 and a summary of the data for each crossing is provided in Table 3 below. CP
currently operates one local assignment, round trip, five days per week on the MN&S. The typical
size of the current train ranges between 10 and 30 cars per day. Assuming up to 30-cars,
operating at 10 miles per hour (mph), each train takes approximately 13.5 minutes to travel from
the CP-Bass Lake Spur connection with the CP- MN&S spur, just south of TH 7 to the BNSF
Wayzata Subdivision and each of the at-grade crossings is blocked for approximately 2.9 minutes.
The existing rail traffic does result in some delay and queuing, most notably at Dakota Avenue,
which has the highest traffic volumes of all the at-grade crossings. Neither the crash history nor
the current traffic volumes indicated significant traffic operations or safety issues at the existing
grade crossings. Some of the crossings have been identified for additional crossing enhancements
in the near term based on available Mn/DOT funding, as noted in Table 3.

Parking spaces added: N/A

Existing spaces (if project involves expansion): N/A

Estimated total average daily traffic generated: N/A

Estimated maximum peak hour traffic generated and time of occurrence: N/A
Indicate source of trip generation rates used in the estimates. N/A

Table 3. Existing At-Grade Crossing Data

Crash History at

) R 24-Hour Traffic A . . . Recent or Planned Existing Issues and
Crossing # Location Crossing Crossing Width Existing Control
Count Improvements Concerns
(1999-2008)
1,303 Stop Signs with Roadway grades on
1 28th Street N 36feet N
ree (2009) one ee Crossbucks one 28th st
165 Stop Signs with Roadway grades on
2 29th Street None 32feet None
(2011) Crossbucks 29th St
Road i
N/A oacway crossmgA Uncontrolled
. . closed 2005. Pedestrian ) .
3 Brunswick Avenue (North) | (pedestrians None 10feet None X pedestrian crossing and
only) crossing constructed access
Y 2006.
4583 Rear-end Gates and new Pedestrian crossings
4 Dakota Avenue (2'009) collision at 97 feet Flashers and Gates concrete surface and pedestrians on
gates (2006) constructed 2005. tracks
. 2,052 Programmed for gate |Length of time crossing
5 Library Lane None 142 feet Flashers
! v (2011) installation in is blocked
4,017 Collisi ith
6 Lake Street ’ 0 |.5|on wi Ovehead Flashers
(2009) train (2002)
7 Walker Street 2,805 None 66 feet Flashers None
(2009)

37




Source: City of St. Louis Park, except Walker Street, which was estimated daily count based on two
separate peak hour observations conducted by Kimley-Horn in spring 2011 while school was in
session (non spring break periods).

There are two schools located near the MN&S Spur— St. Louis Park Senior High School (grades 9-
12) and Park Spanish Immersion (PSI) School (grades K-5). In the morning before school, buses
drop off students at the high school and then travel on Dakota Avenue to drop off students at PSI.
The drop-off process tends to be staggered because not all buses arrive at the schools at the same
time. In the afternoon, approximately 30 buses load at PSI and then all travel northbound via
Library Lane and W 33" Street to the high school to pick up students. Due to the large volume of
buses that travel from PSI to the high school in a very short time (observed to be approximately 3
to 4 minutes), a police officer stops traffic at the Library Lane/Lake Street intersection and directs
all the buses through the intersection each day after school. In the existing conditions, this was
observed to result in queues of approximately six vehicles eastbound on Lake Street, two vehicles
westbound on Lake Street, and four vehicles southbound on Library Lane.

The bus operations described above are summarized on Figure 9. In addition to bus traffic
between the schools, pedestrian traffic is also generated by the high school, including open lunch
for grade 12 students, high school students that leave the school during the day to do community
service, and after school/evening activities at the football field, which is located across the tracks
from the high school.

The high school has a parking lot on the north side of the building, accessed via W 33" Street that
contains approximately 300 parking stalls designated for staff, visitors, and students. This parking
lot was observed to be parked at capacity during the school day. There is an a additional parking
lot south of the building with vehicles entering from Dakota Avenue and exiting to Library Lane
that is designated for parking by Adult Basic Education (ABE) staff and students and was observed
to be parked at approximately 50 to 75 percent of capacity during the school day.

Impacts: Total Project

As stated in the Project Description section, the Proposed Action includes the closure of the
existing grade crossing at 29" Street. Closure of the 29" Street grade crossing would be expected
to result in the diversion of a portion of the 109 vehicles per day from 29" Street to one of the
adjacent roadways to cross the railroad tracks. The two adjacent roadways would continue to
have crossings, with 28" Street at-grade and Minnetonka Boulevard grade separated. The existing
daily traffic volume on 28" Street is 1,303 vehicles per day compared to an estimated capacity for
a two-lane roadway of approximately 10,000-15,000 vehicles per day, based on the Highway
Capacity Manual per-lane capacities. If all traffic from the 29" Street crossing diverted to the 28"
Street crossing, this would be an increase of less than 10 percent in daily traffic on 28" Street, or
about 10 to 15 vehicles in each of the peak hours.
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The Minnesota Manual on Uniform Traffic Control Devices section 2B.7 requires a minimum of
500 vehicles per hour for at least four hours per day at an intersection in order to meet all-way
stop warrants, and the minimum volumes to meet warrants for a traffic signal are higher. Existing
hourly counts at the intersection have not been conducted at 28t Street/Blackstone Avenue and
28" Street/Brunswick Avenue, but it is estimated that the peak hour volumes at the intersections
would be, at most, approximately 200-250 vehicles/hour assuming traffic volumes of
approximately1,000 vehicles per day on both Blackstone Avenue and Brunswick Avenue.
Therefore, if all traffic diverted from 29" Street to 28" Street between Blackstone Avenue and
Brunswick Avenue, no adverse traffic impacts would be expected on 28" Street, including the 28"
Street/Blackstone Avenue and 28" Street/Brunswick Avenue intersections. In addition, the
Louisiana Avenue/28" Street intersection is already signalized and has approximately 1,600
entering vehicles during the peak hour compared to an estimated capacity of 3,000-4,000 vehicles
per hour based on the Highway Capacity Manual per-lane capacities.

The train travel times from the CP-Bass Lake Spur connection with the CP- MN&S Spur, just south
of TH 7 to the BNSF Wayzata Subdivision were calculated based on potential train operating
speeds, as shown in Table 4. The times in the table are based on the time when the first car enters
the corridor until the time when the first car exits the corridor. Then the total time the train is in
the corridor would be the time in Table 4 plus the times shown in Table 5, which encompass the
time for the first car to the last car to clear a given point and are based on train length and travel
speed.

Table 4. Train Travel Time on MN&S

Train Speed (miles per hour)

Travel Time on MN&S (minutes) 10 15 20 25
(CP Bass Lake Spur Connecting Point
with the MN&S Spur)

13.5 9 6.8 5.4

The impact of increased rail traffic and longer trains on at-grade crossing blockage times was
considered relative to various train speeds and lengths and the traffic volumes at each grade
crossing. In addition, the number of crossings that would be blocked at any one time was also
evaluated, with the results shown in Table 5. For a given train length, the operating speed directly
impacts how long a crossing will be blocked, while the overall train length (regardless of speed)
determines how many crossings will be blocked at any one time. Based on the potential best and
worst case scenarios for intersection blocking times, the traffic impacts at each crossing were
evaluated for the highest volume 15-minute period of the day. For most locations, this occurred
during the PM peak hour. However, on southbound Dakota Avenue and both directions on Library
Lane, the highest 15-minute volume was recorded just after school dismissal. The results of the
gueuing analysis are shown in Table 6.
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Based on the existing vehicle traffic volumes, traffic at the Lake Street and Walker Street at-grade
crossings would not be expected to reach mainline TH 7 (See Cumulative Effects section regarding
proposed TH 7/Louisiana Avenue project that would include closure of the existing TH 7/Lake
Street access) unless the crossings were both blocked for more than 12.5 minutes, which is
equivalent to a 120-car train traveling at 9.3 mph or an 80-car train traveling at 6.3 mph (worst-
case scenario). The longest expected queue would occur in a scenario when a 120-car train arrived
during school dismissal. The queues on northbound Dakota Avenue would extend through the
Dakota Avenue/Lake Street intersection, but would not be expected to reach the TH 7
intersections. The queues on southbound Dakota Avenue could cause increases in delay to traffic
leaving the high school at dismissal time. In this case, vehicles would be primarily queued on W
33" Street and Dakota Avenue, which would impact neighborhood traffic, but not any arterial
roadways. Vehicles could choose to divert from southbound Dakota Avenue to Minnetonka
Boulevard or Louisiana Avenue. The potential volume of diverted traffic could be higher than from
the Lake Street and Walker Street crossings, but still would represent only a small change in traffic
volumes on the adjacent roadways. Therefore, the potential impacts of diverted traffic from the
at-grade crossings to the surrounding roadway network would not be expected to be significant.

Likewise, if a train arrived during the HS school arrival period (8-8:15 a.m.), vehicles would be
expected to queue into and be blocked from exiting the HS parking lot on the south side of the
building. However, the high school arrival and dismissal periods were observed to last only about
10 to 15 minutes, so a scenario in which a train arrived during this relatively small window is
possible, but would be expected to be a relatively rare occurrence.
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Table 5. At-Grade Crossing Times

Source: Kimley-Horn and Associates, Inc.

* Estimates reflect 85-foot cars

Maximum Estimated Intersection Block Time (Minutes) . Ma)fnmum Time that
Overating Conditions Dail Maximum Number of | Maximum Number of
P & Fre ue‘:1 Train Length* Train Speed (miles per hour) Crossings Blocked Crossings Blocked
q v Cars Feet 10 15 20 25 (Minutes)
Existin 30cars@10mph | TrOUMTIP L35 | o550 [ 29 1.9 14 12 3 (Walker, 11
& (2 trains) ! ' ' ’ ' Lake/Library, Dakota) )
20 cars @ 25 mph 3 (Walker,
(assumed best case) 2 round trips 20 1,700 1.9 1.3 1.0 0.8 I e 0.1
Proposed TC&W (i(:r:; :ss+@ 3 (Walker,
3-7 Days/Week : Lake/Library, Dakota
(3-7 Days/Week) IRSELIERRMGINN - tains @ 50 | 4250 | 48 3.2 2.4 1.9 /Library
(assumed worst case) 50 cars) -or-
Dakota, 29th, 28th)
80 cars @ 15 mph 1 round trip + 5 (Walker through
Proposed Coal (assumed best case) | 1 one-way trip 80 6,800 [ S 3.9 31 28th)
and Ethanol (2 trains @ 80
1 trai 5 (Walker through
(5 Days/Month) [EEEESIERCRSRUN cors ¥ Ltrain | oh | 10,200 6 7.7 5.8 4.6 ( -
(assumed worst case) @ 120 cars) 28th)
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Table 6. At-Grade Crossing - Queuing Analysis

. 24-Hour Peak 15-Minute Volumes
Cro;smg Location Traffic (May 2009 and March-April 2011 Estimated Maximum Vehicle Queue at Crossing (Vehicles)
Count counts) Based on Train During Peak 15-Minute Period
(Mav 2009
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Existing Proposed 3-7
Proposed 5 Days/Month
Frequency = Days/Week
Frequency = 3/Day (Max)
Time of 2/Day (Max) | Frequency = 4/Day (Max)
Volume Direction
Day ; 20-car 120-car
30-car Train . .
Train Train
@ 10 mph
@ 25 mph @ 10 mph
28th 21 PM Peak NB
S 1,303 J 4 1 5 7 16
treet (estimated) (assumed) SB
5:30-5:45
5 EB
29th PM
165 1 Crossing Assumed to be Closed in Future Conditions
Street 3:00-3:15
6 WB
PM
5:15-5:30
98 NB 19 5 21 34 76
Dakota PM
4,583
Avenue 3:10-3:25
88 SB 17 5 19 30 68
PM
3:00-3:15
43 NB 8 2 9 15 33
. PM
Library
2,052
Lane 8:00-8:15
101 SB 20 5 22 35 78
AM
Lake 5:30-5:45
4,017 43 EB 8 2 9 15 33
Street PM
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5:45-6:00

45 WB 10 15 35
PM
5:00-5:15
1,104 22 EB 5 8 17
Walker PM
Street (estimated) 5:00-5:15
14 M WB 3 5 11
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Mitigation: Area “B” Mitigation
Under the Proposed Action, Quiet Zone upgrades would be implemented at all remaining grade
crossings between Walker and 28" Street. The quiet zone design concept includes improved

pedestrian safety at the study area grade crossings, in the form of pedestrian gates at all existing
and proposed sidewalk locations. Fencing will be included at all quiet zone grade crossings to
control pedestrian movements at/around crossing signal gates.

In addition to the quiet zone design (see Figure 12), there will be further discussion with the City
of St. Louis Park, St. Louis Park School Board, railroads and other stakeholders regarding
additional feasible and effective safety mitigation in the vicinity of the St. Louis Park High School.
Additional mitigation could include a grade separated pedestrian crossing, High Intensity
Activated Crosswalk (HAWK) signal, or overhead flashers to improve safety of pedestrians
traveling between the high school and Park Spanish Immersion or the high school and the
football field (see the Safety section).

Vehicle-Related Air Emissions

Regulatory Context/Methodology

Pursuant to the Federal Clean Air Act of 1970 (CAA)®, the US Environmental Protection Agency
(EPA) established National Ambient Air Quality Standards (NAAQS) for major pollutants, called
“criteria pollutants.” Currently there are six (6) criteria pollutants: ozone (O3), carbon monoxide
(CO), nitrogen dioxide (NO,), sulfur dioxide (SO,), particulate matter, and lead (Pb). Particulate
matter (PM) includes particles with a diameter less than 10 micrometers (PMy,) and with a

diameter of less than 2.5 micrometers (PM,s).

Table 7 shows the primary and secondary NAAQS for the criteria pollutants. The NAAQS are
two-tiered. The first tier (primary) is intended to protect public health. The second tier
(secondary) is intended to prevent further degradation of the environment.

