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Study PurposeStudy Purpose

This study was 
undertaken in direct 
response to requests 
by the St. Louis Park 
City Council and 
School Board.

Is there a design that 
would allow freight 
rail to stay in the 
Kenilworth Corridor?
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Study AreaStudy Area
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Seven ScenariosSeven Scenarios

1. All three alignments at-grade

2. Bicycle Trail relocated

3. Bicycle Trail elevated

4. LRT elevated

5. LRT in tunnel

6. LRT/Freight Rail share track

7. LRT single track
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Presentation OutlinePresentation Outline

Guidelines for evaluating scenarios.
Existing conditions
Design Criteria
Evaluation of Scenarios

Scenario 1 – All alignments at-grade
Scenario 2 – Bicycle Trail relocated
Scenario 3 – Bicycle Trail elevated
Scenario 4 – LRT elevated
Scenario 5 – LRT in tunnel
Scenario 6 – LRT/Freight Rail share track
Scenario 7 – LRT single track

Summary



K
en

ilw
or

th
 C

or
rid

or
 –

A
na

ly
si

s 
of

 F
re

ig
ht

 R
ai

l/L
R

T 
C

oe
xi

st
en

ce
  

6

Presentation OutlinePresentation Outline

Guidelines for evaluating scenarios
Existing conditions
Design Criteria
Evaluation of Scenarios

Scenario 1 – All alignments at-grade
Scenario 2 – Bicycle Trail relocated
Scenario 3 – Bicycle Trail elevated
Scenario 4 – LRT elevated
Scenario 5 – LRT in tunnel
Scenario 6 – LRT/Freight Rail share track
Scenario 7 – LRT single track

Summary
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Evaluation MeasuresEvaluation Measures

Sound Engineering –
Are the engineering solutions reasonable?

Freight rail operations –
Will TC&W continue to have a safe, efficient, 
economical connection to Saint Paul?

LRT operations –
Can the LRT line function as it is intended?

Other Transportation system impacts –
What are the potential impacts to roads and 
commuter bicycle trails?
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Evaluation Measures (cont.)Evaluation Measures (cont.)

Acquisitions/Displacements –
How many housing units need to be acquired?

Potential Environmental Risk –
Parkland (4f)
Historic Properties (6f)
Water Quality
Aesthetics

Implementation Factors

Estimated Cost
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Presentation OutlinePresentation Outline

Guidelines for evaluating scenarios.
Existing conditions
Design Criteria
Evaluation of Scenarios

Scenario 1 – All alignments at-grade
Scenario 2 – Bicycle Trail relocated
Scenario 3 – Bicycle Trail elevated
Scenario 4 – LRT elevated
Scenario 5 – LRT in tunnel
Scenario 6 – LRT/Freight Rail share track
Scenario 7 – LRT single track

Summary
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Existing Alignments in CorridorExisting Alignments in Corridor
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Kenilworth CorridorKenilworth Corridor
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Existing Alignments in CorridorExisting Alignments in Corridor
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Presentation OutlinePresentation Outline

Guidelines for evaluating scenarios.
Existing conditions
Design Criteria
Evaluation of Scenarios

Scenario 1 – All alignments at-grade
Scenario 2 – Bicycle Trail relocated
Scenario 3 – Bicycle Trail elevated
Scenario 4 – LRT elevated
Scenario 5 – LRT in tunnel
Scenario 6 – LRT/Freight Rail share track
Scenario 7 – LRT single track

Summary
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Freight Rail Cross SectionFreight Rail Cross Section

50 feet
(Minimum)
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LRT Cross SectionLRT Cross Section

38 feet
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Bicycle Trail Cross-sectionBicycle Trail Cross-section

20 feet
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Total Width RequiredTotal Width Required

94 feet
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Total Width RequiredTotal Width Required

94 feet

25 feet, minimum
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Scenario # 1 – All Three At-gradeScenario # 1 – All Three At-grade

All three alignments at-grade
Bicycle Trail – Remains.

Light Rail Transit – Constructed at-grade.

Freight Railroad – Constructed at-grade. 

Looking North
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Scenario # 1 – All Three At-gradeScenario # 1 – All Three At-grade
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Kenilworth CorridorKenilworth Corridor
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• 57 Total Housing Units
• 33 Housing Units Taken

Potential Property 
Impacts 
Potential Property 
Impacts
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Potential Environmental RiskPotential Environmental Risk

Identify any parks, recreation areas, wildlife 
and waterfowl refuges, or historic sites, 
districts or archeological sites in the project 
area.

Is there a feasible and prudent avoidance 
alternative?

Consult with officials and include all 
possible planning to minimize harm to 4(f) 
resource. 
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Potential Environmental RiskPotential Environmental Risk

Properties owned by the Minneapolis 
Park Board that may fall under 4(f) 
protection.

Cedar Lake Park 

Cedar-Isles Channel

Cedar Lake Parkway

Park Siding Park
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Potential Parkland 4(f) ImpactsPotential Parkland 4(f) Impacts

Cedar Lake Parkway
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Cedar-Isles ChannelCedar-Isles Channel

The existing 
railroad and trail 
cross Cedar-Isles 
Channel on two 
pre-existing timber 
trestle railroad 
bridges.

The channel flows 
from Cedar Lake 
to Lake of the 
Isles.
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Cedar-Isles CrossingCedar-Isles Crossing

Scenario #1 requires an additional 
bridge over Cedar-Isles Channel

Looking North
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Cedar Lake ParkwayCedar Lake Parkway
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Scenario # 1 – All Three At-gradeScenario # 1 – All Three At-grade
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West End LRT BridgeWest End LRT Bridge

Wooddale Avenue

Wooddale Avenue
Station

MN&S Line



K
en

ilw
or

th
 C

or
rid

or
 –

A
na

ly
si

s 
of

 F
re

ig
ht

 R
ai

l/L
R

T 
C

oe
xi

st
en

ce
  

31

Scenario # 1 – Summary 
All Three Alignments At-grade 
Scenario # 1 – Summary 
All Three Alignments At-grade

Sound Engineering
Engineering solution is reasonable.

Freight rail operations –
Freight rail operations unchanged.

LRT –
LRT operations are maintained but with 
increased operating costs.
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Scenario # 1 – Summary 
All Three Alignments At-grade 
Scenario # 1 – Summary 
All Three Alignments At-grade

Transportation system impacts –
Functionality of Commuter Bicycle trail maintained.

Property acquisition –
33-57 housing units acquired.
Disruption of townhouse development.

Environmental Issues –
Likely parkland (4f) impacts to:

Park Board property

Potential parkland (4f) impacts to:
Cedar-Isles channel
Cedar Lake Parkway
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Presentation OutlinePresentation Outline

Guidelines for evaluating scenarios.
Existing conditions
Design Criteria
Evaluation of Scenarios

Scenario 1 – All alignments at-grade
Scenario 2 – Bicycle Trail relocated
Scenario 3 – Bicycle Trail elevated
Scenario 4 – LRT elevated
Scenario 5 – LRT in tunnel
Scenario 6 – LRT/Freight Rail share track
Scenario 7 – LRT single track

Summary
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Scenario #2 – Trail RelocatedScenario #2 – Trail Relocated

Trail moved to another location
Bicycle Trail – Relocated out of corridor

Light Rail Transit – Constructed at-grade

Freight Railroad – Constructed at-grade
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Scenario # 2 – Trail RelocatedScenario # 2 – Trail Relocated
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East Side of CorridorEast Side of Corridor
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• 117 Total Housing Units

Potential Property 
Impacts 
Potential Property 
Impacts
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East End LRT BridgeEast End LRT Bridge

I-394

Penn Avenue Station
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Scenario # 2 – Trail RelocatedScenario # 2 – Trail Relocated

Existing trail 
functions as a 
transportation trail.

Exclusive alignment 
allows direct, easy 
and fast access to 
downtown 
Minneapolis.

An alternative that 
provides similar 
accessibility is not 
readily apparent.
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Scenario # 2 – Summary 
Trail Relocated 
Scenario # 2 – Summary 
Trail Relocated

Sound Engineering
Engineering solution is reasonable.

Freight rail operations –
Freight rail operations unchanged.

LRT –
LRT operations are maintained but with 
increased operating costs.
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Scenario # 2 – Summary 
Trail Relocated 
Scenario # 2 – Summary 
Trail Relocated

Transportation system impacts –
Commuter bicycle trail is removed from corridor.