®42 U.S.C. §§ 7401 - 7676.
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Table 7. National Ambient Air Quality Standards for Criteria Pollutants

Pollutant Averaging Time Primary Standards ™ | Secondary Standards ™!
co 8-hour 9 ppm (10 mg/m°) None
1-hour 30 ppm (40 mg/m°)’ None
Lead ™ Quarterly Average 15 ug/m3 Same as Primary
Rolling 3-Month Average™ 0.15 pg/m? Same as Primary
NO, Annual Arithmetic Mean 0.053 ppm (100 pg/m’) Same as Primary
1-hour 100 ppb None
PMio Annual Arithmetic Mean None None
24-hour 150 ug/m3 Same as Primary
PMys Annual Arithmetic Mean 15 ug/m3 Same as Primary
24-hour 35 ug/m3 Same as Primary
0; 8-hour 0.075 ppm (147 pg/m’) Same as Primary
SO, Annual Arithmetic Mean 0.03 ppm (80 ug/m°) 0.5 ppm 3-hour
24-hour 0.14 ppm (365 ug/m°)
1-hour 75 ppb None
Notes:

National standards (other than ozone, particulate matter, and those based on annual averages)
are not to be exceeded more than once per year. The ozone standard is attained when the
fourth highest eight hour concentration in a year, averaged over three years, is equal to or is
less than the standard. For PMy,, the 24-hour standard is attained when the expected number
of days per calendar year with a 24-hour average concentration above 150 ug/m? is equal to or
is less than one. For PM, s, the 24-hour standard is attained when 98% of the daily
concentrations, averaged over three years, are equal to or are less than the standard.

2. Primary Standards: Levels necessary to protect public health with an adequate margin of
safety.

3. Secondary Standards: Levels necessary to protect the public from any known or anticipated
adverse effects.

Lead is categorized as a “toxic air contaminant” with no threshold exposure level for adverse
health effects determined.

5. National lead standard, rolling three-month average: final rule signed October 15, 2008.
Based on the final rule signed June 2, 2010. To attain this standard, the 3-year average of the
99t percentile of the daily maximum 1-hour average at each monitor within an area must not
exceed 75 ppb.

7. Minnesota state standard not to be exceeded more than once per year.

The standards in Table 7 apply to the concentration of a pollutant in outdoor ambient air. If the
air quality in a geographic area meets or exceeds the national standard, it is designated an
attainment area. Areas that do not meet the national standard are designated non-attainment
areas. Once a non-attainment area meets the standards, the EPA will re-designate the area as a
“maintenance area.”

Each state is required to draft a State Implementation Plan (SIP) to further improve the air
quality in non-attainment areas and to maintain the air quality in attainment and maintenance
areas. The plan outlines the measures that the state will take in order to improve air quality.
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As mentioned above, the Proposed Action is located in Hennepin County and is designated a
maintenance area for CO and SO, and attainment for all the other regulated standards.

Existing Conditions

EPA and local state agencies operate ambient monitoring stations which are used to assess air
quality in each state. To characterize the existing conditions of the Hennepin County area, the
most recent data obtained from the EPA Aerometric Information Retrieval System (AIRS)
database was reviewed for 2008. The analysis consisted of regulated air pollutants contained in
the NAAQS; including sulfur dioxide (SO,), carbon monoxide (CO), nitrogen dioxide (NO,), ozone
(0s), lead (Pb), and particulate matter (PMo and PM, ). A summary of the background air
quality concentrations is presented in Table 8. The monitoring data shows that background
levels are below the NAAQS for all pollutants and averaging periods.

Table 8. Ambient Background Air Quality Concentrations®

County Carbo.n Nl'tro'gen S'ulf'ur Ozone PM, PMy, Lead
Monoxide Dioxide Dioxide (ppm)? (ug/m?) (ug/m’) (ug/m?°)
(co, ppm) | (NO,,ppm)* (SO,, ppm)
1-Hr | 8-Hr | 1-Hr [Annua| 1-Hr | 24-Hr | Annual | 8-Hr |24-Hr | Annual |24-Hr| Annual |Quarterly| Monthly
|
He”:Ep' 2.0 | 0.7 0';)5 009 0'24 0.013 | 0.002 | 0.064 | 335| 95 | 47 | 24 | 001 | 001
NAAQS | 35 9 0';'0 0.053 0';)7 0.14 0.03 | 0.075| 35 15 150 50 15 0.15
Notes:

1. No monitors in Hennepin Co. Monitor values represent the highest concentrations from Anoka and Dakota

counties.
2. No monitors in Hennepin Co. Monitor values represent the highest concentration from Anoka and Scott counties.

3. All short term concentrations represent the second highest values while the annual concentration represents the

highest value.

Impacts: Total Project

Conformity Analysis
The 1990 Clean Air Act Amendments (CAAA) requires that State Implementation Plans (SIPs)
must demonstrate how states with non attainment and maintenance areas will meet the federal
air quality standards. The Proposed Action is located in Hennepin County which the EPA has

designated as a maintenance area for CO and SO,.

the net emissions increase associated with a proposed project.

The air quality analysis typically evaluates

The EPA issued final rules on transportation conformity (amended as 40 CFR 93 in 2008) which
describe the methods required to demonstrate SIP compliance for transportation projects.
These guidelines indicate that non-exempt transportation projects (including this project if
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federal funding is used or a federal action is required) may need to be included in the regional
emissions analysis to demonstrate that the project would not increase regional CO emissions
and would not increase the frequency or severity of existing violations. The Proposed Action is
not included in the Metropolitan Planning Organization’s Long Range Transportation Policy Plan
(LRTPP) or in the four-year Transportation Improvement Program (TIP).

As defined by MnDOT, a regionally significant project (unless specifically exempted) is a
transportation project that is on a facility which serves regional transportation needs (such as
access to and from the area outside of the region, major activity centers in the region, major
planned developments such as new retail malls, sports complexes, etc., or transportation
terminals as well as most terminals themselves) and would normally be included in the
modeling of a metropolitan area’s transportation network, including at a minimum all principal
arterial highways and all fixed guide-way transit facilities that offer an alternative to regional
highway travel. The Proposed Action would not result in additional train trips or unforeseen
stops or idling compared to the current freight operating scenario for the region (e.g. no net
increase in train operations in the region, but rather a relocation of existing operations). Under
the MnDOT definition, the Proposed Action is not considered a regionally significant project and
conforms to the requirements of the CAAA and to the Conformity Rules, 40 CFR 93.

Air Quality Hot Spot Analysis/Mobile Air Source Toxics

Although the Proposed Action is located in an area where conformity requirements apply, the
Proposed Action is not considered to be regionally significant and the scope of the project does
not indicate air quality impacts would be expected. Furthermore, the United States
Environmental Protection Agency has approved a screening method to determine which
intersections need hot-spot analyses. The Proposed Action is not directly adding additional
vehicle traffic volume to any local intersection; therefore, air quality localized impacts should be
similar with or without the Proposed Action. The analysis demonstrates by the results of the
screening procedure that there are no signalized intersections included in this project area that
require a hot-spot analysis.

The Proposed Action will improve the operational efficiency of freight through the City of St.
Louis Park. The Proposed Action also includes the implementation of quiet zone design at grade
crossings to enhance railway safety. This Proposed Action has been determined to generate
minimal air quality impacts for CAAA criteria pollutants and has not been linked with any special
MSAT concerns. As such, this Proposed Action will not result in changes in traffic volumes,
vehicle mix, basic project location, or any other factor that would cause an increase in MSAT
impacts of the project from that of a no action option.

Moreover, EPA regulations for vehicle engines and fuels will cause overall MSAT emissions to
decline significantly over the next several decades. Based on regulations now in effect, an
analysis of national trends with EPA’s MOBILE6.2 model forecasts a combined reduction of 72
percent in the total annual emission rate for the priority MSAT from 1999 to 2050 while vehicle-
miles of travel are projected to increase by 145 percent. This will both reduce the background
level of MSAT as well as the possibility of even minor MSAT emissions from the Proposed Action.
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Mitigation: Area “A”
No mitigation is required.

Stationary Source Air Emissions
There would be no stationary source air emissions associated with the Proposed Action.

Odors, Noise, and Dust
Regulatory Context/Methodology

Note: The complete noise assessment technical report is included in Appendix C.

Noise Basics

Noise is typically defined as unwanted or undesirable sound, whereas sound is characterized by
small air pressure fluctuations above and below the atmospheric pressure. The basic parameters
of environmental noise that affect human subjective response are (1) intensity or level, (2)
frequency content and (3) variation with time. The first parameter is determined by how greatly
the sound pressure fluctuates above and below the atmospheric pressure, and is expressed on a
compressed scale in units of decibels. By using this scale, the range of normally encountered
sound can be expressed by values between 0 and 120 decibels. On a relative basis, a 3-decibel
change in sound level generally represents a barely noticeable change outside the laboratory,
whereas a 10-decibel change in sound level would typically be perceived as a doubling (or
halving) in the loudness of a sound.

The frequency content of noise is related to the tone or pitch of the sound, and is expressed
based on the rate of the air pressure fluctuation in terms of cycles per second (called Hertz and
abbreviated as Hz). The human ear can detect a wide range of frequencies from about 20 Hz to
17,000 Hz. However, because the sensitivity of human hearing varies with frequency, the A-
weighting system is commonly used when measuring environmental noise to provide a single
number descriptor that correlates with human subjective response. Sound levels measured
using this weighting system are called "A-weighted" sound levels, and are expressed in decibel
notation as "dBA." The A-weighted sound level is widely accepted by acousticians as a proper
unit for describing environmental noise.

Because environmental noise fluctuates from moment to moment, it is common practice to
condense all of this information into a single number, called the “equivalent” sound level (Leq).
Leqg can be thought of as the steady sound level that represents the same sound energy as the
varying sound levels over a specified time period (typically 1 hour or 24 hours). Often the Leq
values over a 24-hour period are used to calculate cumulative noise exposure in terms of the
Day-Night Sound Level (Ldn). Ldn is the Aweighed Leq for a 24-hour period with an added 10-
decibel penalty imposed on noise that occurs during the nighttime hours (between 10:00 PM
and 7:00 AM). Many surveys have shown that Ldn is well correlated with human annoyance, and
therefore this descriptor is widely used for environmental noise impact assessment. Exhibit 1
provides examples of typical noise environments and criteria in terms of Ldn. While the
extremes of Ldn are shown to range from 35 dBA in a wilderness environment to 85 dBA in noisy
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urban environments, Ldn is generally found to range between 55 dBA and 75 dBA in most
communities. As shown in Exhibit 1, this spans the range between an “ideal” residential
environment and the threshold for an unacceptable residential environment according to U.S.
Federal agency criteria.

Exhibit 1. Examples of Typical Outdoor Noise Exposure

L
Typical Environments dg: Typical Criteria

P

Ambient closeto — (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

Wilderness Ambient — |35

Noise impact for this project is based on the criteria as defined in the U.S. FTA guidance manual
Transit Noise and Vibration Impact Assessment (FTA-VA-90-1003-06, May 2006). The FRA has
adopted the criteria and methodology used in the FTA guidance manual for use on freight rail
projects.

Noise Impact Criteria

FTA noise impact criteria are founded on well-documented research on community reaction to
noise and are based on change in noise exposure using a sliding scale. Although higher rail noise
levels are allowed in neighborhoods with high levels of existing noise, smaller increases in total
noise exposure are allowed with increasing levels of existing noise.

The FTA Noise Impact Criteria group noise sensitive land uses into the following three
categories:
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e Category 1: Buildings or parks where “quiet” is an essential element of their purpose.

e (Category 2: Residences and buildings where people normally sleep. This includes residences,
hospitals, and hotels where nighttime sensitivity is assumed to be of utmost importance.

e (Category 3: Institutional land uses with primarily daytime and evening use. This category
includes schools, libraries, churches and active parks.
Ldn is used to characterize noise exposure for residential areas (Category 2). For other noise
sensitive land uses, such as outdoor amphitheaters and school buildings (Categories 1 and
3), the maximum 1-hour Leq during the facility’s operating period is used.

There are two levels of impact included in the FTA criteria. The interpretation of these two
levels of impact is summarized below:

e 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 will normally be specified for severe
impact areas unless there are truly extenuating circumstances which prevent it.

e 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 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.

Chapter 7030 of the Minnesota Administrative Rules has a series of noise limits that can be
applied to projects such as the MN&S Freight Rail Study. The limits are based on the L10 and
L50, which are the noise levels exceeded 10% and 50% of the time, respectively. The limits
are based on the time of day and the noise area classification, and are shown in Table 9. The
limits for noise classification area 1, which includes all residences, churches, schools, and
other similar land uses, are used in this assessment.

Table 9. Minnesota Noise Pollution Control Limits

Clns::i*;i:::ﬁqn Daytime Nighttime
Area L50 L10 | Lsg | L1o
1 60 65 50 55
p 65 T 635 70
3 73 80 T 80
All norse levels are in dBA.

The following are assumptions used in the analysis for the noise assessment:

51




e Identify noise-sensitive land use: Noise-sensitive land use along the project corridor was
identified based on preliminary alignment drawings, aerial photography and GIS mapping.

e Characterize the existing noise environment: Existing noise levels were measured as
described above. Existing operations include one round-trip CP train per weekday traveling
at 10 mph over jointed track. Based on observations and data from the noise monitors, the
train horns are currently only sounded briefly at each roadway-rail grade crossing.

e Predict future noise from rail operations: Future noise levels were projected based on the
project assumptions defined below. . In order to account for trains that have less than one
daily operation, the assessment assumed an average number of trains per day over a two-
week period. This results in a more conservative estimate of the project noise.

Specific project assumptions include (consistent with key design elements of the Proposed

Action):

0 All trains will travel at no more than 25 mph.
0 The track will be continuously welded rail.
0 The CP operations will remain unchanged (one round trip train at up to 30 cars)
0 The TC&W operations include:
=  One freight train with 2-4 locomotives and 50 cars operating six days per week,
=  Another freight train with 2-4 locomotives and 20 cars operating 3-4 days per week,
= A unit ethanol train with 2 locomotives and 80 cars operating once every 2 weeks,
and
= A unit coal train with 4 locomotives and 120 cars, operating once every 2 weeks in
one direction only.
=  The unit coal trains were assumed to be equally likely to operate during the day or
night. All other trains were assumed to operate during the day.
0 The train horns were assumed to be sounded at all highway-rail grade-crossings, but not
at pedestrian crossings. Based on FRA requirements, the horns are sounded for 20
seconds prior to each grade-crossing, starting 750 feet from the crossings.

e Assess impact based on the criteria: The projections determined the Leq and Ldn values at
each sensitive receptor and noise impact was assessed according to the appropriate FTA
criteria, depending on the land use category.

e Recommend mitigation measures where required and appropriate: Mitigation measures can
include noise barriers, sound insulation, quiet zones and other means to reduce noise from
rail operations.