Property acquisition –
117 Housing Units acquired

Environmental Issues –
Potential parkland (4f) impacts to:

Park Board property
Cedar-Isles channel
Cedar Lake Parkway
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Presentation OutlinePresentation Outline

Guidelines for evaluating scenarios.
Existing conditions
Design Criteria
Evaluation of Scenarios

Scenario 1 – All alignments at-grade
Scenario 2 – Bicycle Trail relocated
Scenario 3 – Bicycle Trail elevated
Scenario 4 – LRT elevated
Scenario 5 – LRT in tunnel
Scenario 6 – LRT/Freight Rail share track
Scenario 7 – LRT single track

Summary
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Scenario #3 – Trail Over LRTScenario #3 – Trail Over LRT

Trail on structure
Bicycle Trail – Placed on structure through the corridor

Light Rail Transit – Constructed at-grade

Freight Railroad – Constructed at-grade 
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Scenario #3 – Trail Over LRTScenario #3 – Trail Over LRT

Extent of Trail 
Structure
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Scenario #3 – Trail Over LRTScenario #3 – Trail Over LRT
Bicycle bridge could be 
integrated with LRT OCS poles.

Bicycle bridge would 
require barriers on sides 
and above to protect users 
from overhead catenary and 
protect freight trains from 
vandalism.
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Hudson Bergen LRTHudson Bergen LRT
Bridge over Hudson Bergen LRT has a 

barrier separating pedestrians from LRT 
overhead catenary wires.
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Kansas City Passenger StationKansas City Passenger Station

Bridge over freight tracks at 
Kansas City rail passenger 
station has a barrier to protect 
trains from vandalism.
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Scenario #3 – Trail Over LRTScenario #3 – Trail Over LRT

Looking East
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I-394

Penn Avenue Station

Scenario #3 still requires an additional 
LRT bridge near the Penn Avenue station.
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Scenario # 3 – Summary 
Trail Over LRT 
Scenario # 3 – Summary 
Trail Over LRT

Sound Engineering
Engineering solution is not reasonable.
Creates unique or unusual problems.

Freight rail operations –
Freight rail operations unchanged.

LRT –
LRT operations are maintained but with 
increased operating costs.
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Scenario # 3 – Summary 
Trail Over LRT 
Scenario # 3 – Summary 
Trail Over LRT

Transportation system impacts –
Functionality of Commuter Bicycle trail impaired.

Property acquisition –
117 Housing Units acquired

Environmental Issues –
Potential parkland (4f) impacts to:

Park Board property
Cedar-Isles channel
Cedar Lake Parkway
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Presentation OutlinePresentation Outline

Guidelines for evaluating scenarios.
Existing conditions
Design Criteria
Evaluation of Scenarios

Scenario 1 – All alignments at-grade
Scenario 2 – Bicycle Trail relocated
Scenario 3 – Bicycle Trail elevated
Scenario 4 – LRT elevated
Scenario 5 – LRT in tunnel
Scenario 6 – LRT/Freight Rail share track
Scenario 7 – LRT single track

Summary



K
en

ilw
or

th
 C

or
rid

or
 –

A
na

ly
si

s 
of

 F
re

ig
ht

 R
ai

l/L
R

T 
C

oe
xi

st
en

ce
  

53

Scenario # 4 – LRT on StructureScenario # 4 – LRT on Structure

LRT on structure
Freight Railroad –
Remains

Bicycle Trail –
Remains

Light Rail Transit –
Constructed through 
corridor on aerial 
structure.

Looking North
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Scenario # 4 – LRT on StructureScenario # 4 – LRT on Structure

Extent of LRT 
Structure
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Scenario # 4 – LRT on StructureScenario # 4 – LRT on Structure

There is insufficient room north of the 
West Lake Street Bridge for LRT to 
rise from ground level to full height 
before reaching the narrow part of the 
corridor.

An aerial structure for LRT would need 
to be at full height before crossing the 
West Lake Street Bridge.
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Scenario # 4 – LRT on StructureScenario # 4 – LRT on Structure

75 Feet

Looking West
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Scenario # 4 – LRT on StructureScenario # 4 – LRT on Structure

75 Feet 48 Feet
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Scenario # 4 – Summary 
LRT on Structure 
Scenario # 4 – Summary 
LRT on Structure

Sound Engineering
Engineering solution is not reasonable.
Creates additional construction, maintenance or 
operational costs of an extraordinary magnitude.

Freight rail operations –
Freight rail operations unchanged.

LRT –
LRT operations are maintained but with 
increased operating costs.
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Scenario # 4 – Summary 
LRT on Structure 
Scenario # 4 – Summary 
LRT on Structure

Transportation system impacts –
Functionality of Commuter Bicycle trail 
maintained.

Property acquisition –
No housing units acquired.

Environmental Issues –
Potential parkland (4f) impacts to:

Park Board property
Cedar-Isles channel
Cedar Lake Parkway
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Presentation OutlinePresentation Outline

Guidelines for evaluating scenarios.
Existing conditions
Design Criteria
Evaluation of Scenarios

Scenario 1 – All alignments at-grade
Scenario 2 – Bicycle Trail relocated
Scenario 3 – Bicycle Trail elevated
Scenario 4 – LRT elevated
Scenario 5 – LRT in tunnel
Scenario 6 – LRT/Freight Rail share track
Scenario 7 – LRT single track

Summary
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Scenario # 5 – LRT in TunnelScenario # 5 – LRT in Tunnel

LRT in tunnel
Bicycle Trail – Remains

Light Rail Transit – Constructed through corridor 
with portions in tunnel

Freight Railroad – Constructed at-grade

Looking North
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Scenario # 5 – LRT in TunnelScenario # 5 – LRT in Tunnel

Extent of LRT 
Tunnel
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Scenario # 5 – LRT in TunnelScenario # 5 – LRT in Tunnel

Cut and Cover alternative impractical 
because of the weight of freight trains.

Looking North
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Scenario # 5 – LRT in TunnelScenario # 5 – LRT in Tunnel

Cut and Cover alternative also impractical 
because of Cedar-Isles channel.

Looking North
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Scenario # 5 – LRT in TunnelScenario # 5 – LRT in Tunnel

A deep tunnel has an 
unpredictable effect 
on groundwater.

Invites continuing 
maintenance, safety 
and security 
problems.

Vastly more 
expensive than other 
available alternatives.

Looking 
North

Looking 
North
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Scenario # 5 – Summary 
LRT in Tunnel 
Scenario # 5 – Summary 
LRT in Tunnel

Sound Engineering
Engineering solution is not reasonable.
Creates additional construction, maintenance or 
operational costs of an extraordinary magnitude.

Freight rail operations –
Freight rail operations unchanged.

LRT –
LRT operations are maintained but with 
increased operating costs.
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Scenario # 5 – Summary 
LRT in Tunnel 
Scenario # 5 – Summary 
LRT in Tunnel

Transportation system impacts –
Functionality of Commuter Bicycle trail maintained.

Property acquisition –
No housing units acquired.

Environmental Issues –
Potential parkland (4f) impacts to:

Park Board property
Cedar-Isles channel
Cedar Lake Parkway

Potential negative impacts on groundwater flow and water 
quality.
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Presentation OutlinePresentation Outline

Guidelines for evaluating scenarios.
Existing conditions
Design Criteria
Evaluation of Scenarios

Scenario 1 – All alignments at-grade
Scenario 2 – Bicycle Trail relocated
Scenario 3 – Bicycle Trail elevated
Scenario 4 – LRT elevated
Scenario 5 – LRT in tunnel
Scenario 6 – LRT/Freight Rail share track
Scenario 7 – LRT single track

Summary
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Scenario # 6 – Shared Track UseScenario # 6 – Shared Track Use

Freight Rail and LRT share track
Bicycle Trail – Remains 

Light Rail Transit – Constructed at-grade

Freight Railroad – Shares track with the LRT 
alignment through the corridor

Looking 
North
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Scenario # 6 – Shared Track UseScenario # 6 – Shared Track Use

Extent of 
Shared Track 
Use
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Scenario # 6 – Shared Track UseScenario # 6 – Shared Track Use

FRA requires 
temporal 
separation of 
freight and LRT 
operations.

LRT operates 
from 3:30 am to 
12:30 am.

The time period 
available to 
TC&W would be 
too restrictive.

Looking 
North

Looking 
North
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Scenario # 6 – Shared Track UseScenario # 6 – Shared Track Use

Adjustment of station 
platform height would 
be necessary to allow 
sufficient clearance for 
freight train equipment.

Elimination of level 
loading at these stations.
Redesign of new LRT 
vehicles and retrofitting of 
existing LRT vehicles to 
provide bridge plates.
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Scenario #6 – Summary 
Shared Track Use 
Scenario #6 – Summary 
Shared Track Use 

Sound Engineering
Engineering solution is not reasonable.
Represents a severe economic impact to freight 
railroad.

Freight rail operations –
Freight rail operations impaired.

LRT –
LRT operations are maintained but with 
increased operating costs.
Potential for modification of new LRVs and 
retrofitting existing LRVs
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Scenario #6 – Summary 
Shared Track Use 
Scenario #6 – Summary 
Shared Track Use

Transportation system impacts –
Functionality of Commuter Bicycle trail 
maintained.

Property acquisition –
No housing units acquired.

Environmental Issues –
Potential parkland (4f) impacts to:

Park Board property
Cedar-Isles channel
Cedar Lake Parkway
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Presentation OutlinePresentation Outline

Guidelines for evaluating scenarios.
Existing conditions
Design Criteria
Evaluation of Scenarios

Scenario 1 – All alignments at-grade
Scenario 2 – Bicycle Trail relocated
Scenario 3 – Bicycle Trail elevated
Scenario 4 – LRT elevated
Scenario 5 – LRT in tunnel
Scenario 6 – LRT/Freight Rail share track
Scenario 7 – LRT single track

Summary
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Scenario # 7 – LRT Single TrackScenario # 7 – LRT Single Track

LRT single track
Bicycle Trail – Remains

Light Rail Transit – Constructed at-grade but 
with only one track 

Freight Railroad – Constructed at-grade 

Looking North
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Scenario # 7 – LRT Single TrackScenario # 7 – LRT Single Track

Extent of LRT 
Single Track



K
en

ilw
or

th
 C

or
rid

or
 –

A
na

ly
si

s 
of

 F
re

ig
ht

 R
ai

l/L
R

T 
C

oe
xi

st
en

ce
  

78

Scenario #7 – LRT Single TrackScenario #7 – LRT Single Track
Single Track would subject the LRT line to 
operating restrictions that would prevent the 
line from achieving its forecast ridership.

This is inconsistent with the stated Purpose 
and Need of the project.

Looking North
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Scenario # 7 – Summary 
LRT Single Track 
Scenario # 7 – Summary 
LRT Single Track

Sound Engineering
Engineering solution is not reasonable.
Compromises the LRT project Purpose 
and Need

Freight rail operations –
Freight rail operations unchanged.

LRT –
LRT operations impaired.
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Scenario # 7 – Summary 
LRT Single Track 
Scenario # 7 – Summary 
LRT Single Track

Transportation system impacts –
Functionality of Commuter Bicycle trail 
maintained.

Property acquisition –
No housing units acquired.

Environmental Issues –
Potential parkland (4f) impacts to:

Park Board property
Cedar-Isles channel
Cedar Lake Parkway
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Presentation OutlinePresentation Outline

Guidelines for evaluating scenarios.
Existing conditions
Design Criteria
Evaluation of Scenarios

Scenario 1 – All alignments at-grade
Scenario 2 – Bicycle Trail relocated
Scenario 3 – Bicycle Trail elevated
Scenario 4 – LRT elevated
Scenario 5 – LRT in tunnel
Scenario 6 – LRT/Freight Rail share track
Scenario 7 – LRT single track

Summary
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SummarySummary
1

All 
Three 

At- 
Grade

2

Trail 
Moved

3

Trail
Above

4

LRT 
Above

5

LRT
Below

6

Shared 
track

7

LRT
Single
Track

Sound Engineering Yes Yes No No No No No

Freight Rail Impacts Low Low Low Low Low No Low

LRT Impacts Medium Medium Medium Medium Medium Medium High

Trail Impacts Low High High Low Low Low Low

Acquisition/Displacement 33-57 117 117 0 0 0 0

Environmental Risk High High High High High Medium Medium

Cost (Millions) 51-
59

109- 
120

71-
88

112- 
139

203- 
230

35-
43

31-
38
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Implementation Factors 
Railroads 
Implementation Factors 
Railroads

TC&W
Must agree to track design.

Must have safe, efficient, economical 
connection to Saint Paul.

CP Railway
Must agree to track design.

Must agree to design of LRT stations 
built next to freight tracks.
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Implementation Factors 
Safety 
Implementation Factors 
Safety

Federal Railroad Administration
Must approve conditions of shared track 
use

State Safety Oversight Board
Must approve conditions of operating 
freight trains next to LRT
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Implementation Factors 
Southwest LRT Governance 
Implementation Factors 
Southwest LRT Governance 

Federal Transit Administration

Metropolitan Council

County Transit Improvements Board

Hennepin County Regional Rail 
Authority

Transit Accessibility and Advisory 
Committee
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Implementation Factors 
Commuter Bicycle Trail 
Implementation Factors 
Commuter Bicycle Trail

Minneapolis Parks and Recreation 
Board

City of Minneapolis

USDOT

Cedar Lake Park Association 

Hennepin County Bicycle Advisory 
Committee

Other biking associations
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Implementation Factors 
Other Agencies 
Implementation Factors 
Other Agencies

Minneapolis Park Board

State Historic Preservation Office

US Army Corps of Engineers

FHWA/MnDOT

Minnesota DNR

Minnesota Pollution Control Agency

Environmental Protection Agency
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Implementation Risks 
Neighboring Jurisdictions 
Implementation Risks 
Neighboring Jurisdictions

City of Minneapolis
Acquisition of housing units.

Commuter bicycle trail system.
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Kenilworth Corridor: 
Analysis of Freight Rail / LRT Coexistence
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Study Purpose
• To provide additional information on the 

 Chaska Cut‐off, Midtown and Hwy 169 
 alternatives in response to St. Louis Park City 

 Council Resolutions 10‐070 and 10‐071.

• To ensure that evaluation measures and cost 
 factors are applied consistently across the 

 alternatives being studied.





Evaluation Measures
Sound Engineering

• Grades, curves & clearances to allow for efficient railroad operation.

Freight Rail Operations

• Safe, efficient, & economic connection to St. Paul.

Transportation System Impacts

• Potential impact to roads, trails, and transit.

Acquisitions/Displacements

• Number, type and estimated cost.

Estimated Costs (2010$)

• Construction costs including contingency factors.

Potential Environmental Risks

• Potential for adverse impacts upon critical environmental resources. 

Implementation Factors

• Elements affecting implementation (agreements, permits, etc).

• Route must be acceptable to TCWR.



“Western Connection” options

Possible 

 
connection
points



Overview of Twin Cities 

 area rail network

Cologne Savage

Yard A

Camden

St. Paul Yard

Northtown 

 
Yard

Shoreham Yard

Western Ave. 

 
Yard



Overview of Chaska      

 Cut‐off alignment
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Carver / Chaska Detail

Chaska
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Chaska photo 2

Former right of way west of Carver
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Chaska photo 3
Former right of way in Carver
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Existing track through 
 Chaska
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Minnesota River crossing; MNDOT Hwy 41 Study 

Chaska
Shakopee

Carver



Chaska Cut‐Off Evaluation
Sound Engineering 
• Route can meet freight rail industry standards for operations.
• Westbound grade would be a limitation for TCWR vs. existing 

 
operation.  

• Requires 11 miles of new trackage including a new crossing of the 

 
MN River.

Freight Rail Operations
• Additional distance vs. other routes would increase TCWR’s 

 
operating costs.

• TCWR would have to own & maintain additional trackage.
• TCWR would need to operate over UP trackage.
• TCWR could serve a new customer in Chaska (United Sugars).
Transportation System Impacts 
• 5 new at‐grade crossings.
• No impact to trails.
• No impact to existing or planned transitways.



Chaska Cut‐Off Evaluation

Acquisitions/Displacements

• 25 housing units displaced

• Total value of properties = $9.4 million.

Estimated Cost (2010$)

• Total Project Cost = $129.8 million (includes 30% contingency).