Existing Conditions

Noise-sensitive land use along the project corridor was identified based on preliminary
alignment drawings, aerial photographs and GIS data. Areas adjacent to the corridor include
single- and multifamily residence in the northern and central portions of the corridor. There are
also three parks in this portion of the corridor. The southern portion of the corridor is mixed-
use, with some residential along with commercial and industrial land uses. St. Louis Park Senior
High School, the Metropolitan Open School, and the Masonic Lodge are also located in this area.
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Long-term, ambient noise measurements were conducted at selected sites along the corridor
during the period from February 15 through February 17, 2011. Four sites, designated as Sites
LT-1 through LT-4, were selected for long-term (24-hour) monitoring. At each of these locations,
unattended B&K model 2250 portable, automatic noise monitors were used to continuously
sample the A-weighted sound level (with slow response), over one 24-hour period. The noise
monitors were programmed to record hourly results, including the maximum sound level
(Lmax), the equivalent sound level (Leq) and the statistical percentile sound levels (Ln). The day-
night equivalent sound level (Ldn) was subsequently computed from the hourly Leq data.

A summary of the existing noise measurements is provided in Table 10 and the noise
measurement locations are shown in Figure 10.

Table 10. Summary of Existing Noise Measurements

—_

: Start of Meas. Noise
— Meazurement Location . Exposure
Site No, D - Meazurement Time
escription (dBA)
Date [Tame | ™ [Tdn | Leg
LT-1 5t. Lows Park High School 21511 14:00 24 38 58
LT-2 2220 Fidze Dr. (The Willows) X1511] 15:00 24 &7 63
LT-2 2837 Brunswick Ave. X15/11] 17-00 24 35 &0
LT-4 3225 Blackstone Ave. 21611 13:00 24 56 54

Site LT-1: St. Louis Park High School — St. Louis Park, MN. The Ldn measured over a 24-hour
period at the school adjacent to the gymnasium and the faculty parking lot was 58 dBA. The
major noise sources in this area included traffic noise from TH 100, airplane flyovers, CP freight
train pass-bys (blowing horn), commercial building/vehicle noise from Lake Street, and local
traffic noise from Lake Street and the school parking lot.

Site LT-2: 2220 Ridge Drive. (The Willows) — St. Louis Park, MN. The Ldn measured over a 24-
hour period adjacent to the swimming pool on the south side of this apartment complex was 67
dBA. The major noise sources in this area included traffic noise from TH 100, airplane flyovers,
freight train pass-bys on the BNSF, commercial noise from a nearby industrial facility, and local
community noise.

Site LT-3: 2837 Brunswick Avenue. — St. Louis Park, MN. The Ldn measured over a 24-hour
period behind this single-family residence was 55 dBA. The major noise sources in this area
included traffic noise from TH 100, airplane flyovers, CP freight train pass-bys and local
community noise.

Site LT-4: 3225 Blackstone Avenue. — St. Louis Park, MN. The Ldn measured over a 24-hour
period in the front yard of this single-family residence was 56 dBA. The major noise sources in
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this area included distant traffic noise from TH 100, airplane flyovers, CP freight train pass-bys,
and local traffic noise.

Impacts: MN&S Section
The assessment of noise impact from train operations is based on a comparison of existing and

projected future noise exposure for different land use categories. The following steps were

performed to assess train noise impact:

e Adetailed land-use survey was conducted along the project corridor to identify and classify
all noise-sensitive receptors according to the defined categories. The majority of these
receptors are single-family and multi-family residences, falling under FTA Category 2. The
remainder are institutional sites falling under FTA Category 3.

e The receptors were clustered based on distance to the tracks, acoustical shielding between
the receptors and the tracks, and location relative to crossovers and grade-crossings.

e The existing noise exposure at each cluster of receptors was assigned based on the nearest
long-term noise measurement site, and was used to determine the thresholds for impact
and severe impact using the FTA criteria.

e Projections of future train noise at each cluster of receptors were developed based on
distance from the tracks; train schedule and train speed using the methods described.

e In areas where the projections showed either degree of impact, mitigation options were
evaluated and new projections were developed assuming mitigation of all impacts.

For the train noise project, detailed comparisons of the existing and future noise levels are

presented in Table 11 and Table 12. Table 11 includes results for the Category 2 receptors along

the alignment with both daytime and nighttime sensitivity to noise (e.g. residences, hotels and
hospitals). Table 12 is a listing of all Category 3 receptors along the alignment, consisting of
institutional sites that are not sensitive to noise at night (e.g. schools, churches, parks and
medical offices). In addition to distance to the track and train speeds, each table includes the
existing and future noise level, the projected noise level increase from train operations and the
impact criteria for each receptor or receptor group. Based on a comparison of the increase in
noise level with the impact criteria, the impact category is listed, along with the predicted total
noise level due to the increase in speed and schedule of train operations. Table 4 also includes
an inventory of the number of moderate impacts and severe impacts at each sensitive receptor

location. Noise impact locations for Category 2 and 3 land uses are shown in Figure 11.
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Table 11. Noise Impacts for Category 2 Land Use

i

Soeed Impact #of
. Dnst Pes , . Criteria Easidence

. Crvil Side Toe  {mph) E.n.“' 1'_1:1rlure Noize (Increase) Impact Impacts

Location Sin. of Track )'H:ll"xe] 501'591 Level . Catezors
Track| Level|Level® [[ncreasze =T
) |ex |Fut. Mod. | Severe Mod. [Severd
054 St 27 StiEast)| 710 | E 110 | 10| 25| 55 57 T3 3.2 7.2 [Molmpaci] 0 0
D7" Stto 28" St (West) [ 2904 | W 30 | 10|25 55 77 22 32 72 Severs 0 51
07" Stto 28" 5t (Fast) [ 2904 [ E 100 (10| 25| 55 76 21 3.2 7.2 Severs 0 47
[18% St to 20 5t (West) | 288 | W 85 | 10|25 55 77 23 32 732 Severe 0 50
18" Stto 20" St (East) | 288 | E 105 (10|25 ] 55 76 21 32 73 Severs 0 47
D9" Stto Rt 5 (West) [ 282 | W 30 | 10|25 55 75 20 32 72 Severs 6 6
09" St to Rit. 5 (East) 282 | E 35 |10f25] 55 75 20 3.2 72 Severs 3 3
Bt 5to 3275t (Westh [273 | W 90 | 10|25 56 58 1.7 28 6.4 [Molmpact] 0 0
Fit. 5 to 32 5t (East) 2731 E 180 (10| 25| 56 36 -0.1 28 6.4 [Molmpact] 0 0
32 Stto 33" St{West)| 265 | W [ 335 |10 25| 356 66 96 28 6.4 Severe 1 5
Ezﬁ“fﬁﬂ‘:;ﬁﬁ ;:" 255 | W | 80 |10|25( 56 | 77 21 | 28 | 64 | Severe | 0 | 26
A labama Blackstons
Ave from 32 St to 4| E 80 10|25 56 58 0 28 6.4 [Molmpact] 0
Lzke 5t
[South of Lake 5t from
1A labama Ave to 56| E | 300 [10) 25| 56 63 11.2 25 6.4 Severs 0 47
[Wooddale Ave
ke St Dom Wooddale| 240 | E | 30 |10 25| 58 | 84 | 265 |25 | 60 | Sever | 5 | 7
[Library Lo/ Brownlow
Ave from 1” SttoLlake | 236 | W | 120 (10| 25| 38 74 l6.6 25 6.0 Severe 5 i3
[5t
th
Detots fve fom 3751 528 | £ | 300 [10[25| 58 | 56 | 18 | 25 | 60 MNolmpaef 0 | 0
Total 5 | A3
1. Mouse levels are based on Peak Hour Leg and are measured mm dBA. Moise levels are rounded to the nearest decibel
except for the merease 1n noise level, which 15 given to the nearest one-tenth decibel to provade a better reseluhon for
assessing moise lmpact.

2. The reported noise levels represent the hghest noise levels for each location
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Table 12. Noise Impacts for Category 3 Land Uses

. Speed | Exist. p | . Tmpact Criteria
= on | Dist. to . Future| Noise
Location (Sml Track Fmph} Eu“; MNoize | Level (Increase) Impact Category
m (ft} Exist. Fut. FVEL | Level® | Increaze® [Mod. |Severe

Dzkota Park g 510 10 [ 25 60 56 4.2 4.7 2.1 Mo Impact
Foxbury Park 270 155 10 | 25 54 57 149 6.7 119 Mo Impact
Kevstone Park 71 130 10 | 25 54 58 34 6.7 119 Mo Impact
%gl-h“;;*]’lf;fk Semor | oy | 75 | 10 |25| s8 | 66 79 | 52| 99 Moderate
Masonic Meeting Hall ] - -
<t 6509 Walker St 233 45 10 | 25 58 a9 11.1 52 29 Severe
~ -
EETJM Open 239 | 165 | 10 |25| 38 62 42 | 52| 99 No Impact
1. Moise levels are based on Pezk Howr Leq and are measured in dBA. MNoise levels are rounded to the nearest decibel

except for the increase in noise level, which is grven to the nearest one-tenth decibel to prowide a better resolution for

assessing nolse mapact.
2. The reported notse levels represent the lnghest noise levels for each location.

Impacts: BNSF Section

In addition to the noise assessment for the MN&S Spur, a noise assessment was also conducted
for the BNSF siding. In order to provide a conservative assessment, all trains traveling on the
MN&S Spur were assumed to use the siding, and to idle for 30 minutes each. This idling
assumption does not reflect operations defined by the BNSF. It has been assumed for purposes
of reflecting a conservative impact analysis only. The eastbound trains were assumed to idle at
the eastern end of the proposed siding, located approximately 160 feet from the nearest
sensitive receptors, and the westbound trains were assumed to idle at the western end of the
proposed siding, located approximately 120 feet from the nearest sensitive receptors.

The results of the impact assessment indicate an Ldn of 53 dBA at the east end of the siding and
an Ldn of 55 dBA at the west end of the siding due to idling locomotives. Based on an existing
Ldn of 67 dBA on the BNSF corridor, the criterion for moderate impact is 62 dBA Ldn, and
therefore no impact is projected from activities on the siding.

Minnesota Noise Standards

The results of the noise assessment using the Minnesota Noise Pollution Control limits are
shown in Table 13. The results show the measured ranges of L10 and L50 levels for both the
existing daytime and nighttime hours at each of the four measurement locations. In addition,
the table shows the existing measured and future projected L10 and L50 levels for the hours of 4
PM and 4 AM (typical daytime and nighttime hours) at each of the measurement locations.
These represent the current noise levels, as measures, along the project corridor over an entire
day, and during a specific daytime and nighttime hour.

The future projections assume one train occurring in the daytime or nighttime hour. The
analysis added the noise of a train passby to the hourly data for both 4 PM and 4 AM at each
location to calculate the L10 and L50 levels. Because the train events are so short in duration
(approximately 3 minutes), the train noise has only a small effect on the L10 and L50. This
analysis indicates that it is unlikely there would be exceedences of the Minnesota Noise
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Pollution Control Limits at any of the four measurement locations. However, under unusual
circumstances, such as a very slow train at night, or multiple trains during one hour, there is the
possibility that the L10 limit, especially at night, could be exceeded.

Table 13. Minnesota Noise Pollution Control Limits

Levels at 4 PM and 4 AM
- ¢ Noise Pollution Existing
easuremen =
imi Existin Future
Time of Day Control Limits Range g ' .
Site Projecte
L50 L10 L50 | L10 | L50 | L10 | L50 | L10
Site 1 47-54|51-64| 52 61 52 64
Site 2 46-53(47-64| 50 55 50 58
Daytime 60 65
Site 3 42-50/43-60| 50 60 50 62
Site 4 46-52(54-61| 51 61 51 63
Site 1 40-52(43-54| 45 47 45 47
Site 2 39-53|46-53| 39 42 39 43
Nighttime 50 55
Site 3 37-48|39-50| 39 42 40 42
Site 4 37-46|39-50| 39 41 39 43

Mitigation: Area “B”
The results of the noise assessment indicate that all the severe noise impacts in the corridor are

due to the horn noise at highway-rail grade-crossings. The implementation of quiet zones
(consistent with FRA regulations) would eliminate the horn noise, which is the dominant noise
source on the trains. Noise barriers would not be as effective at reducing noise from horns,
since there are physical limitations on barriers which would only potentially reduce horn noise
by a small amount, rather than eliminating it altogether. The implementation of quiet zones at
all grade-crossings in the study area would eliminate all severe noise impacts throughout the
corridor. Tables 14 and 15 show the results of the implementation of quiet zones throughout
the corridor. The FRA has issued regulations regarding safety at grade-crossings which would
apply to the MN&S Spur. In a quiet zone, because of safety improvements at the at-grade-
crossings, train operators would sound warning devices (e.g. horns) only in emergency situations
rather than as a standard operational procedure.
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Table 14. Noise Levels for Category 2 Land Use with Implementation of Quiet Zones

i

L

_ Impact = of
. Side Dist P Future Naize  CTiEria L
\ Civil Toe  (mph) |, L, (Increaze) Impact Impacts
Location of Noize| Noise | Level . )
St Track 1 o 1 Category
Track Level|Level™ [Increaze
(ft) Fx|Fut. Mod. | Severe Aod. [Severs

03 % Stto27 St (Fast) [ 710 [ E 110 [10] 25| 35 37 25 3.2 7.2 Mo Impact] 0 0
D77 Stto 28" St (West) | 294 | W 30 |10] 25| 55 58 3.5 3.2 7.2 |Moderate| 11 0
07" Stt0 28" St(East) [ 294 ]| E 100 [10] 25| 55 58 34 2 7.2 |Moderate| 4 0
08" Stto 29" St (West) | 288 | W 85 |10 25| 55 58 3.3 2 72 |Moderate| 9 0
08" Stto 29" St(East) [ 288 | E 105 [10] 25| 55 58 26 2 7.2 Mo Impact] 0 0
09" St to Bt 5 (West) 82| W 80 | 10] 25| 35 58 34 2 7.2 |Meoderate| 10 0
09" St to Rt 5 (East) 82| E 85 |[10] 25| 55 58 3.2 2 7.2 [Moderate| 9 0
Ft. 5 to 32 5t (West) EER a0 (10| 25| 56 58 1.7 28 64 [MNo Impact| 0 0
Ft. 5 to 32 5t (East) 273 | E 180 [10] 25| 56 56 -0.1 28 6.4 Mo Impact] 0 ]
32" Stto 337 5t (West) | 265 | W [ 355 | 10] 25| 356 60 3.5 28 64 |Moderate| 1 0
Eﬁ;ﬂﬁfﬁ‘;;‘:‘ 255 | W | 80 [10[25)| 56 | 58 | 21 | 28 | 64 [Nolmpact| 0 | 0
(A labamaBlackstons Ave| ve | = - . - -
rom 37 St fo Take St 4 ( E 80 (10| 25 38 58 20 28 64 Mo Impact| 0 0
[South of Lake 5t from
l4labama Ave to 256 | E 300 |10 25| 56 56 0.9 28 64 Mo Impact| 0 0
Wooddale Ave
Lake 5t from Woeddale | . ve | = - . % -
v to Walker St 240 [ E 0 (10 25| 58 63 54 25 60 |Moderate| 2 0
[Library Lo’ Brownlow
Ave from 1% Stto Lake | 236 | W | 120 | 10| 25 [ 58 57 0.3 25 60 Mo Impact| 0 0
5t
Dakota Ave from 37" 5t | -, e | = R - _
o Chefond St 528 E 300 | 10 25| 38 56 -1.8 25 6.0 Mo Impact| 0 0
[Total 46 0

assessing noise mmpact.

2. The repoated noise levels represent the lughest noise levels for each location.

1. Moise levels are based on Peak Howr Lag and are measwed m dBA . Meize levels are rounded to the nearest decibal
except for the Increase mn noise level, which 15 given to the nearest one-tenth decibel to provide a better resolubion for

Table 15. Noise Levels for Category 3 Land Use with Implementation of Quiet Zones

Civil Dt to ?P'Eﬁ ‘E‘_n_sr. Future Naise Imﬁ“t [“m‘;rm
Location 5“ Track - mp L u“rl MNolze Level Trreaze Immpact Category
| gy [Eist Fut | Level |7 o cel’ [Increase! [Med. |Severe
Dizkota Park 309 510 10 | 25 1] 56 -4.2 47 2.1 Mo Impact
Reocbury Park 270 153 10 | 25 54 57 14 6.7 11% Mo Impact
Eevstone Park 71 130 10 | 25 54 58 34 6.7 11% Mo Impact
5t Lowss Park Semor i 75 e - - ca
Hizh School 249 15 10 | 25 58 &0 15 52 99 Mo Impact
MMazonec Mesting Hall . - - "
2t 6500 Walker St 233 45 10 | 25 58 62 43 52 ] Mo Impact
5 -
'SI;;TJ“” Open 239 | 165 | 10 | 25| 58 57 11 52 | 99 Mo Tmpact
1. Mowse levels are based on Peak Hour Leq and are measured in dBA = Moise levels are rounded to the nearest decibel
except for the imerease mn noise level, whech 15 gven to the pearest one-tenth decibel to provide a better resoluhon for
assessing nolse impact.
2. The reported noise levels represent the ghest noise levels for each locaton.
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Examples of quiet zone designs include, but are not limited to, (1) four quadrant gates at the
crossing, perpendicular to the roadway (not the track) or (2) two quadrant gates with median
dividers from the gates and extending 100 feet down the roadway. Roadways entering the
crossing areas from the side within 100 feet of the crossing may have to be protected or
modified for maximum effect, although the quad gates prevent most possible interference once
down. At an installation where track crosses the intersection, such as south of the high school,
all four directions would have to be fully protected and synchronized. A sample illustration of a
quiet zone is included as Figure 12.A generic (non-site specific) quiet zone is provided to
illustrate the elements that normally comprise a typical quiet zone. During preliminary and final
engineering, the quiet zone for each crossing designated as requiring a quiet zone would be
custom designed using these and similar elements to meet the specific requirements of that
grade crossing, and surrounding right of way/land use constraints and conditions. Although
medians are less expensive to install then four quadrant gates, not all roadways can
accommodate medians.

Establishing a quiet zone requires cooperative action among the municipalities along the rail

corridor, Minnesota DOT and FRA. The cities are key participants as they must initiate the
request to establish the zone through application to FRA. In addition, to meet safety criteria,
improvements are required at grade-crossings; these include modifications to the streets, raised
medians, warning lights and other devices.

Odors, Noise, and Dust During Construction

The proposed project would not generate substantial odors during construction. Potential
odors would include exhaust from diesel engines and fuel storage. Dust generated during
construction would be minimized through standard dust control measures such as applying
water to exposed soils and limiting the extent and duration of exposed soil conditions.
Construction contractors would be required to control dust and other airborne particulates in
accordance with Mn/DOT specifications. After construction is complete, dust levels are
anticipated to be minimal because all soil surfaces exposed during construction would be in
permanent cover (i.e., paved or revegetated areas).

The construction activities associated with implementation of the proposed project may result
in temporary increased noise levels relative to existing conditions. These impacts would
primarily be associated with construction equipment and pile driving.

Table 16 shows peak noise levels monitored at 50 feet from various types of construction
equipment. This equipment is primarily associated with site grading/site preparation, generally
the roadway construction phase associated with the greatest noise levels.
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Table 16. Typical Construction Equipment Noise Levels at 50 Feet

Equipment Type Manufacturers | Total N.umber of Peak Noise Level (dBA)
Sampled Models in Sample Range Average
Backhoes 5 6 74-92 83
Front Loaders 5 30 75-96 85
Dozers 8 41 65-95 85
Graders 3 15 72-92 84
Scrapers 2 27 76-98 87
Pile Drivers N/A N/A 95-105 101

Source: United States Environmental Protection Agency and Federal Highway Administration

Impacts
Elevated noise levels are to a degree unavoidable for this type of project. Construction

equipment would be required to be properly muffled and in proper working order.
Contractor(s) would comply with applicable local noise restrictions and ordinances to the extent
that it is reasonable. Advance notice would be provided to affected communities for any
abnormally loud construction activities. It is anticipated that nighttime construction may
sometimes be required to minimize traffic impacts and improve safety. However, construction
would be limited to daytime hours as much as possible. Daytime hours are defined as 7:00 a.m.
to 10:00 p.m. on weekdays, and 9:00 a.m. to 10:00 p.m. on the weekends, per St. Louis Park City
Code (Sec. 12-124). The duration and staging of construction activities would be determined
during final design.

Any associated high-impact equipment noise, such as pile driving, pavement sawing or jack
hammering, will be unavoidable with construction of the proposed project. Pile driving noise is
associated with bridge construction and any sheet piling necessary for retaining wall
construction. While pile driving equipment results in the highest peak noise level as shown in
Table 16, it is limited to the activities (e.g., bridge construction, retaining wall construction)
noted above. The use of pile drivers, jack hammers, and pavement sawing equipment would be
prohibited during nighttime hours.

Vibration

Regulatory Context/Methodology

Vibration impact for this project is based on the criteria as defined in the U.S. FTA guidance
manual Transit Noise and Vibration Impact Assessment (FTA-VA-90-1003-06, May 2006). The
FRA has adopted the criteria and methodology used in the FTA guidance manual for use on
freight rail projects.
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Vibration Basics

Ground-borne vibration is the oscillatory motion of the ground about some equilibrium position
that can be described in terms of displacement, velocity or acceleration. Because sensitivity to
vibration typically corresponds to the amplitude of vibration velocity within the low-frequency
range of most concern for environmental vibration (roughly 5-100 Hz), velocity is the preferred
measure for evaluating ground borne vibration from transit projects.

The most common measure used to quantify vibration amplitude is the peak particle velocity
(PPV), defined as the maximum instantaneous peak of the vibratory motion. PPV is typically
used in monitoring blasting and other types of construction-generated vibration, since it is
related to the stresses experienced by building components. Although PPV is appropriate for
evaluating building damage, it is less suitable for evaluating human response, which is better
related to the average vibration amplitude. Thus, ground borne vibration from transit trains is
usually characterized in terms of the "smoothed" root mean square (rms) vibration velocity
level, in decibels (VdB), with a reference quantity of one micro-inch per second. VdB is used in
place of dB to avoid confusing vibration decibels with sound decibels. Exhibit 2 illustrates typical
ground-borne vibration levels for common sources as well as criteria for human and structural
response to ground-borne vibration. As shown, the range of interest is from approximately 50 to
100 VdB, from imperceptible background vibration to the threshold of damage. Although the
approximate threshold of human perception to vibration is 65 VdB, annoyance is usually not
significant unless the vibration exceeds 70 VdB.
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Exhibit 2. Typical Ground Borne Vibration Levels and Criteria

VELOCITY  Typlcal Sources
Human/structural HQSPOI'ISE LEVEL* (50 ft from source)

Thresheld, minor cosmetic damage Blasting frorm construction projects

fragile buildings

Bulldozerz and other heavy tracked

Difficulty with tasks such as construction equprnent

reading 2 WVOT screen

High speed rail, upper range

Rezidential annoyance, infrequent
eventz {e.g., commuter rail)

Rapd transit, upper range

High speed rail, typical

Fesdential annovance, frequent
events (e.g., rapid transit)

Bus or truck ower burnp

Lirnt for vibration sensitive
equipment. Approx. threzhold for
hurnen perception of vibration

Busz or truck, typical

Typral background vibration

* AME Vibratien Vekcity Level in VdB relztive fo 107 inchesGecond

Vibration Impact Criteria

The FTA ground-borne vibration impact criteria are based on land use and train frequency, as
shown in Table 17. There are some buildings, such as concert halls, recording studios and
theaters, which can be very sensitive to vibration but do not fit into any of the three categories
listed. However, there are no highly-sensitive locations adjacent to the MN&S Spur, so the
criteria are not applied to this project. It should also be noted that Table 17 includes separate
FTA criteria for ground-borne noise, the "rumble" that can be radiated from the motion of room
surfaces in buildings due to ground-borne vibration.

Although expressed in dBA, which emphasizes the more audible middle and high frequencies,
the criteria are set significantly lower than for airborne noise to account for the annoying low-
frequency character of ground-borne noise. Because airborne noise often masks ground-borne
noise for above ground (i.e. at grade or elevated) rail systems, ground-borne noise criteria are
primarily applied to subway operations where airborne noise is not a factor. For above-grade
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rail systems, such as the MN&S Spur, ground borne noise criteria are applied only to buildings
that have sensitive interior spaces that are well insulated from exterior noise.

The FTA also has vibration criteria for locations with existing vibration, such as the MN&S Spur.
For locations where trains will be added where existing trains currently operate, vibration
impact must be assessed to determine if there will be additional impacts. For infrequently used
rail corridors (less than 5 trains per day), such as the MN&S Spur, vibration impacts are assessed
using the criteria in Table 17. For this assessment, the locomotive events are considered to be
infrequent, and the rail cars are considered to be occasional.

Table 17. Ground-Borne Vibration and Noise Impact Criteria by Land Use Category

Ground-Borne Vibration Ground-Borne Noise
Impact Levels Impact Levels
Land Use Category (VdB re 1 micro-inch/sec) (dB re 20 micro Pascals)
Frequent | Occasional | Infrequent | Frequent | Occasional | Infrequent
Events’ Events Events’ Events’ Events Events®
Category 1:
Buildings where low
ambient vibration is 65 VdB* 65 VdB* 65 VdB* N/A® N/A® N/A®
essential for interior
operations.
Category 2:
Residences and 72 VdB 75 VdB 80 VdB 35 dBA 38 dBA 43 dBA
buildings where people
normally sleep.
Category 3:
Institutional land uses 5 5 ;4 78 VdB 83 VdB 40 dBA 43 dBA 48 dBA
with primarily daytime
use.
Nores:

1. “Frequent Events™ is defined as more than 70 vibration events of the same source per day. Most rapid transit projects fall
into this category.

2. “Occasional Events” is defined as between 30 and 70 vibration events of the same source per day. Most commuter trunk
lines have this many operations.

3. “Infrequent Events™ is defined as fewer than 30 vibration events of the same kind per day. This category includes most
commuter rail branch lines.

4. This eriterion limit is based on levels that are acceptable for most moderately sensitive equipment such as optical
microscopes. Vibration sensitive manufacturing or research will require detailed evaluation to define the acceptable
vibration levels. Ensuring lower vibration levels in a building often requires special design of the HVAC systems and
stiffened floors.

5. Vibration-sensitive equipment is generally not sensitive to ground-borne noise.

Source: FITA, May 2006.

The vibration impact assessment was carried out in accordance with FTA methodology for a
“General Noise Analysis” using project data defined in the Noise Section. The potential vibration
impacts of the project are related primarily to the increased in maximum operating design
speed in the corridor (10 to 25 mph). The following are project assumptions used in the impact
analysis for the vibration assessment:
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e Identify vibration-sensitive land use: Vibration-sensitive land use along the project corridor
was initially identified based on preliminary alignment drawings, aerial photography and GIS
mapping.

e Project freight vibration levels: Vibration levels from freight operations were projected
based on measurements of existing trains, as described in below. The only changes relevant
to the vibration assessment are the increased speeds from 10 to 25 mph and the upgrade of
the track and existing track structure from jointed to continuously welded rail with new
ballast sections and ties. Vibration levels increase with increasing speed by a 20 Log
relationship, so doubling the speed will increase vibration levels by 6 dB and halving the
speed will reduce vibration levels by 6 dB.

e Assess impact based on the criteria: The projections determined the vibration levels at each
sensitive receptor and vibration impact was assessed according to the appropriate FTA
criteria, depending on the land use category.

e Recommend mitigation measures where required and appropriate: Mitigation can include
ballast mats, special fasteners, and other means of reducing vibration levels.

Existing Conditions

The major source of existing vibration in the project corridor is the CP freight trains.
Measurements of vibration from existing trains were conducted at two locations as described
below:

Site V-1: Measurement site V-1 was located adjacent to St. Louis Park High School and
residences on Library Lane. The ground-borne vibration levels from a passing freight train were
measured at multiple distances ranging from 60 to 160 feet from the track. The measured
freight train was traveling in the southbound direction at approximately 10 mph and consisted
of two locomotives pulling six cars.

Site V-2: Measurement site V-2 was located in Keystone Park between Blackstone Avenue and
Alabama Avenue. The ground-borne vibration levels from a passing freight train were measured
at multiple distances ranging from 85 to 225 feet from the track. The track was on an
embankment in this location due to the crossing over Minnetonka Boulevard to the north. The
measured freight train was traveling in the northbound direction at approximately 10 mph and
consisted of two locomotives pulling eleven cars.