• Major elements include new track, grade‐separated crossings, & 

 Minnesota River bridges.

Environmental Issues

• MN River crossing likely requires an Environmental Impact 

 Statement.  Estimated time to complete is 3 to 8 years. 

• Existence of wetlands and other protected areas.



Chaska Cut‐Off Evaluation

Implementation Factors

• Principal constraint is the Minnesota River crossing. Environmental 

 documentation & permitting are significant.  Construction would 

 require approvals/permits from the US Army Corps of Eng., FRA, US 

 EPA, US Fish & Wildlife Service, Dept. of Interior, MN DNR, MN PCA, 

 MN SHPO & local watershed districts.

• TCWR must agree to own & maintain new trackage.

• TCWR must obtain trackage rights from UP.

• MnDOT must agree to crossing over TH212.

• Carver County must agree to crossing over CR 40.



St. Louis Park Area 

 OverviewTo Cologne

MN&S

Hwy 

 169 Midtown

St. Louis    Park

Kenilworth



Hopkins / St. Louis Park 

 area detail
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Hwy 169 photo 1
Former right of way under Highway 7
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Hwy 169 photo 2

Former right of way north of Highway 
 7
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Townhomes along right of way
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Hwy 169 Evaluation
Sound Engineering 
• Route can meet freight rail industry standards for operations.
• Requires new bridge over Minnehaha Creek and 2.7 miles of new 

 
track

Freight Rail Operations 
• TCWR would most likely own & maintain the new track
• TCWR would need additional trackage rights from BNSF 
• TCWR would reach Savage via the existing St. Louis Park connection 

 
or via a new BNSF connection to the MN&S route. 

Transportation System Impacts 
• Would require TH 169 / Excelsior Blvd interchange to be 

 
reconfigured.

• 6 new at‐grade crossings (2 in Hopkins & 4 in St. Louis Park).
• Requires reconstruction and/or relocation of recreational trail.
• No impact to existing or planned transitways.



Hwy 169 Evaluation

Acquisitions/Displacements

• 131 housing units displaced

• Total value of properties = $38.0 million.

Estimated Cost (2010$)

• Total Project Cost = $121.6 million (includes 30% contingency).

• Major cost elements include significant acquisitions/displacements 

 and the reconfiguration of the Hwy 169 / Excelsior Blvd 

 intersection.

Environmental Issues

• Impact of bridge over Minnehaha Creek would need to be assessed.



Hwy 169 Evaluation

Implementation Factors

• TCWR must agree to own and maintain the 2.7 miles

 

of new track.

• TCWR must obtain trackage rights from BNSF on the Wayzata Subdivision.

• MnDOT & FHWA must agree to modifications to Hwy 169.

• Hennepin County must agree to impact to Excelsior Blvd.

• Minnehaha Creek Watershed District must approve bridge construction 

 over Minnehaha Creek.



Midtown Corridor Detail

Hiaw
atha Corridor

Lake Street



Midtown photo 1

Former right of way through 
 “The Trench”
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Midtown photo 2

Former right of way – east end
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Former right of way at 
 Hiawatha crossing
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Sabo Bridge – crossing of Hwy 55
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Midtown Evaluation
Sound Engineering 
• Route would require significant modifications to meet freight rail 

 
industry standards for operations.

• Requires excavation of 6 feet of former rail bed to meet clearance 

 
requirement of 23 feet.

• TCWR shifted operations from the Midtown Corridor to Kenilworth 

 
in1998, a result of Hiawatha Corridor reconstruction.

• Quality of bridge over Mississippi River is questionable.

Freight Rail Operations
• TCWR must assume responsibility for ownership & maintenance of 

 
4.4 miles of new track.

• TCWR must secure trackage rights from CP for section from 

 
Hiawatha Ave. east to St. Paul.

• TCWR would need to continue using the connection at St. Louis 

 
Park and the MN&S route to reach Savage.



Midtown Evaluation
Transportation System Impacts
• Would require a reconfiguration of the TH 55/Hiawatha Avenue 

 
and 28th

 

St. intersection – both routes would be elevated.
• Would result in 4 new at‐grade road crossings & closure of the    

 
South 5th

 

and Humboldt Avenue at‐grade crossings.
• Would result in the removal of recently opened Sabo Bridge over 

 
TH 55/Hiawatha Avenue.  

• Would require reconstruction of the Hiawatha LRT line from 31st

 

St. 

 
to 26th

 

St.  
• Both the LRT line and TH 55 would experience closures and/or 

 
disruptions during construction, negatively impacting users.

• Freight rail operation in this corridor would directly conflict with 

 
the proposed Midtown Streetcar project.



Midtown Evaluation

Acquisitions/Displacements
• A single building  east of Hwy 55 would be displaced.

Estimated Cost (2010$)

• Total Project Cost = $195.6 million (includes 30% contingency).

Environmental Issues

• Unknown soil and subgrade conditions along the Midtown Corridor.

• Midtown Corridor is on the National Register of Historic Places.

• Dean Parkway & Lake of the Isles bridges are located on parkland.



Midtown Evaluation

Implementation Factors
• TCWR must agree to maintain additional trackage.

• TCWR must obtain trackage rights from CP east of Hiawatha.

• Significant modifications needed to the transportation system at

 
TH 

 55 / Hiawatha Ave.

• MnDOT & FHWA must agree to reconstruction of TH 55/Hiawatha 

 Ave.

• MPRB or Minneapolis & FHWA must agree to reconstruction or 

 removal of Sabo bridge.

• Met Council & FTA must agree to reconstruction of Hiawatha LRT.



Comparison of Alternatives
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City of St. Louis Park  
Comments on the 12/12/12 DEIS update regarding questions from the Surface Transportation 
Board 
 

The Surface Transportation Board (STB) is an economic regulatory agency that Congress charged 
with resolving railroad rate and service disputes and reviewing proposed railroad mergers. The STB 
is and independent decision-making board, although it is administratively affiliated with the 
Department of Transportation.  The STB serves as both an adjudicatory and a regulatory body. The 
agency has jurisdiction over railroad rate and service issues and rail restructuring transactions 
(mergers, line sales, line construction, and line abandonments) plus other transportation issues.  The 
STB accepted an invitation by the FTA to be cooperative agency for the SW LRT project.  The 
freight railroad issues on the SW LRT project may or may not be under the jurisdiction of the STB. 

HCRRA on December 10, 2012 answered a series of questions from the STB on the SW LRT DEIS.  
These questions answers were posted on the project website on December 12, 2012.  The City has 
prepared comments for submittal on December 31, 2012 on the entire SW LRT DEIS and covered 
many of these issues but they are spread throughout the comments. The following are comments by 
the City directly related to the STB questions and HCRRA answers. 

The December 10, 2012 response by HCRRA to the STB questions and the STB questions missed 
some critical areas of impacts that have not be adequately study in the DEIS. 

a)  The freight railroads (CP and TC&W) have not been actively engaged in the re-route 
decision process and the proposed re-route has many serious engineering questions regarding 
grades, curvature and grade crossing safety. The railroads have not agreed to any of the 
proposed designs 

b) The CP and TC&W have not agreed to accept ownership or maintenance of the new track or 
bridges. 

c) There have been many mixed messages from agencies and the railroads regarding the exact 
limits of the Bass Lake Line abandonment. The preferred LRT alignment is located on a 
substantial portion of the Bass Lake Line right of way.   

d) The DEIS addresses noise and vibration impacts on the MN&S based on the current train 
characteristics and does not adjust for the larger, longer trains that will operating on the re-
route.  

The Questions below are from the STB as reported in the HCRRA’s memo dated 12/10/12 
and posted on the Southwesttransitway.org webpage 12/13/12.  City responses are in italic. 
 
Canadian Pacific Wye Track 

1. Is it a switching or wye track? 
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The Skunk Hollow wye track is a connection between the CP-Bass Lake Line and the CP- MN&S 
line.  Historically, these were separate railroads that were purchased by the CP (Soo Line) over 
the last 40 years.  The MN&S crosses over the Bass Lake line on a grade separated structure.  
CP and TC&W have access to this wye to connect the two rail lines.  TC&W has operating rights 
on both CP line segments, and currently have a majority of the freight traffic.  CP also services 
one customer located on the wye track. 