The locations of the existing vibration measurements are shown in Figure 10 and the results of
the existing vibration measurements are shown in Exhibit 3 below, along with projections of
future vibration levels from trains with the higher speeds and the continuously welded rail. The
results indicate that for the existing trains, locomotive vibration levels of 80 VdB (the criterion
for vibration impact for infrequent events) would be experienced up to 30 feet from the tracks.
For existing rail cars, which typically have vibration levels 5-8 VdB lower than locomotives,
vibration levels of 75 VdB (the criterion for vibration impact for occasional events) would also be
experienced up to 30 feet from the tracks.
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Based on measurements conducted in Alaska during the summer and winter, there is some
variation in vibration levels for efficient soil types, such as peat or clay. This variation results in
lower vibration levels in the winter, as compared with the summer. However, for typical soil
conditions, which the measurements indicate existing in the MIN&S corridor, the vibration levels
are the same during the summer and winter.

Exhibit 3. Vibration Measurement Results and Projections

FTA General Assessment - Locomotive Vibration Level vs. Distance

100

w
]

90
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Impacts
The vibration assessment assumed an increase in speed from 10 to 25 mph along with an

improvement from jointed rail to continuously welded rail, which will lower vibration levels by 5
VdB. The results of the vibration analysis indicate that locomotive vibration levels of 80 VdB (the
impact criterion for infrequent events) would be experienced up to 40 feet from the tracks and
that rail car vibration levels of 75 VdB (the impact criterion for occasional events) would also be
experienced up to 40 feet from the tracks. There is only one building, an apartment above a
business at the southern end of the corridor, which is located within 40 feet of the tracks (Figure
11).

Mitigation: Area “B”
There is one location identified with vibration impact on the MN&S Spur. The building identified

with impact appears to be a mixed use building with an apartment above a welding shop. A
more detailed analysis of this building would need to be conducted to determine if there would
be a vibration impact. If impact is identified, potential mitigation measured would be assessed
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to determine if they would be feasible and cost-effective.

Nearby Resources

Archaeological, historical or architectural resources? X Yes _ No

Prime or unique farmlands or land within an agricultural preserve? __ Yes X No
Designated parks, recreation areas or trails? X Yes _No

Scenic views and vistas? _ Yes X No

Other unique resources? _ Yes X No

Archaeological, Historical or Architectural Resources
Regulatory Context/Methodology

A cultural resource assessment was completed for the Proposed Action.. The purpose of the
cultural resource assessment was to determine if there are any known, or potential for
unknown, archaeological sites within the study area. Pursuant to the Minnesota Historic Sites
Act, the assessment also determined whether there are any National or State Register-listed
buildings or structures within the study area and documented the current condition of those
resources.

The cultural resources assessment for the Proposed Action included background research, a
visual reconnaissance of the entire project area, assessment of archaeological potentials within
the study area, and photographic documentation of buildings and structures listed or eligible for
listing in the National or State Register of Historic Places within one-quarter mile of the study
area. The study area includes the proposed construction or reconstruction of the railway
corridor, as well as the proposed construction or improvements of railway bridges or at-grade
crossings, trail reconstruction, and retaining walls within and adjacent to that same corridor.

Study Area

The study area for both archaeological and architectural history resources included one-quarter
mile radius around the proposed study area. This size of the study area was used to encompass
all areas of proposed construction or other potential ground disturbing activities associated with
construction and account for any potential physical, auditory, or visual impacts to historic
properties.

Background Research

In October of 2010, prior to fieldwork, background research was conducted using the Minnesota
State Historic Preservation Office (SHPO) site files for information on previously identified
archaeological sites and architectural history properties within the one-quarter mile study area
and on cultural resources surveys previously conducted within the study area. Previously
identified archaeological sites within one mile of the project area were also reviewed to provide
a broader archeological context for the study area and aid in assessing archaeological sites
potential. In addition, researchers examined historical maps and aerial photographs of the study
area.
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Field Methods

e Archaeological: During the archaeological field assessment, the project archaeologist
visually inspected the entire study area to identify areas with moderate or high
archaeological potential. Such areas included but were not limited to the undisturbed
portions of the study area:

0 Within 500 ft. of an existing or former water source of 40 acres or greater in extent, or
within 500 ft. of a former or existing perennial stream;

0 Located on topographically prominent landscape features;

0 Located within 300 ft. of a previously reported site; or

0 Located within 300 ft. of a former or existing historic structure or feature (such as a
building foundation or cellar depression).

In addition, archaeologists compared historical documentation, such as plat maps and aerial

photographs, with current field conditions to assess the potential within the survey area for

intact historical archaeological sites. Areas defined as having a relatively low potential for
containing intact archaeological resources included inundated areas, former or existing wetland
areas, poorly drained areas, areas with a 20 percent or greater slope, and areas in which

Holocene (less than 10,000 years old) deposits have been significantly disturbed.

e Architectural History: During the field assessment, all buildings and structures listed or
eligible for listing in the National or State Register of Historic Places within one-quarter mile
of the project area were photo-documented with a digital camera to confirm their current
condition.

Existing Conditions: MN&S Section

e Archaeological: The entire study area falls within a highly urbanized area and appears to
have at one time or another been impacted by activities associated with the construction of
roads, railroads, bike trails, city parks, residential structures, and industrial buildings and
lots. No known archaeological sites are present within the MN&S study area.

e Architectural History: The Chicago-Milwaukee-St. Paul & Pacific Railroad St. Louis Park
Station building is listed on the National Register of Historic Places (NRHP) and is located
within one-quarter mile of the Proposed Action. The building was previously relocated to its
current location within Jorvig Park.

Subsequent to the original cultural resources literature review for the Proposed Action, the
City of St. Louis Park indicated that there are five properties within the vicinity of the
proposed project that were built before 1900 ; however, a review of the files at the
Minnesota SHPO confirms that these properties are not currently listed on or eligible for
listing on the NRHP and, therefore, pursuant to the Minnesota Historic Sites Act do not need
to be reviewed for the Proposed Action, as currently planned. However, if the Proposed
Action should receive federal funding or permitting in the future, additional cultural
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resources investigation may be required to determine the potential effect on these and other
previously unknown yet potentially historic properties.

Existing Conditions: BNSF Section

e Archaeological: No sites have been recorded (confirmed) or reported (not field checked)
within the BNSF study area; however, four sites have been recorded and two sites have been
reported within one mile of the BNSF study area (see Table 18).

Table 18. Previously Identified Archaeological Sites Within One Mile of BNSF Section

Site No. Site Name T R S Y4 Section Description NRHP

Eligibility

21HE0312 Mikes Island 20N | 24w | 33 | sw.swNw | Drecontact Artifact Not
Scatter Evaluated

21HE0315 | RaspberryIsland | 20N | 24W | 33 | NW-Nwsw | Frecontact Astifact Not
/ Scatter Evaluated

21HE0342 Birch Pond T 20N | 24w | 20 | swoNw.Nw | Drecontact Artifact Not
Scatter Evaluated

21HE0343 Birch Pond IT 29N | 24w | 20 | Nw.Nw.Nw | Precontact Lithic Not
Scatter Evaluated

21HEae Lakeof the Isles | 20N | 24W | 33 | SwswNw | recontact Artfact Not
Scatter Evaluated

. . 2ONT —_ S Precontact Not
21HEai ] 29N | 24W | 28 | NW-NW.-SE e Eeated

e Architectural History: One architectural history study has been conducted within the study
area. The National Register of Historic Places Multiple Property Documentation Form for the
Railroads in Minnesota, 1862-1956 was prepared in 2005. The Multiple Property
Documentation Form (MPDF) includes the history of 14 major rail carriers in Minnesota,
including their predecessors, acquisitions, and associated resources. The study included a
history of the Great Northern Railway Company, a portion of whose line appears to be the
same as the present day BNSF line located within the study area. No NRHP-listed or eligible
properties have been previously inventoried within the expanded project area or within a
quarter mile of the study area.

Impacts: MN&S Section

e Archaeological: Based on the lack of previously identified archaeological resources in the
area, as well as disturbances associated with uses in the area, the project area is considered
to exhibit low archaeological potential. Therefore, it was recommended that no further
archaeological work is needed for the Proposed Action.

e Architectural History: Proposed Action elements will cause temporary increases in dust,
minor vibrations, and noise during construction. Due to mature vegetation and the one-and-
a-half to two-story residential structures located between the two sites, the current railroad
structures are not visible from the CMStP&P St. Louis Park Station; therefore, the proposed
project will not be visible from the station. Noise and vibration from the Proposed Action on
the NRHP-listed CMStP&P St. Louis Park Station are not anticipated to adversely affect the
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historic character, significant features, or historic integrity of the property or its ability to
convey its historical significance.

Impacts: BNSF Section

e Archaeological: Based on the lack of previously identified archaeological resources in the
area, as well as disturbances associated with the construction of roads, railroads, bike trails,
city parks, residential structures, and industrial buildings and lots, the study area is
considered to exhibit low archaeological potential. Therefore, no further archaeological
work is needed for the Proposed Action.

e Architectural History: No NRHP-listed or previously determined eligible properties have
been inventoried within this section of the project area or within a quarter mile of the study
area. As a result, the construction of the proposed BNSF siding will not have an adverse
affect on any previously NRHP-listed or determined eligible properties.

Impacts: Total Project

No additional archaeological surveys are required for the Proposed Action. No known
archaeological resources are known to occur in the study area.

No adverse effects are anticipated to the one NRHP listed property within the study area.

Mitigation: Area “A” Mitigation

e Archaeological: No mitigation is required for either section. No further archaeological work
is recommended.

e Architectural History: No further architectural history work is needed prior to project
construction of either section.

Designated Parks, Recreation Areas, or Trails
Existing Conditions: MN&S Section
Cedar Lake LRT Trail runs along the CP Bass Lake Spur and continues east, eventually joining the

North Cedar Lake Trail, which runs along the BNSF Wayzata sub, crossing the Iron Triangle. The
Cedar Lake LRT Trail is located on railroad ROW acquired by HCRRA for future LRT and other
future transportation uses. This trail is managed by Three Rivers Park District outside the
Minneapolis city limits, and the Minneapolis Park and Recreation Board within the city limits.
There are also a number of local trails in the study area, managed by the City of St. Louis Park.
Parks adjacent to the MN&S section (south to north) include Jorvig Park, Roxbury Park, Keystone
Park, and Dakota Park (see Figure 13a).

Existing Conditions: BNSF Section

North Cedar Lake Trail, managed by the Three Rivers Park District, runs along this section and
eventually joins the main Cedar Lake LRT Trail alighment. Parks adjacent to the BNSF section
(west to east) include South Tyrol Park and Minneapolis Chain of Lakes Park (see Figure 13b).
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Impacts: MN&S Section
Temporary trail closure would be anticipated for portions of the Cedar Lake LRT Trail along the

CP Bass Lake Spur, due to bridge demolition and construction. Duration would be 8 to 12 hours.
The proposed overpass of the North Cedar Lake Trail along the BNSF alighnment would require
temporary re-routing and potential 48-hour trail closures.

Implementation of new track in the Iron Triangle area, connecting into the BNSF Wayzata sub,
would require a new crossing of North Cedar Lake Trail. Trail use would be temporarily impacted
while the grade-separated crossing is being constructed (see Appendix A for design of the
proposed grade separation and the project description section regarding proposed construction
methods/closure periods).

Three Rivers Park District has studied the feasibility of constructing a regional trail along the
alignment in this section. Although there were significant challenges identified to implementing
this trail in the short-term, it remains a long-term goal of the District and has been the subject of
recent studies.’

Part of the area designated as Keystone Park, and the trail within Keystone Park, lies within
railroad right-of-way. According to the City of St. Louis Park this trail has been in place within the
right-of-way for more than 20 years. No formal easement is known to exist, but the city has
been maintaining this area within the railroad ROW. 8 Trail users may be temporarily impacted
while construction is taking place. No other trail impacts are anticipated.

Roxbury and Keystone parks are directly across from each other, separated by the railroad
tracks. Each has paved trails but there is no formal trail connection to cross the tracks. Park and
trail users may trespass across the tracks to access both parks. An increased number of trains
could increase the safety risk for trail users.

Impacts: BNSF Section

There are no impacts anticipated to trails or parks within the BNSF section, because
construction is anticipated to occur within existing railroad right-of-way. The existing North
Cedar Lake Trail runs parallel to the railroad right-of-way and would not be impacted by project
construction.

Mitigation: Area “A”
Temporary disruption of trail use, required to construct the North Cedar Lake Trail overpass,

would be limited in duration. Alternate crossing locations (detour) will be signed for users
during construction. The new crossing would be constructed to match the character and
pavement type of the existing trail.

The trail within Keystone Park would be lined with temporary construction fencing to separate
trail users from construction activities. No other direct impacts to parks or trails are anticipated.

" Conversation with Jonathan Vlaming, 3 Rivers Park District, 3/29/11
& Conversation with Rick Beane, Parks Director, City of St. Louis Park, 3/30/11
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Visual Impacts
Existing Conditions: MN&S Section
The visual nature of the area is a largely built/structural environment, with some pockets of

green space, including a wetland area near the Iron Triangle. Currently the rail is grade
separated at Highway 7 and Highway 5 (Minnetonka Boulevard). Freight rail (CP local
assignment) currently makes one daily round trip along the MN&S Spur alignment.

Existing Conditions: BNSF Section

The visual nature of the area is a largely built/structural environment and some green
space/wetland areas. Currently freight rail makes 8 to 20 daily trips per day along the BNSF
Wayzata Subdivision.

Impacts: MN&S Section
The proposed track alignment, south of Highway 7, which would connect the CP Bass Lake Spur

to the MN&S Spur, would be on an embankment set approximately 25 to 30 feet above the
existing top of rail, and would require retaining walls and bridge structure. The retaining wall
would be constructed on the south side of the Bass Lake Spur track, and possibly also on the
west side. A new bridge structure would be constructed to bring the new rail up over the
existing tracks and into the existing rail overpass of Highway 7. This would be a visual change at
the south end of the corridor, and views from buildings adjacent to the existing railway would
be obstructed. Schematic and cross section views of the Proposed Action in this area are
included as Figures 14 through 17.

Under the Proposed Action, there would be an increase in the number of trains traveling
through the area (see Project Description). Therefore, residents and businesses along the
alignment would see trains more frequently, but the character of the visual impact would be
similar to what is seen with the existing daily train trip.