The proposed new wye across the National Lead /Golden Auto site would provide a more direct 
access to the north than the existing Skunk Hollow wye. It would not improve the potential 
movement to the south towards Savage. A new connecting wye to the MN&S southbound would 
be needed. This improvement along with relocation of the sole customer on the existing 
switching wye would be needed to remove the existing switching wye.  The City supports the 
concept of complete removal of the Skunk Hollow wye with a direct south wye connection.is still 
inefficient.  
 

2. Is the wye or switching track already constructed? 
The wye track was constructed in the early 20th century. 

3. Where on the CP Line would /is the wye track located? 
The existing Skunk Hollow wye track shown will remain in place on all three alternatives 
drawing plan sets (Appendix F, Parts 1, 2 and 3).    The HCCRA figures 1 and 2 show the 
existing and proposed connections.  The new connection will also be a grade separated structure 
over the Bass Lake Line and the proposed LRT track. The new wye is not accurately drawn on 
Figures 1 and 2.  The actual wye track construction would begin 4,500 feet west of the existing 
MN&S bridge, climb 35 feet, at a .86% grade, mostly on a bridge structure and then descend 30 
feet at a 1.5% grade to match the existing MN&S track.  (See pages 30 thru 37 of Appendix F, 
part 2)  Most of this track is an eight degree curve on a bridge, across a remediated super fund 
site. 

4. Is there a map that shows the location or proposed location? 
See Appendix F, part 2. 

5. How is the wye or switching track part of the SW LRT project? What is its purpose? 
The LPA locating the SW light rail line through the Kenilworth corridor of Minneapolis was 
adopted into the Transportation Policy Plan by the Metropolitan Council in 2010 without any 
analysis of rerouting freight rail.  The LPA was chosen with the assumption that even though 
freight rail existed in Kenilworth then and to this day, that it would be rerouted at some 
undefined time and by some undefined means.  The FTA’s September 2, 2011 letter approving 
entering into the preliminary engineering phase of project development of the New Starts 



3 
 

program said that the Metropolitan Council must analyze the impacts of relocating the TC&W 
freight line and include relocation in the Southwest LRT project. 

National Lead/Golden Auto Site 

6. Is the connection part of the MN&S line already? 
No.   

7. Provide a more specific description on the location of the connection? 
See answer No 3. 

8. Are the tracks in existence? 
The track across the National Lead/Golden Auto Site does not exist today. 

9. Are the tracks being utilized? 
No.  The track across the National Lead/Golden Auto Site does not exist today. 

10. Are the tracks to be upgraded? 
The tracks would be built to mainline standards of the CP. 

11. It looks like there are two [ this is not accurate] trains per week that move over the MN&S line –
but does any traffic travel over the connection at this point? 
The CP operates two trains per day, normally four or five days per week on the MN&S track.  
The existing wye track is used as needed to service customers of the CP and TC&W. the 
connection across the National Lead/Golden Auto site does not exist today. 

FRR Route 

12.  Are there segments of the FRR that currently do not have train traffic (but would have train 
traffic if the reroute occurs)? 
The CP traffic on the existing MN&S track currently consists of two trains per day with about 10 
cars serving several industries south of St Louis Park or interchanged with a short line in 
Bloomington MN. 

The Bass Lake Line has between four and six trains per day operated by the TC&W.  They do not 
have any local customers in the area.  Their trains are interchanged in the Minneapolis and St 
Paul yards with several Class 1 railroads for delivery to western Minnesota. 

The BNSF Railway’s Wayzata Subdivision has 15 to 20 trains per day from Wilmar to the Twin 
Cities.  Most of their traffic is long distance through movements. 
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13. Please provide a map of the project areas. 
Figures 1, 2 and 3 provided in the HCRRA comments show an overview of the project area.  A 
review of Appendix F drawings show the reroute alignment is through a fully develop residential 
area.  The environmental impacts of noise, vibration and safety have been based on minimal 
field data and do not adequately address to potential impacts. 

14. Please provide a map of existing freight lines/routes (with names to indicate which rail line is 
which), and a more detailed map that shows the rail lines that freight would be rerouted over. 
The map should show street names and any switching track or connection(s) needed on the 
MN&S and/or Wayzata lines in order to implement the reroute of freight traffic. 
See Appendix F 

15. What planned rail line abandonments is part of this proposed project? 
There are several abandonment actions that will required.  The DEIS drawings show the 
Kenilworth corridor owned by HCRRA and about one mile of the Bass Lake Line owned by the 
CP.   There are several operating and trackage right agreements between CP, TC&W, HCRRA 
and BNSF that need to revised or canceled.  A list of railroad agreements is included in 
Appendix J but the City does not know if this is complete list.  Many of these decisions have been 
delayed until more engineering work has been completed. 

16. Page 2-46 states:  “The Build Alternative would primarily use HCRRA owned ROW which is 
abandoned freight rail property acquired to preserve it for future transportation use.  What is the 
history of this abandonment?  Was the ROW officially abandoned and is there a Board decision? 
The City defers to HCRRA for the details of these transactions. 

17. Detail required on DEIS: “abandoned Iron Triangle alignment, between West 27th Street and the 
connection with the BNSF Wayzata Subdivision.” (Page 4-136). Are there plans to use this 
abandoned ROW for freight rail service or for the light rail service? 
The abandoned Iron Triangle wye will be reinstalled but will be brought up to mainline 
standards to allow for the TC&W trains to access the BNSF mainline two miles west form their 
current connection.  As part of the project a new siding will be built paralleling the BNSF 
mainline track.  

The current right of way in owned by the CP, but most of the right of way in surrounded by 
wetlands or flood plains.  The old wye track had a 1.5% grade descending to the east.  The 
proposed reinstallation of the wye would match this grade, but does not meet normal mainline 
engineering standards.  The DEIS does not address how that difference will be resolved.  After 
the track was removed, a new townhome development was developed near the track. 

18. Is there any additional abandoned or existing ROW that would be used for the project? 



5 
 

The DEIS does not address this issue. 

19. Please indicate whether all the necessary ROW for the proposed project is already abandoned? 
The DEIS does not address this issue. 

Freight Movement Area 
20.  If freight traffic is rerouted over the MN&S, would TC&W be able to serve new markets or new 

territory? 
No.  TC&W does not have origination rights on the MN&S track. 

21. Are there any potential customers located on the re-route that would be serviced under the new 
alignment, who are not currently being serviced? 
No. 

22. If freight rail is rerouted from the CP Bass Lake and HCRRA lines to the MN&S and Wayzata 
lines, it looks like 6 trains would be the highest number of trains per week that would be 
rerouted.  Is that number correct? 

No.  The current TC&W traffic is about 6 trains per day that would be rerouted.  
 

23.  Is freight traffic expected to increase in the next 10 years? 
The Minnesota State Rail Plan developed in 2010 is an extensive document that reviews freight 
and passenger rail needs for the State. Translating that data to these lines is difficult because 
market changes, there is capacity with existing TC&W trains to add additional cars and 
government regulations.  The State Rail Plan projects a 25 percent increase in freight rail traffic 
between 2007 and 2030.  The Plan also identified this line as a potential intercity rail operation 
that could bring passenger train operations to this line. 

 



1 
 

Specific Comments on the DEIS by page 

Page Reference Comment 
ES-11 “The implementation of quite zones at all grade-

crossings would eliminate severe noise impact 
throughout the corridor by removing the freight 
locomotive horn noise.” 

Adequate and appropriate noise and vibration analysis has not been 
completed to ascertain whether whistle quiet zones by themselves will 
eliminate all severe noise impacts. 

ES-14 Table ES.1 Goal 3 Parklands 1.12 long-term Does not subtract the .8 that is existing today 
Alternatives 
considered 

LRT 3A (LPA) and LRT 3A-1 (Co-location) Bias in labeling of these alternatives. Both alternative 3A and 3A-1 use the 
LPA for SWLRT.  There is no “LPA” established for Freight rail. 

1-5 Regional Authorities Need to include Bassett Creek Watershed Management Organization 
1-11 1.3.2.3 Need to Develop and Maintain a Balanced 

and Economically Competitive Multimodal Freight 
System 

New goal – this is the first time this goal has been identified; it was not 
part of the SWLRT planning process 
Humboldt Yard connection –  was not a part of proposed action discussed 
in the SWLRT LPA process and inappropriate to paint as a rationale for 
route selection now. 
 

1-14 Goal 6: Support economically competitive freight 
rail system 

New goal –  where did this come from; not adopted previously; should not 
be the basis for route decisions 

2-6 & 2-7 Table 2.1-1 Project Goals and Objectives; Table 2.1-
2 

Goal 6 is not present here.  This shows it was newly added. However it 
illustrates the inconsistency of the DEIS document and creates confusion. 

2-9 “…HCRRA…conducted an evaluation…” There were several other studies that were contracted by HCRRA including 
the: 
1. TCWR Freight Rail Realignment Study dated October 12, 2009 by 

TKDA 
2. Kenilworth Corridor: Analysis of Freight Rail/LRT Coexistance dated 

November 2010 by R. L. Banks & Associates 
3. TCWR Route Alternatives Study dated November 29, 2010 by Mark 

Amfahr, Amfahr Consulting 
4. MN&S Freight Rail Study Environmental Assessment Worksheet 

(EAW) that was completed, commented on and subsequently 
withdrawn, RGU MnDOT, distributed on May 12, 2011.   

The record should note this information and be clear on the studies and 
historical process that took place since 2009 regarding freight rail. 

2-9 “In their (sic) September 2, 2011 letter…FTA stated The quote from the FTA letter is inaccurate. The FTA letter (attached) 
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the freight rail relocation project should (bold 
added) be considered as part of the Southwest 
Transitway project under NEPA to avoid any 
segmentation concerns.” 

states, “…the key items MC must (bold added) address….the impacts of 
relocating the Twin Cities & Western freight line…. 
There was no equivocation in the FTA requirement to address relocation of 
the TC&W freight line in the DEIS. 

2-19 2.3.1.3 Freight Rail  This subject appears out of place and, there is not a discussion of the 
relocation or colocation alternatives included. 

2-20 Reference to figure 2.3-2 in error and missing Figure 2.3-2 is referenced in Section 2.3.1.3 which is the “no build” 
description but the figure is the alternate routes for the freight rail in a 
build condition. It should be referencing figure 2.3-1 which simply shows 
existing freight rail. There does not appear to be any appropriate reference 
to figure 2.30-2.   
 

2-24, 2-30, 
2-33 and 
others 
throughout 
chapter 

Figure ? The figure number, title and map are cut off in the printed document. 

2-25 Section 2.3.3 Build Alternatives Numbering appears incorrect throughout this section.  There is no 
numbering related to LRT 3A, LRT 3C-2, LRT 3A-1.  Are these items parallel 
to the other build alternatives? 

2-26 2.3.3.1 Freight Rail states “LRT 1A, LRT 3A, LRT 3C-
1, AND LRT 3C-2 need the relocation of freight rail” 

This should state that they “assumed” the relocation of freight rail 

2-27 “A perpetual easement…was granted by Hennepin 
County to the City of St. Louis Park”  

This statement is in error.  The easement was granted by the property 
owner to the City of St. Louis Park. 

2-27 Section 2.3.3.1 Implementation of Freight Rail 
Relocation 

In section 2.3.3.1 the two freight rail alternative routes for all the build 
alternatives are described. After a brief description of the alternative 
freight rail routes and a table showing no build vs. build train traffic on the 
MN&S route it jumps to a discussion titled, "Implementation of Freight Rail 
Relocation" which essentially portrays the routing of trains to the MN&S as 
a decision previously made, and whose implementation had been 
"delayed" due to the need to remediate the National Lead Super fund site. 
It further states that Hennepin County had given the City of St. Louis Park 
an easement for freight rail connection across the National Lead site. This 
is an incomplete and inaccurate description of the history and current 
situation regarding the National Lead site, access across the site and the 
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status of the decision to build the connections from the Bass Lake and 
BNSF tracks to the MN&S and reroute trains to the MN&S.  If the decision 
to build connections and relocate trains had truly been made, why are 
alternative routes for freight rail part of the SW Transit project and SW 
Transit DEIS?  And since the alternative routes for freight trains are part of 
the DEIS, why is this material in the document? It is not relevant. 
 

2-28, 2-31,2-
34 and 
others 

This alternative includes relocation of the existing 
freight rail service…as described in more detail in 
Section 2.3.4.1  

Section 2.3.4.1 does not exist in the document.  Is there a description in 
another place in the document? 
This is repeated in all the sections of chapter 2 describing the alternatives. 

2-32 and 
others 

Table 2.3-3, 2.3-4, 2.3-5, 2-3.6,  shows assumed 
parking spaces for each station area 

These amounts have not been shown to the city before this document; 
other amounts have been used in the AA and other documents.  Much 
more work will be needed to determine the appropriate amount of parking 
and how much will be surface versus structured parking. 

2-37 Alternatives are initially numbered, beginning with 
“2.3.3.2 LRT 1A”  

Alternatives LRT 3A, LRT 3C-2, and others are not numbered, making it 
confusing to see which alternatives are being considered. 

2-41 Reference to letter from City of St. Louis Park 
shown as September, 2008. 

The 2008 letter was dated October 14, 2008.  In addition to requesting that 
widening the narrowest part of the Kenilworth corridor to accommodate a 
co-location alternative be considered, the letter requested that an 
alternative route for the regional bike trail be considered in order to make 
a co-location plan more feasible.  An alternative involving rerouting the 
bike trail is not considered in the DEIS and should be. (see attached letter) 

 

 

3-1  build analysis was not completed for 3A-1 An analysis of co-location of freight rail was not conducted during the AA 
or LPA analysis and selection processes. 

3-19  refers to a Figure 3 in a section titled “Community 
Facilities and Resources Data” 

This section is not listed in TOC 

3-20 “Six separate studies have been completed….These 
studies concluded the best option for freight rail 
operations was to relocate…” 

These studies did not reach this conclusion; AND, the freight rail 
companies have never said that relocation is the best option for freight rail 
operations. 

3-20 3.1.2.7 regarding zoning districts of St. Louis Park The DEIS states in this section that relocation of TC&W freight rail 
operations from the CP RR (Kenilworth Corridor) to the existing and 
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currently used MN&S and the BNSF would not conflict with the adopted 
zoning districts of St. Louis Park; and, that the Land use for the corridor is 
categorized in the St. Louis Park Comprehensive plan as railroad.  This is a 
misleading, inaccurate and irrelevant statement.  First, both the railroad 
tracks for the 3A (rerouted TC&W trains) and the 3A-1 (co-location in 
Kenilworth) routes are designated as Railroad on the City’s Comprehensive 
plan.  This is in recognition of the existence of railroad tracks in these 
locations and the fact that cities have no control over where freight rail 
tracks are located.  Second, there is no railroad zoning district in St. Louis 
Park. None of the railroad tracks, be they the MN&S, the BNS&F or the 
CP/Bass Lake Spur tracks, are zoned for railroad use. They are zoned the 
same as the abutting properties which, for the most part, are zoned single 
family residential land use. The designation of the abutting properties is 
the more relevant question. The key question is, what is the land use 
adjacent to the freight rail route, not what is the designation of the track 
rights of way themselves.  The Comprehensive Plan and zoning designation 
of the properties abutting the railroads is predominantly single-family 
residential and public land uses like parks and schools along the MN&S. 
These are not land use or zoning districts compatible with freight rail. 
 

3-24 Table 3.1-2 on Page states SLP Comprehensive Plan 
references study of MN&S alignments and impacts 
includes goals to minimize impacts of rail 
operations in SLP and addressing the potential 
rerouting of freight rail in SLP. 

This does not state that the Comp Plan’s Freight goal is to work to identify 
impacts, mitigation to address the potential of freight re-route and that 
the impacts to neighborhoods need to be considered before a decision is 
made… 
 

3-26 “Based on the analysis of local and regional plans 
and studies, it has been determined that LRT 3A 
(LPA) alternative is the most compatible with local 
and regional planning.” 

In fact, the table does not show this conclusion, nor provide any data to 
support it. 

3-26-27 “the review only considered the local and regional 
plans of the project partner cities that were 
required under the Metropolitan Land Planning 
Act” 

The Hennepin County Sustainable Development Strategy 2011 is listed and 
notes it is incompatible with 3A-1; however it is not a required plan. 