Impacts: BNSF Section

As the Proposed Action would be located within BNSF’s existing Wayzata Subdivision, the overall
visual character of the area would not change under the Proposed Action. Residents,
businesses, and trail users along the alignment would see trains more frequently, but the
character of the visual impact would be similar to what is seen with the existing train activity.

Mitigation: Area “B”
The rail improvements would not obstruct views of any designated scenic areas, and rail use is

compatible with the surrounding commercial and industrial land uses. However, as noted above,
the general view from existing commercial/industrial buildings in the area south of Highway 7
would be changed.

New track and associated retaining walls would be the property of the railroad, and subject to
its requirements or preferences for mitigation. Coordination with the community and the
railroad will continue through final design to investigate ways to minimize the visual impact to
the surrounding area.
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Mitigation to be further evaluated includes decorative wall treatments and landscaping at
selected locations. Specific landscaping measures will require close coordination with the
owner railroads, as there are space limitations and safety requirements that must be adhered
to.

Compatibility with Plans and Land Use Regulations

Existing Conditions

Minnesota Department of Transportation Comprehensive Statewide Freight and Passenger Rail
Plan, 2010

The state legislature directed Mn/DOT to develop a statewide rail plan to address future freight

rail and passenger rail needs throughout the state. Section 4.2.8 of the Plan specifically
addresses potential freight rail relocations currently under consideration, including the
proposed Kenilworth freight rail relocation project. The State Rail Plan recommends that the
Kenilworth project should proceed through further study development and evaluation, led by a
locally responsible public agency, in cooperation with the State of Minnesota.

The State Rail Plan indicates that a successful, viable rail industry that meets the future needs of

the Minnesota economy requires continued investment and improvement to its infrastructure.

Key improvements elements defined in the plan include:

e Continue to make improvements to the condition and capacity of Minnesota’s primary
railroad arterials to accommodate existing and future demand,;

e Address critical network bottlenecks;

e Upgrade main line track (all Class I-1ll railroads) to 25 mph minimum speed, as warranted;

e Improve the network (all Class I-lll railroads) to support the use of 286,000 pound railcars
throughout;

e Implement state of the art traffic control and safety systems and

e Expand intermodal service access options throughout the State.

City of St. Louis Park Comprehensive Plan, December 2009

The city’s comprehensive plan references study of the MN&S alignment: “Consideration of the
TC&W traffic moving to the north/south CP lines has been a possibility. The physical options of
various routing of trains are being studied by HCRRA at this time. Impacts to traffic circulation
and neighborhoods need to be considered before a decision is made.”

Comprehensive Plan goals regarding freight rail include:

1) Minimize impacts of railroad operations in St. Louis Park (eliminate all blocking and switching
operations; address noise and vibration impacts)

2) Work with govt. entities to address the potential rerouting of freight rail in St. Louis Park
(participate in study). The plan has a “Railroad” land use category (RRR) that includes
approximately 162 acres of right-of-way used for railroad and trail purposes.

Impacts
Minnesota Department of Transportation Comprehensive Statewide Freight and Passenger Rail
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Plan, 2010

The State Rail Plan recommends that the Kenilworth project should proceed through further
study development and evaluation, led by a locally responsible public agency, in cooperation
with the State of Minnesota. The Proposed Action is consistent with this recommendation.

City of St. Louis Park Comprehensive Plan, December 2009

The MN&S Freight Rail Study has progressed as noted in the Comprehensive Plan. Specific issues
of traffic circulation, neighborhood impacts, noise and vibration are being evaluated as part of
the study process. The City of St. Louis Park is involved in the study, and representatives from
city neighborhoods are active in the Project Management Team (PMT).

In the areas proposed for rail expansion or improvements, the designated land uses include
Industrial, Business Park, and Mixed Use. Adjacent land uses include these, plus Low Density
Residential, Medium Density Residential, Civic, and Park and Open Space. There is not a railroad
zoning category. The zoning of the railroad property is based on the adjacent zoning, which
extends into the rail right-of-way from either side.

Mitigation: Area “B”
Implementation of improvements associated with the Proposed Action will continue to be

coordinated with the City of St. Louis Park regarding local plans and policies, along with Mn/DOT
regarding consistency with the Statewide Freight and Passenger Rail Plan.

Infrastructure and Public Services
Regulatory Context/Methodology

Utilities within the proposed construction limits were observed in the field by representatives in
November 2010. This information was supplemented by viewing available utility plans from the
Metropolitan Council and the City of St. Louis Park.

Existing Conditions: Total Project

e Met Council Force Main: A 24-inch Metropolitan Council force main exists within the
frontage road near where the railroad tracks cross Highway 7.

e Fiber optic utility: Fiber Optic Utility (FOU) cable markers were observed along the Cedar
Lake LRT Trail north of the Bass Lake Spur tracks; along the east side of the MIN&S Spur
between Highway 7 and the Iron Triangle Wye Leg; along the east side of the Iron Triangle
Wye Leg to the BNSF Wayzata Subdivision; and along the north and south side of the BNSF
Wayzata Subdivision, east of the MN&S Spur.

e Electrical transmission towers: There are several steel towers along the west side of MN&S
Spur in the Skunk Hollow area. These towers are illustrated in the concept level track plans,
Appendix A.

Steel towers and/or tubular steel columns also exist in the following locations near the
alignment:
0 Along the west side of MN&S, between TH 7 and Walker Street
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0 Between Walker Street and West 27" Street, along the west side of MN&S Spur

0 Three tubular steel columns and one steel tower between 27" Street and BNSF Wayzata
sub, all on the east side of MN&S

0 In place poles along the south side of BNSF Wayzata Subdivision and south of the
current North Cedar Lake Trail.

e Municipal utilities: Municipal utilities, including watermain, sanitary sewer, and storm sewer
may be impacted as a result of the proposed track alignment, and closure of grade crossing
at West 29" Street.

Storm sewer may need to be addressed in conjunction with the proposed construction of an
overpass of the North Cedar Lake Trail in the Iron Triangle area. It is assumed that minimal
public and private utilities exist within the BNSF property limits.

e Emergency Access: The St. Louis Park Fire Department responds to about 4,500 calls each
year, with an average response time of approximately 4 minutes, 20 seconds. The
department has two stations, with one on each side of the rail system, as shown in Figure
13a. Both stations respond to reported fires and one station responds for medical calls. The
possibility that a grade crossing may be blocked by a train when the fire department is
responding to an incident has always existed and is part of the Fire Department’s emergency
response plan. The status of any blocked grade crossing is announced over the emergency
radio channels and the emergency vehicles use a different route. In addition, at least one
station can always reach the location of the incident because they are located on both sides
of the freight rail lines.

Impacts: Total Project

e Met Council Force Main: The Met Council has programmed the upgrade on this force main
to two 24-inch mains in the future. The proposed project will not impact the existing force
main directly, but the rail crossing of Highway 7 would need to accommodate this future
expansion.

e Fiber optic utility: Bridge construction for the connecting track over the CP Bass Lake Spur is
not anticipated to impact in place FOU. Even though track profile grade elevations would
increase in the area between TH 7 and Dakota Avenue; FOU infrastructure would not likely
be impacted in this segment.

e FOU would likely be impacted by bridge construction over TH 7. The reconstruction of track
on new horizontal alignment and slightly increased vertical alignment between Dakota
Avenue and 27" Street would also likely impact FOU infrastructure. In addition, construction
of new track on the abandoned Iron Triangle alignment, between West 27" Street and the
connection with the BNSF Wayzata Subdivision would likely impact FOU infrastructure.

e Electrical transmission towers: Impacts are anticipated to electrical transmission towers in
vicinity of the new track connecting the CP Bass Lake Spur and MN&S Spur. These impacts
are illustrated in the plan sheets in Appendix A.

e Itis assumed that the Proposed Action would not impact any of the other in place poles
noted in Existing Conditions, with the exception of the pole just east of the proposed North
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Cedar Lake Trail bridge crossing over the proposed Iron Triangle track. This pole is
anticipated to be impacted as part of the construction of the overpass.

e Municipal utilities: Municipal utilities including watermain, sanitary sewer, and storm sewer
may be impacted as a result of proposed connecting track alignment and closure of the 29"
Street grade crossing. Storm sewer and drainage issues may need to be addressed in
conjunction with construction of the proposed North Cedar Lake Trail crossing.

e Roadways: It is assumed that lane closures will be required on Louisiana Avenue to facilitate
construction of the proposed MN&S connecting track bridge over Louisiana Avenue. This
work will be closely coordinated with city and county. Nighttime lane closures would be
required on Highway 7 to facilitate construction of the proposed MN&S bridge over TH 7.
This work will be closely coordinated and scheduled with Mn/DOT. All closures would also
be coordinated with Methodist Hospital to ensure continued availability of emergency
vehicle routes and/or suitable detours.

e Emergency Vehicle Access: The possibility that a grade crossing may be blocked by a train
when the fire department is responding to an incident has always existed and is part of the
Fire Department’s emergency response plan. The status of any blocked grade crossing is
announced over the emergency radio channels and the emergency vehicles use a different
route. In addition, at least one station can always reach the location of the incident because
they are located on both sides of the freight rail lines. The Proposed Action could increase
the instances that grade crossings are blocked, but there are measures currently in place to
address this issue.

Mitigation: Area “B”
The Proposed Action would be constructed to accommodate the future expansion of the

Metropolitan Council force main. Any anticipated utility impacts would be coordinated with the
appropriate public or private entity. Advance notice would be provided for any disruptions in
service.

On-going coordination will take place regarding the Fire Department’s emergency response plan
relative to the Proposed Action.

Cumulative Potential Effects
Past Actions in the Study Area

The past actions that have occurred in the environmentally relevant area of the MN&S study
have been reflected in the definition of the Existing Conditions section of each relevant Issue
Area. Please refer back to each specific issue area for a description of the existing conditions.

Foreseeable Future Actions

In addition to the MN&S Freight Rail Study, there are several other transportation-related
projects that are at varying levels of design and development of required environmental review
in the vicinity of the MN&S Freight Rail study area. The following projects are considered as
reasonably foreseeable future actions, for the purpose of the cumulative impacts discussion
below.
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e Reconstruction of the Trunk Highway (TH) 100 from 36" Street to Cedar Lake Road, -
Including Interchange Reconstruction, Noise Walls and Replacement of Bridges: This project is
proposed by Mn/DOT; and includes the reconstruction of the TH 100/TH 7 interchange, and the
replacement of the existing HCRRA bridge (for future LRT) and the CP freight rail bridge. The
cultural resources review (Section 106 process) has been initiated on this project. The
preliminary layout is scheduled to be completed in fall of 2011. Environmental review will be
completed, but has not yet been initiated. The letting date for this Proposed Action is late 2014.

e Construction of a grade-separated interchange with roundabouts at TH 7 and Louisiana
Avenue: This project is proposed by the City of St. Louis Park. This project will include the
closure of the existing right-in /right-out access point to TH 7 at West Lake Street. The City of St.
Louis Park has completed a federal Environmental Assessment for the Proposed Action, which is
currently under review by the Federal Highway Administration (FHWA). The letting date for this
Proposed Action is summer 2012. (Note: Under the proposed MN&S Freight Rail study, the
railroad will continue to cross over Louisiana Avenue on a structure).

This proposed project will include pedestrian and bicycle friendly improvements along with the
reconfiguration of local roads to enhance access, safety, and traffic flow for the TH 7 Corridor
and Louisiana Avenue.

An additional element of consideration for this proposed project is the improvement to
response time for emergency vehicles, most notably emergency vehicles from the Park Nicollet
Methodist Hospital and related care facilities.

The proposed grade separated interchange with roundabouts at TH 7/Louisiana Avenue .

e Construction of the Southwest Light Rail Transit Project, including a proposed LRT station at
Louisiana Avenue: A federal draft environmental impact statement is currently being prepared
for the proposed Southwest LRT project, which runs from Eden Prairie to downtown
Minneapolis. The lead federal agency for the Proposed Action is the Federal Transit
Administration (FTA). The LRT project includes a station at Louisiana Avenue, with a park and
ride facility to accommodate approximately 250 cars. The proposed LRT alignment would run
parallel to and directly north of the proposed freight rail in the CP Bass Lake Spur section of the
Proposed Action.

The proposed design concept for the MN&S Freight Rail Study took into account the proposed
design of the LRT within the study limits, and complied with applicable safety and design
standards. The design of the direct northerly connection from the CP Bass Lake Spur to the CP
MNZ&S Spur was developed to minimize right of way impacts in the area, and hence provide
optimal developable land associated with the proposed LRT project and station area.

Impacts: Wetlands
Wetlands in the study vicinity may be affected by the foreseeable future actions. However, each

of the projects would be mitigated through regulatory approvals requiring avoidance,
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minimization and mitigation of impacts.

Wetlands in Minnesota are protected by Federal law (Section 404 of the Clear Water Act and
Executive Orders) and State law (Minnesota Wetland Conservation Act and Public Waters Work
Permit Program Rules) that mandate “no net loss” of wetland functions and values. These
federal and state laws require the avoidance of wetland impacts to the extent possible, and
when avoidance is not possible, impacts must be minimized and mitigated, and approved
through a permit review process. Therefore, no substantial cumulative wetland impacts are
anticipated to result from the Proposed Action and the foreseeable future actions.

Impacts: Water Quality
The future roadway and transit projects may result in increased impervious surfaces and/or

stormwater quality/quantity (discharge rate) effects. However, these projects will be required
to provide mitigation in conformance with NPDES and/or watershed regulations, minimizing
surface water impacts.

Federal, state and local surface water management regulations require mitigation be provided
in conjunction with proposed development and roadway projects. Given the design standards
and management controls available for protecting the quality of surface waters, it is likely
potential impacts of the Proposed Action, along with the foreseeable future actions would be
minimized or mitigated. Through the proper management of stormwater within the project
limits, cumulative impacts associated with additional runoff can be avoided, therefore,
substantial adverse cumulative effects on water quality and quantity rates are not anticipated.

Impacts: Noise
The MNG&S Freight Rail Study includes the findings from the noise analysis associated with the

relocation of TC&W freight to the MN&S Spur. Noise mitigation for the Proposed Action
includes the implementation of a whistle quiet zone through the area.