3-34 Section 3.1.5.1  This section of the DEIS overstates the acquisitions needed to 
accommodate alternative 3A-1, co-location in the Kenilworth corridor. The 
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DEIS states that up to 57 townhomes in the Kenilworth corridor would 
need to be acquired to implement alternative 3A-1.  The space that would 
be created by the removal of all 57 townhomes is well beyond what is 
needed.  In contrast, the DEIS does not include acquisition of 42 homes 
along the MN&S tracks that would be needed to create an appropriate 
right of way to accommodate re-routing train traffic and increasing train 
traffic on the MN&S.  In addition the DEIS’s statement that a “disturbance 
to Minneapolis Park Board properties on the east side of Cedar Lake Rd in 
order to create adequate clearance” ignores the fact that there is no 
indication that any adjustments to alignments of the trail, LRT and freight 
rail lines were explored to eliminate use of the park property. 

3-39 Table 3.1.8 states that LRT 3A-1 would NOT be 
compatible with existing land use, however 3A 
would be. 

The land use pattern in 3A is less compatible than 3A-1, as there are more 
residences that are much closer to freight rail. 

3-39 Table 3.1.8 states that LRT 3A-1 would NOT be 
compatible with planned development, however 
3A would be. 

There is not any evidence that either 3A or 3A-1 are or are not compatible 
with planned development. Planned development has already occurred 
along the SWLRT route even with the presence of freight rail today. 

3-39 “No mitigation is necessary or proposed.” The paragraph prior refers to mitigation measures so it is unclear what this 
sentence means. 

3-49  
 

• Neighborhood, Community Services and 
Community Cohesion Impacts… 

 

Minneapolis neighborhood descriptions start on page but they have a lot 
more detail than other city’s sections with less data on the land use 
percentages in each neighborhood 

3-57  co-location  states that maintaining freight train 
movement in the area would conflict with the LRT 
stations and their operations creating a number of 
issues 

this was not addressed earlier on page 3-57 in Segment  4 where rail 
service will operate adjacent to stations in Hopkins.  It indicates a lack of 
equal treatment of the alternatives. 

3-58 
 

states significant impacts to traffic not anticipated 
with LRT service on Segment A 

But states nothing about the fact that LRT will run more frequently than 
Freight. 

3-58 
 

Co-location: states the largest disruption in 
community cohesion would be the acquisition of 60 
housing units 

Does not discuss acquisition of property needed for all build alternatives 
except 3A-1 in order to accommodate freight rail re-routing  in Segment 4 
(page 3-57); nor is it discussed in freight relocation segment on page-3-60.  
This section should discuss how close these 60 housing units would be to 
the tracks as it is stated later that 50 feet is the distances used to assess 
proximity of habitable dwellings or structures (page 3-129.) This section 
should also discuss how close the freight will be to the single family homes 
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as well and compare that to how close single family homes would be on 
freight realignment segment.   

3-59 
 

the last paragraph on co-location states that co-
location has the potential to produce adverse effect 
to community cohesion 

Rerouting freight rail traffic to the MN& should also be stated as adverse 
to community cohesion on page 3-60.   

3-60  
 

States relocation would add only a small increase in 
freight traffic ... impact to community cohesion 
would not be anticipated.   

The DEIS describes the additional train traffic that would be shifted to 
MN&S under the re-routing alternative as “only a small increase in freight 
rail traffic”.  This is not accurate.  The MN&S sees two short trains per day, 
while Kenilworth corridor sees 4-6 trains per day, all of which would be 
longer than those on the MN&S.  That is a doubling or tripling of trains.  
Because the TC&W trains are longer than the trains currently on the 
MN&S, the increase in rail cars is even greater.  Based on information 
provided by TC&W railroad, while the MN&S tracks are experiencing 10 
trains of 15 rail cars each, or 150 rail cars in a typical week, the TC&W is 
handling 1300 to 1500 rail cars in a typical week.  This would be as much as 
a 10 fold increase in rail car traffic for the MN&S tracks.   An increase in rail 
traffic of that volume will have a negative impact on the community 
cohesion along the MN&S especially since the MN&S is abutted by parks, 
schools and single family homes for the most part.  The low volume rail car 
traffic on the MN&S today and in recent years means that today’s train 
traffic has limited impact on people crossing the tracks at formal or 
informal crossings.  The noise and vibrations from passing trains are short 
and rare episodes that only modestly disrupt activity adjacent to the 
MN&S tracks today, whether it is teaching in the adjacent classrooms, 
conversations in backyards, activity in adjacent retail businesses, or 
activities in the parks and trails.  Adding 1500 more rail cars per typical 
week will be a significant increase in disruptions along the MN&S. 

3-60  
 

states moving freight trains will allow removal of 
at-grade crossing between Beltline and West Lake 
which will improve safety.   

It does not address the fact that there will still be LRT crossings at these 
locations which will be much more frequent than freight rail crossings 
reducing the potential benefit from removing freight trains. 

3-60  
 

states mobility and pedestrian movement across 
track will be improved with removal of freight rail.   

It does not address addition freight traffic effects on neighborhoods, 
commercial areas and the high school on freight line. 

3-61 
 

states that an impact of co-location would be a 
narrow ROW corridor...forced to accommodate a 
freight rail line, LRT, and recreation trail creating 

The rail and trail already exist.  LRT is not anticipated to add a barrier in 
fact it has been stated earlier that LRT is expected to increase community 
cohesion.  Freight does not run as frequently as rail.   
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greater barrier to community cohesion 
3-61 Section 3.2.2.7 community cohesion inaccuracies 

and inconsistencies 
This section of the DEIS points out that there would be improvements to 
community cohesion and safety from the removal of freight trains from 
the Kenilworth and east Bass Lake Spur areas with implementation of 
alternative 3A.  This is true but it does not acknowledge that the benefits 
of rerouting freight trains is moderated by the fact that LRT will still be 
operating in the Kenilworth and east Bass Lake spur corridors.  The SWLRT 
trains, tracks and apparatus will limit movement across the corridor and 
create some level of disruption for adjacent uses whether freight rail is 
present or not.  Conversely adding these trains to the MN&S tracks will be 
a quantum jump in disruption and safety concerns for an area experiencing 
only extremely low train traffic today, on a route that has never had more 
than one track and was never intended to handle long fast moving trains.   
The Kenilworth corridor is generally wider than the MN&S.  And where the 
Kenilworth corridor is narrowest, the draft plan is to acquire property to 
widen the right of way.  A critical 1800 to 2000 foot long section of the 
MN&S’s right of way is only 66 feet wide and elevated above the adjoining 
single family homes.  This right away is not proposed to be widened.  The 
existing right of way is inadequate considering the proposed increase in 
traffic, the elevation of the tracks, the proximity of the abutting single 
family homes and the need to improve the tracks and smooth the grades. 
These factors have not been adequately considered in evaluation of 
community cohesion. 

3-67 Land Use-Community Cohesion states that 
alternative LRT 3A-1 (co-location) does not increase 
community cohesion.  Specifically it states: “some 
neighborhoods are concerned about keeping 
freight rail,” and “some neighborhoods are 
concerned about additional freight rail traffic.”  

These same or something similar statements need to be identified in all 
the build alternatives that re-route trains to the MN&S, including 
alternative 3A.  The DEIS needs to address or identify the opposition that 
exists for all the alternatives. 
 

3-67:  
 

Table 3.2-2 the row that lists Stations would 
improve economic development 

This table addresses economic development by asking whether “stations 
would improve economic development”.  The table ignores negative 
impacts of freight rail traffic rerouting completely.  The reroute will not 
only require the acquisition of industrial land in segment 4, but the 
structure that will need to be built to move trains from the Bass Lake Spur 
to the MN&S will negatively affect the commercial-industrial area around 
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the Louisiana Station area as well.  Any economic development impacts 
other than literally the impact at the stations are ignored also.  The impact 
of rerouting trains to the MN&S will increase freight rail traffic through the 
Walker/Lake street commercial areas along the MN&S.  This will negatively 
affect this commercial-industrial area.  
The table acknowledges that the elimination of 57 townhomes in the 
vicinity of the West Lake station but not the acquisitions needed for 
rerouting freight rail to the MN&S.   
The table says that the presence of freight trains will adversely affect the 
station but does not acknowledge that other stations, most notably the 
Blake road station will have freight rail present and no one is saying that 
the opportunity for economic development is diminished there, why is it 
the critical issue only for alternative 3A-1? 
The table category titled “Community Cohesion Maintained” says yes for 
alternative 3A but no for alternative 3A-1.  The reasoning provided in the 
table is faulty.  It says for alternative 3A-1 that “No: some neighborhoods 
are concerned about keeping freight rail and some neighborhoods about 
additional freight rail traffic”.  If this is indeed a community cohesion issue, 
the same can be said about all the other build alternatives too, including 
alternative 3A.  Many in the neighborhoods along the MN&S are 
adamantly opposed to increased freight rail traffic through their 
neighborhoods; passed their schools and parks and neighborhood 
commercial areas.  The potential adverse impacts of increased freight rail 
traffic on the MN&S neighborhoods and community cohesion is not 
acknowledged. 
 