The environmental documents for both roadway projects will include a noise analysis in
compliance with FHWA and Minnesota noise standards/guidelines. The federal EIS completed
for the Southwest LRT will include noise analysis in conformance with noise guidelines set forth
by the FTA for transit projects. Under these analyses, effective noise mitigation measures will
be evaluated, as required, and disclosed in each project’s environmental document. Based on
regulatory requirements, cumulative impacts associated with traffic noise can be mitigated;
therefore substantial adverse cumulative noise impacts are not anticipated.

Contaminated Properties

The potential impacts of the foreseeable future actions on contaminated properties have been
or will be evaluated through other environmental review documents. It is anticipated that sites
with potential contamination would be addressed via state and local regulations requiring clean
up or containment of the contaminant.

A plan would be developed, as necessary, for each project with potentially contaminated sites
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for properly handling and treating contaminated soil and/or groundwater during construction.
In addition, other project proposers would work with the MPCA VIC Program, MPCA Voluntary
Petroleum Investigation and Clean Up Program, and Minnesota MDA Incident Response
Program, as appropriate, to develop and implement appropriate remedial actions. Through the
proper management of known or suspected contamination by the Proposed Action or other
foreseeable future actions within the project vicinity, cumulative impacts associated with
contaminated sites would be prevented.

Relocation and Right of Way

Question 30 presents the potential right of way/easements required for the Proposed Action.
Under each of the proposed foreseeable future actions, the respective project proposer would
coordinate with each affected landowner prior to purchasing of property regarding access, right
of way acquisition and relocation options on their respective properties as well as relocation to
a comparable site. Means to minimize the impact to the property in question will also be
discussed in each of the respective environmental documents. Each project sponsor will fully
comply with the Uniform Relocation Assistance and Real Property Acquisition Policies Act of
1970, as amended (42 USC 4601 et seq) and 49 CFR part 24 promulgated pursuant thereto.

Traffic

One of the initial findings from the traffic analysis conducted for the MN&S was the potential
under worst-case conditions (120-car unit train traveling at less than 10 mph during peak traffic
hour) for the auto vehicle queue to extend on to mainline TH 7. This condition had assumed
existing traffic volumes on Lake Street, with access on TH 7 open. An initial mitigation measure
for this potential impact was the inclusion of a dynamic warning sign on TH 7 that would warn
drivers that the railroad crossing was blocked and to use an alternate route.

Based on the project definition under the TH 7/Louisiana Avenue Roundabout project, including
the closure of the existing right-in/right-out access points to TH 7 at Lake Street, the potential
for queuing onto TH 7 from Lake Street or Walker Street is eliminated. Additionally, given the
assessment had assumed access onto Lake Street from TH 7, it reflects a worst case traffic
volume condition with vehicle queuing as freight trains pass through on the MN&S Spur. The
volumes on Lake Street would be expected to stay constant or potentially decrease due to the
reduced access to TH 7.

Each of the potential foreseeable future actions will conduct a traffic study as part of the
required environmental analysis, and developed mitigation measures in compliance with
appropriate federal, state and local requirements. As the Proposed Action would not generate
additional traffic, the cumulative effects of the Proposed Action on the potential future
foreseeable projects is anticipated to be negligible.

Specific to the Southwest LRT project, under the Proposed Action the grade separation at
Louisiana Avenue, a proposed LRT station location, would be maintained, thereby not directly
impacting the traffic flow in the proposed station location area.
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Conclusion

The potential impacts to resources identified can be avoided or minimized through existing
regulatory controls, as described above. During the development of the MN&S Freight Rail
Study, no potential significant cumulative impacts to the resources affected by the Proposed
Action have been identified.

Community Facilities
Regulatory Context/Methodology

Community facilities and public services contribute to the social fabric of each community.
These facilities are visited both by necessity and choice and provide essential services. The way
in which these facilities are used, accessed, and their ability to deliver services in the most
beneficial manner can impact the well-being of the community.

The following facilities were inventoried and evaluated:
e Government buildings

e Schools

e Hospitals/clinics

e Non-profit activity centers

e Emergency service providers

Existing Conditions: MN&S Section

Facilities in vicinity of the MN&S and BNSF sections are listed below and illustrated in Figures
13Aa and 13b, Community Facilities.

e Methodist Hospital

e Metropolitan Open School

e Park Spanish Immersion School/Community Center (including continuing education, child
care, and free medical clinic)

e  St. Louis Park High School

e Holy Family Academy

e Peter Hobart Elementary School

The facility closest to the proposed alignment is the St. Louis Park Senior High School. It is

located at 6425 West 33rd Street, adjacent to the CP MN&S Spur. The primary facility is located

on the west side of the tracks, but athletic fields are also located on the east side of the tracks.

Students and patrons of athletic events cross the tracks to access the athletic fields on the south

side of the high school.

Existing Conditions: BNSF Section

e Benilde St. Margaret’s High School
e Jewish Day School/Community Center

Existing Conditions: Total Project

The area is served by two fire stations. One is located about 0.3 mile east of the Skunk Hollow

79




area, near Highway 100 and Wooddale Avenue; and the other is located about 0.5 mile west of
the intersection of the MN&S and BNSF tracks, off of Cedar Lake Road and Louisiana Avenue
(see Figures 13a and 13b). Both stations respond to reported fires and one station responds for
medical calls.

Impacts: MN&S Section
It is likely that users and administrators of community facilities would experience temporary or

minor impacts as a result of construction of the Proposed Action. These impacts are not
expected to be substantial. There would be some short-term construction-related impacts (e.g.,
noise and alterations in access and traffic patterns, as discussed in other sections), but no
adverse, long-term social impacts are anticipated.

Increased number of trains could increase the safety risk for students and athletic fans crossing
in areas other than designated crossings near the high school.

Impacts: BNSF Section

No impacts to community facilities are anticipated in this section.

Mitigation
Mitigation measures related to the safety of crossings near the high school are addressed in the
Safety section.

Right-of-Way/Relocation
Regulatory Context/Methodology

The Uniform Relocation Assistance and Real Property Acquisition Policies Act of 1970, as
amended (42 U.S.C. 4601 et seq) and 49 CFR Part 24 promulgated pursuant thereto, requires
that specific procedures regarding land acquisition and landowner relocations on all
transportation projects undertaken be adhered to. The authority for this assurance is found in
Minnesota Statutes, 117.51, 117.52, 117.53 and 645.31(2).

The agency responsible for acquiring right-of-way will fully comply with the Uniform Relocation
Assistance and Real Property Acquisition Policies Act of 1970, as amended (42 U.S.C. 4601 et
seq), on all transportation projects. The responsibility for this compliance is found in Minnesota
Statues, 161.36.

Existing Conditions

Outside of the existing mainline railroad right-of-way, there are 105 parcels recorded adjacent
to the MN&S section. Twenty-three (23) of these are identified as commercial and/or industrial
parcels, 3 are railroad or utility parcels, with the remaining 79 classified as residential. Most
activity within the MN&S section occurs within existing railroad right-of-way, with the exception
of the south end of the section.

All activity in the BNSF section would occur within existing railroad right-of-way.
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The City of St. Louis Park also holds an easement for railroad purposes over a portion of the
former Golden Auto Site, now occupied by the Highway 7 Business Center. The limits of this
easement are shown in Figure 18.

Impacts: MN&S Section
Based on the proposed construction limits, one full parcel take and twelve partial parcel takes

would be required to accommodate construction of the Proposed Action. Eight of the partial
takes would require both permanent and temporary easements, and four would require a
temporary easement only. A temporary easement indicates the easement would only be
required during construction, and would be returned once construction is complete. A
permanent easement indicates that the easement would be required on a permanent basis and
may have permanent impacts to the property in that area.

All of these parcels are located along the CP Bass Lake Spur, generally located between the
tracks and Oxford Street, in addition to the electrical substation property along the Highway 7
frontage road (see Figure 18 and Appendix A). All are designated as industrial uses. Some are in
use and some are vacant buildings. The one full take would be required because construction
and implementation of the Proposed Action would occur too close to the existing building,
which is currently in use. Having the elevated rail structure be constructed this close to the
building would make current operations very difficult. The twelve partial parcels would be
required to accommodate the new track and embankment at maximum 0.86 percent grade, as
well as the elevated track and necessary retaining wall (see Figure 18). Table 19 includes a
summary of these parcels.

Table 19. Proposed Right-of-Way Acquisition

Permanent Temporary
Parcel Type of Take Easement Easement
96 | Full 65,282 -
97 | Partial 1,763 38,668
98 | Partial 2,366 37,328
100 | Partial 3,000 37,985
101 | Partial 3,825 48,430
107 | Partial 8,170 8,170
108 | Partial 2,550 2,550
109 | Partial 2,950 2,950
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Permanent Temporary
Parcel Type of Take Easement Easement
110 | Partial 2,507 2,550
114 | Partial - 7,843
118 | Partial - 5,933
119 | Partial - 4,828
121 | Partial - 1,948
Total (SF) 92,413 199,183
Total (AC) 2.12 4.57

During construction, the operation of the properties may change slightly, but business overall
should not be affected. Current access to the substation property would be maintained. Every
effort will be made to accommodate the functionality of the businesses during construction.

While not directly impacted by the construction of the rail realignment or improvements, there
would be unique challenges experienced by two residential parcels along the alignment. The
potential acquisition of these parcels is therefore identified as a mitigation measure to address
potential safety concerns. This is discussed further in the Safety section. The parcels are
illustrated in Figure 19.

Impacts: BNSF Section

No property impacts are anticipated in the BNSF section. All activity would occur within the
existing railroad right-of-way.

Impacts: Total Project

In total, the proposed project would require one full parcel take and eight permanent partial
property takes, totaling 92,413 square feet or 2.12 acres of permanent right-of-way acquisition.
If the purchase of the two additional residences is elected as mitigation for safety concerns, the
additional permanent acquisition would be 10,480 square feet or 0.24 acre. Temporary
easements are needed for twelve parcels, and would total 199,183 square feet or 4.57 acres. In
total, thirteen to fifteen parcels would be impacted on a permanent and/or temporary basis.

Mitigation: Area “A”
For those properties affected by temporary easements during construction, the area affected

would be restored as closely as possible to its pre-construction state. Those properties with
permanent partial easements would fundamentally be the same. The permanent easement area
is necessary because the footings for the retaining wall would be buried within it, and the area
would need to be accessible in the event of any maintenance needs.
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Coordination would occur with all landowners to discuss construction impacts and means to
minimize impacts to each property and its operations. Coordination will also occur with the
landowner of full take properties regarding relocation options. The agency responsible for
acquisition will fully comply with the Uniform Relocation Assistance and Real Property
Acquisition Policies Act of 1970, as amended (42 U.S.C. 4601 et seq) and 49 CFR Part 24
promulgated pursuant thereto, on all transportation projects undertaken. The authority for this
assistance is found in Minnesota Statues, 117.51, 117.52, and 117.53.

Mitigation: Area “B”
There would be unique challenges experienced by two additional residential parcels along the

alignment. There will be on going coordination with the owners of the two residential
properties to determine the most feasible mitigation measures to address their safety concerns,
given the unique location of their homes relative to the railroad right of way. Mitigation could
include the acquisition and relocation of up to two residential properties.

Safety
Regulatory Context/Methodology

Although there are no clearly established impact thresholds relative to safety risks associated
with railway operations, it can be stated that the railways’ overarching goal with respect to
safety is “zero incidents.”

Safety is the primary responsibility and priority of Federal Railroad Administration (FRA) and
Mn/DOT rail programs, and also railway operators. Many different measures are undertaken by
the railways to improve operational safety and mitigate the safety risks associated with railway
operations. The FRA also provides statutory rules and regulations that the railways must adhere
to in the performance of their duties. Each railway operates under “Codes of Operating Rules,”
among other rules and regulations, and requires that its employees perform in conformance
with these rules.

Safety measures, such as the sounding of whistles and the use of flashers and bells at public
grade crossings, are examples of the railways’ risk mitigation for public grade crossings. Track
Classification and Standards are established and regulated by the FRA and inspected and
maintained by the railways, which have their own rules and standards in conformance with FRA
rules governing track standards. These rules and standards are measures that reduce the risk of
derailments caused by track defects. Where required, railway train movement signals reduce
the risk of collisions by providing separation between trains moving opposite to each other, orin
the same direction. Inherent in all of the rules and regulations described above is the mitigation
of safety risks, including avoidance and reduction of derailments.

There are no established standards regarding the safety risk of a property based on distance
from the railroad. Based on professional judgment, and consistent with other rail studies in the
area, a distance of 50 feet has been used to assess the proximity of habitable, or dwelling,
structures to the centerline of the tracks. The St. Louis Park Zoning Code defines a dwelling as “a
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building or one or more parts of a building occupied or intended to be occupied exclusively for
residence purposes, but not including rooms in motels, hotels, nursing homes, boardinghouses,
trailers, tents, cabins or trailer coaches” (Sec. 36-4. Definitions). An assessment of parcels
located within 50 feet of the centerline of the rail centerline, and identification of dwelling units,
was conducted using aerial photography, Google Streetview photography, and in-person field
visits.

Primary safety concerns associated with the proposed project, as expressed by the community,
are derailments, chemical spills, the accessibility and safety of pedestrians (particularly near
schools), and vehicular and traffic safety at grade crossings. These issues are addressed in the
discussion below.

Existing Conditions

Derailments

There have been no recent derailments within the study limits. Two recent incidents in the
project vicinity have occurred. The first in Wayzata along BNSF track on June 20, 2010. Although
the incident caused property damage, there were no injuries reported. The second occurred in
Minneapolis, near Beltline Boulevard on October 2, 2010. There were no reports of injuries or
significant property damage.

The assessment of parcels in the project area indicated that two parcels on Minnetonka
Boulevard have dwelling structures located within 50 feet of the rail centerline.

Chemical Spills

There have been no rail-related releases of hazardous materials reported within the past 10
years in Hennepin County, along Class | railroads (CP and BNSF)®. In the event of a spill or
release, the St. Louis Park Fire Department has a hazardous materials response plan, with the
Fire Department as the principal response agency.

Pedestrian Accessibility/Safety

There are two schools located near the MN&S alignment — St. Louis Park Senior High School
(grades 9-12) and Park Spanish Immersion (PSI) School (grades K-5). In addition to bus traffic
between the schools, pedestrian traffic is also generated by the high school, including open
lunch for grade 12 students, high school students that leave the school during the day to do
community service, and after school/evening activities at the football field, which is located
across the tracks from the high school. A similar situation exists between Roxbury and Keystone
parks, which are directly across from each other, separated by the railroad tracks.

At-Grade Crossing Safety
There are seven at-grade railroad crossings in the MN&S section of the alignment, and none in
the BNSF section. Each of the existing grade crossings was evaluated in terms of traffic volumes,

® http://safetydata.fra.dot.gove/officeofsafety/publicsite
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crash history, and control/grade crossing equipment. See the Figure 8 (at-grade crossings) and
Table 3 Existing At-Grade Crossing Data. Neither the crash history nor the current traffic
volumes indicated significant traffic operations or safety issues at the existing grade crossings.
Some of the crossings have been identified for additional crossing enhancements in the near
term based on available Mn/DOT funding.

Impacts: Total Project

Derailments

The assessment of parcels indicated that two parcels have dwelling structures located within 50
feet of the rail centerline. These parcels are unique because they are situated parallel and not
perpendicular to the railroad right-of-way. This situation results in dwelling structures located
significantly closer than any other traditional lot that backs up to the right of way, as exists
throughout the remainder of the corridor.

These two unique parcels are located directly across the tracks from one another, along
Minnetonka Boulevard (see Figure 18). At this location, the slope of the rail embankment takes
up the entire side yards of the properties. In the event of a derailment or spill in this location,
these structures may have a higher likelihood of being impacted than other dwelling structures
along the alignment.

Regarding the longer rail bridge proposed in the southern part of the alignment, connecting the
Bass Lake Spur with the MN&S Spur, there is no added safety risk inherent in freight trains
traveling on long bridges adjacent to active land uses and over roads and trails. Throughout
North America, freight trains safely operate daily under similar conditions. The curvature of the
bridge structures and grade on the bridge structures would be engineered and constructed to
meet very stringent railway engineering requirements to reduce the risk of mishaps. The
required train control signalization measures to be designed and constructed would also
improve the safety of train operations in this area. Train crew members operating such trains
are all trained on how to operate trains safely on grades, curves and structures.

Chemical Spills

There is potential for freight cars to transport chemicals or other hazardous materials along this
alignment. A relocation of freight traffic within the city of St. Louis Park would not change the
current hazardous materials response plan, as the same steps would be carried out for any train
derailment or hazardous material spill.

Pedestrian Accessibility/Safety

Increased trains may increase the safety risk for students/staff/pedestrians crossing the tracks
to access the football field on the other side of the tracks, or to travel between Roxbury and
Keystone parks, or various features of the high school complex. Likewise, there may be a greater
risk to residents living adjacent to the alignment that might trespass/enter on the railway right
of way and tracks. .
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At-Grade Crossing Safety
An increased number of trains may increase the potential for rail/vehicle or rail/pedestrian
conflicts.

Mitigation: Area “A”
Chemical Spills

If there is a spill, the plan calls for the St. Louis Park Fire Department to determine the nature of
the hazardous material, from a safe distance, and then notify the State Chemical Assessment
Team, the nearest of which is located within the Hopkins Fire Department. There are also two
other Chemical Assessment Teams in the metro area — one in the Coon Rapids/Fridley area and
one within the St. Paul Fire Department. Once the Chemical Assessment Team has been called
in, the Minnesota Pollution Control Agency is also brought in and the St. Louis Park Fire
Department would handle any evacuations that might be necessary. The shipper of the
hazardous materials bears significant responsibility for the cleanup of the spill; the St. Louis Park
Fire Department works to make the site safe, but does not participate in the cleanup.

Pedestrian Accessibility/Safety and At-Grade Crossing Safety
As defined in the Project Description, the Proposed Action includes the closure of the existing
29" Street at-grade crossing.

Mitigation: Area “B”
Derailments

There would be unique challenges experienced by two additional residential parcels along the
alignment. There will be on going coordination with the owners of the two residential
properties to determine the most feasible mitigation measures to address their safety concerns,
given the unique location of their homes relative to the railroad right of way. Mitigation could
include the acquisition and relocation of up to two residential properties.

The property acquisition would total 10,480 square feet or 0.24 acre. This is also addressed in
the Right-of-Way/Relocation section.

Pedestrian Accessibility/Safety and At-Grade Crossing Safety

Under the Proposed Action, Quiet Zone upgrades would be implemented at all remaining grade
crossings between Walker and 28" Street. The quiet zone design concept includes improved
pedestrian safety at the study area grade crossings, in the form of pedestrian gates at all existing
and proposed sidewalk locations. Fencing will be included at all quiet zone grade crossings to
control pedestrian movements at/around crossing signal gates.

In addition to the quiet zone design (see Figure 12), there will be further discussion with the City
of St. Louis Park, St. Louis Park School Board, railroads, and other stakeholders regarding
additional feasible and effective safety mitigation in the vicinity of the St. Louis Park High School.
Additional mitigation could include a grade separated pedestrian crossing, High Intensity
Activated Crosswalk (HAWK) signal, or overhead flashers to improve safety of pedestrians
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traveling between the high school and Park Spanish Immersion or the high school and the
football field.

Additional fencing to address safety concerns will continue to be addressed through
coordination with the City of St. Louis Park and the railroads.

Education programs, such as Operation Lifesaver will also be implemented as a safety mitigation
measure.

Economics
Regulatory Context/Methodology

There are a number of issues that can be considered under the umbrella of economic impact.
This section focuses on the function of businesses (commercial/industrial properties), the local
property tax base, and property values.

Property data was obtained through the Hennepin County Property Tax Database.'® This
database provides parcel size as well as information for property taxes payable in the year 2011.
Hennepin County administers and collects property taxes based on assessed value and need for
services. Minnesota law requires that the assessed value of a home reflect its market value, i.e.
the price a buyer would typically pay for a home in today's real estate market. Assessors set a
home's value by comparing what similar homes in the neighborhood actually sold for in the last
year. Independent governments such as cities and school districts have authority to levy
property taxes to provide public services such as roads/streets, police and fire departments,
parks, and educational facilities, among many others. Property taxes are set each year by
determining the amount needed to provide services to the community.

19 http://www16.co.hennepin.mn.us/pins/
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Existing Conditions: Total Project

Business Impacts

There are 23 commercial or industrial properties directly adjacent to the Proposed Action. These
properties are located along Oxford Street on the south end of the alignment. Twelve of these
properties are within the proposed construction limits of the project. Other commercial
properties are located nearby, in vicinity of Louisiana Avenue, Highway 7, and the Wooddale
Avenue/Lake Street area. There are also some commercial properties along both sides of the
BNSF section, between the Iron Triangle and Highway 100.

Temporary easements are proposed over the total area of parcels 97, 98, 100 and 101 (See
Figure 19), which is proposed for a construction staging area. Currently, these parcels are
vacant and used for materials storage. During construction, these materials would need to be
relocated or condensed in a specific area of the site, to accommodate the constructions staging
area for the project.

Property Tax Base
Properties in Hennepin County have a $131 billion taxable market value for 2010. Properties in
the City of St. Louis Park have a $5.3 billion taxable market value for 2010."

Property Values

Based on Hennepin County property records, total taxable market value of residential properties
adjacent to the MN&S section between Dakota Avenue and West 27" Street' s approximately
$15 million (2010 values). This includes 79 residential properties. The average value of these
properties is $192,000. Values range from $156,000 to $262,000.

Impacts: Total Project

Business Impacts

Based on the proposed construction limits, 12 of the 23 business/industrial parcels in vicinity of
Oxford Street would be subject to some kind of parcel take as a result of the Proposed Action
(see the Right-of-Way section). Some of these parcels are in use and some are vacant buildings.

The one full take would occur at 6600 Oxford Street, which currently operates as an auto shop.
The land would be purchased and the business would be potentially relocated as part of the
project.

11

http://www.co.hennepin.mn.us/portal/site/HennepinUS/menuitem.b1ab75471750e40fa01
dfb47ccf06498/?vgnextoid=12433b01263da210VgnVCM2000000a124689RCRD

12 Includes properties on Blackstone Avenue, Brunswick Avenue, and 2 properties on Minnetonka Blvd.
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Eight of the remaining parcels would require both permanent and temporary easements for
construction, and four would require a temporary easement only. A temporary easement
indicates the easement would only be required during construction, and would be returned
once construction is complete. A permanent easement indicates that the easement would be
required on a permanent basis and may have permanent impacts to the property in that area.

In each case, the permanent easements would occur along a strip at the rear of the properties.
In some cases this may affect circulation or unloading activities during construction.

There are no direct impacts anticipated to the business/industrial parcels in other areas of the
project alignment, along the MN&S or BNSF sections.

Property Tax Base

As discussed in the Right-of-Way section, under the Proposed Action one full
commercial/industrial property would need to be acquired and relocated. Additionally, as a
potential safety mitigation measure, two residential properties could also be acquired and
relocated. For purposes of the property tax base analysis, it is assumed all three parcels would
be removed from the tax base.

Property tax revenue is based on taxable market value. Based on the total city tax base of $5.3
billion, the loss in taxable market value as a result of the Proposed Action would be 0.028%. In
addition, the industrial parcel could be redeveloped following project construction, returning
tax base to the city.

In addition to the full parcel takes, the Proposed Action would also incur eight partial property
takes. This would take a total of 27, 131 square feet of property from eight parcels. Based on
the value of these parcels and the size of the takes, approximately $900,000 would be taken
from the total city tax base. The impact is a decrease in 0.0001% of the overall tax base.”

Property Values

Future changes in rail routes and traffic volume may influence property values in St. Louis Park.
Proximity to railroad tracks can have an effect on property values as can proximity to freeways
and other external influences. Valuation professionals such as appraisers and assessors carefully
review market transactions in developing adjustment factors for external influences along with
many other market attributes. Speculation on short term or long term influence can vary
considerably as does the market response from individual buyers and sellers. The assessing
office reports that their current annual modeling of market values varies within a range of 3 to
12 percent along rail tracks, highways and other similar external influences.

Primary areas of concern that are perceived to affect property values include air pollution,
noise, vibration, and visual effects. The impacts of the Proposed Action on air pollution, noise,
vibration and visual effects have been studied, potential impacts have been identified, and
mitigation has been proposed, where appropriate.
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Mitigation: Area “A”
Business Impacts

The purchase and potential relocation of the business at 6600 Oxford Street would be
coordinated with the owner and done in accordance with provisions described in the Right-of-
Way section. Coordination would occur with all landowners to discuss construction impacts and
means to minimize impacts to each property and its operations.

For those properties affected by temporary easements during construction, the area affected
would be restored as closely as possible to its pre-construction state. Those properties with
permanent partial easements would fundamentally be the same. The permanent easement area
is necessary because the footings for the retaining wall would be buried within it, and the area
would need to be accessible in the event of any maintenance needs.

Project Coordination

As part of the MN&S Freight Rail Study, a Project Management Team (PMT) was developed.
PMT members for the Study include the following Mn/DOT, Hennepin County, City of St. Louis
Park (staff and planning commission), St. Louis Park School Board, CP, BNSF and TC&W Railways,
fifteen neighborhood representatives and two representatives from Safety in the Park.

The role of the PMT is to provide input and guidance that is representative of the various groups
sitting on the PMT, but that also works towards collaborative solutions that effectively and
feasibly balance the interests of the varying groups.

The PMT had met on the following dates to discuss various aspects of the MN&S Freight Rail
Study:

e July 22,2010

* August 26, 2010

* October 2, 2010 (working tour of the study area with PMT members)

e November9, 2010

* December 16 Open House

* February 24, 2011

Electronic copies of the PMT meeting summaries, and handouts provided at each of the above
noted meetings/open house can be found on the study website: www.mnsrailstudy.org.

As this study considers potential transportation improvements to private infrastructure
(railway/right of way owned by CP and BNSF); Mn/DOT, Hennepin County and the consultant
team also met with representatives of the CP, BNSF and the TC&W to review conditions of the
respective railroad right of way and design requirements.

Summary of Issues
Impacts of the Proposed Action and proposed mitigation measures are summarized in Table 20.

Area “A” Mitigation includes measures where there is a regulatory mandate or requirement by
law to do the mitigation. Area “B” Mitigation includes commitment made by the project
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proposer that the Responsible Governmental Unit will take into consideration when making the
environmental determination. These commitments are not specifically required by law or
regulator mandate, but are actions that have been committed by the project proposer to
include under the Proposed Action based on the defined impact.

The third category, Area “C”, includes actions that continue to be considered, but do not have a
firm commitment for implementation. This third category would not be considered in the RGU’s
decision on the need for an EIS. A list of Area C mitigation measures is included in Appendix D

The list included in Appendix D reflects the suggestions made throughout the MN&S Study
process relative to the Proposed Action definition, and mitigation measures. While these
measures are not committed to as part of this process, there would be further coordination with
the City of St. Louis Park and local stakeholders to develop community improvements that
enhance the surrounding neighborhood area.

91




Table 20. Summary of Impacts and Mitigation®

Issue Area

Impact

Area “A” Mitigation

Area “B” Mitigation

Land use/

environmental
hazards

e As the Proposed Action would be
located primarily in active railroad
right of way, it would not significantly
change the area land use.

e One high priority, one medium
priority, and numerous low priority
sites identified within the
construction limits of the project.

e Construction across the eastern
corner of the Golden Auto site would
alter the asphalt cap and
contaminants may be disturbed.

e If required based on the further
refinement of the Proposed Action (e.g.
more detailed engineering), the area(s) of
concern for any potentially contaminated
site that may be impacted by the Proposed
Action would be further assessed to
determine the presence, type, and
magnitude of contaminated soil and/or
groundwater.

e Plan developed for properly handling
and treatment of contaminated soil and/or
groundwater during construction.

e Activities on the Golden Auto site would
require coordination with the EPA and
MPCA

e The project proposer will continue
to coordinate with the City of St. Louis
Park regarding land use planning
efforts that enhance
development/redevelopment in the
study area.

Fish, wildlife and
ecologically sensitive
areas

° Potential to impact state-
listed Blanding’s Turtles due to
wetlands located in the study area.

° Removal of trees,
shrubs, and other habitat components
would be limited to only those necessary to
construct the project. Affected areas
would be revegetated with similar species.
. Specific
recommendations for avoiding and/or
minimizing impacts to the Blanding’s
Turtles area included in Appendix B.

Physical impacts on
water resources -

. 2.0 acres of potential
wetland impact

° Wetland replacement and
permitting.
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Issue Area Impact Area “A” Mitigation Area “B” Mitigation
wetlands
Physical impacts on ° No surface water impacts are e  Best Management Practices (BMP)

water resources —
surface waters

anticipated under the Prop