3-67  
 

Table 3.2-2 the last row: Community cohesion 
maintained.  LRT 3A needs to say no due to effects 
on neighborhoods with increase in length and 
amount of trains. 

The comment that “Some neighborhoods are concerned about keeping 
freight rail and some neighborhoods about additional freight rail traffic.”  
Should apply to all the build alternatives, not just 3A-1. 

3-69  
 

3.3-1 Acquisitions footnote states Residential 
numbers for freight relocation includes 2 
residential properties.  These 2 residential 
properties were identified because they are within 
50 feet of freight tracks.   

How close the 60 housing units on the co-location segment are to tracks 
should be provided.  Could be described on page 3-70. 



9 
 

3-107  
 

Paragraph 3 discusses the new bridge for the 
freight realignment and how it would be a visual 
change at the south end of the corridor.   

Mitigation to this new visual change is not discussed. 

3-107  
 

Paragraph 4 discusses an increase in the number of 
trains traveling through the area with freight rail 
relocation and states “the overall visual character 
of the area would not change……residential, 
businesses, and trail users…would see trains more 
frequently, but the character of the visual impact 
would be similar..”   

The increased length and frequency of trains will effect visual impacts and 
should be noted.  Today not as many trains and many businesses, 
customers and trail users might not see a train pass at all.  Increases in the 
amount and frequency of trains this will change this for the worse.   

Page 3-110, 
and text 
Page 3-113 

Table 3.6-3 The “Visual Effects by Segment” table and text in the visual impacts 
analysis fails to adequately acknowledge the impact of the freight rail 
flyover connecting the Bass Lake Spur to the MN&S tracks and the 
replacement of the Hwy 7 freight rail bridge.  These changes will affect the 
businesses in the vicinity of the Louisiana station, the motorists on 
Louisiana Avenue, Hwy 7, and Oxford Street; and, regional trail users. The 
future of the Louisiana Station area is anticipated to include office, medical 
and residential uses that would be sensitive to visual impacts. This is not 
considered or discussed. 
The Visual impact analysis of segment A fails to acknowledge that a new 2 
mile long siding track will be added in the BNSF right of way increasing the 
presence of freight rail trains for Cedar Lake Trail users and residents along 
the BNSF east of the MN&S tracks.  This means that there will be the 
potential for two trains to be in this right of way at once.  The resulting 
increase in moving trains in this corridor and the addition of stopped trains 
to the corridor will detract from the visual experience for trail users 
quantitatively.  The last point is true in part because trains will need to 
wait on siding for access to the mainline track for undetermined lengths of 
time. 
 

3-121  
 

paragraph 7 states the visual impact at the 
commercial and industrial properties obstructed by 
the high embankment south of TH 7 are generally 
not considered to be sensitive because the activity 
in generally confined to indoors. 

It should take into consideration employees or those trying to find the 
commercial properties that will be obstructed by the high embankment.     
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3-121  
 

Freight Rail Relocation:  Visual impacts where the 
proposed overpass is located are substantial.   

Should be stated that there will be substantial impacts as it includes a large 
bridge and retaining walls. It also states that impacts on single and multi-
family development areas would not be substantial because of mature 
vegetation buffers.  This section should include that same sentence that is 
on page 3-117 (Segment A co-location) which states “Visual impacts may 
be substantial where the alignment is not screened by vegetation.” 

3-125. 
 

Paragraph 4 identifies that co-location would 
involve an additional bridge over the channel. 

The paragraph above it should then include discussion on the fact that the 
freight realignment would involve a new bridge.  Paragraph 3 should also 
include discussion on the freight realignment visual impacts 

3-129 Section 3.7.1.2 minimum separation of property 
from center line of freight rail tracks 

A standard of 50 foot separation between habitable building space and the 
center line of freight rail tracks is proposed in this section. No minimum 
standard for freight rail right of way or separation from private property, 
especially single family lots, is provided.  A minimum 50 feet separation 
between the center line of freight rail tracks and a single family lot should 
be established for the relocation of freight rail traffic.  This is especially 
critical in St. Louis Park where single family home lots are small and the 
adjacent freight rail tracks are elevated.  Without a minimum 50 feet 
separation between the centerline of freight rail tracks and single family 
homes in St. Louis Park, the safety buffer area for freight trains will be 
people’s backyards.   
An appropriate right of way for freight rail should be 100 feet minimum.  
Today much of the MN&S right of way is only 66 feet. 
 

3-130 Section 3.7.2.1 Dakota Park and Hobart school not 
acknowledged 

The existing conditions described in this section do not acknowledge the 
existence of Dakota Park and Hobart Elementary school along the MN&S 
tracks.  Other important uses along the MN&S are not acknowledged and 
considered in the safety analysis either. The DEIS acknowledges the 
Spanish Immersion Elementary school but it does not acknowledge the 
school is housed in the Central Community Center which also includes 
early childhood and aquatics programs, and the community clinic among 
other programs oriented toward kids, families and education. The St. Louis 
Park Emergency Program (STEP) is also along the MN&S but not 
acknowledged.  This is a food shelf and social service provider for the 
community. The St. Louis Park Housing Authority also owns several homes 
either abutting the MN&S right or way or in the surrounding 
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neighborhoods. The impact on these uses from increased freight rail traffic 
on the MN&S needs to be considered.  
 

3-131 & 3-
132 

Section 3.7.3.3 co-location of freight rail, LRT and 
trail for all build alternatives not acknowledged 

Only alternative 3A-1 is acknowledged to include the co-location of freight 
rail, light rail and the regional trail as part of the project in this subsection 
of the DEIS.  All of the alternatives will include co-location of freight rail, 
light rail and the regional trail in segment 4, west of the MN&S tracks in St. 
Louis Park and Hopkins.  The DEIS also does not acknowledge any safety 
concerns for the addition of a siding track on the BNSF adjacent to the 
Cedar Lake Regional Trail for the build alternatives 1A, 3A, 3C-1 and 3C-2. 

3-132 & 3-
133 

Section 3.7.3.5 safety risks associated with 
additional trains by St. Louis Park Schools under 
stated. 

This section understates the safety risks associated with the steep grades 
and tight curves presented by the design for re-routing freight rail traffic to 
the MN&S from the Bass Lake Spur.  It does not acknowledge or include in 
the evaluation of the safety risks of the re-route to the MN&S and the 
impacts of increased freight rail traffic at the three public schools, three 
parks and the seven at-grade pedestrian/vehicle crossings along the 
MN&S. 
 

3-134  
 

Table 3.7-1: LRT 3A-1 has 4* dwellings within 50 
feet.  The footnote * states that: the number of 
dwelling that would remain within 50 feet of freight 
rail co-location with LRT and the trail cannot be 
exactly determined until PE is complete.   

This table summarizing potential safety and security impacts is incorrect.  
“LRT near active freight rail lines” applies to all five alternatives listed on 
the table.  All of the alternatives include LRT operating adjacent to freight 
rail west of the MN&S tracks along the Bass Lake Spur in segment 4. The 
number of “parks near freight rail” is undecipherable.  It appears to only 
acknowledge Roxbury and Keystone parks along the MN&S route.  It does 
not include Dakota Park also located along the MN&S route.  That would 
increase the number of parks along the re-route alternatives, 1A, 3A, 3C-1 
and 3C-2, to three.  In addition all five of the alternatives will have “parks 
near freight rail” west of the MN&S tracks along the Bass Lake Spur.  
Overpass Skate Park in Hopkins, Edgebrook Park in St. Louis Park and Isaac 
Walton League/Creekside park in St. Louis Park are all near freight rail no 
matter which alternative is chosen. The number of parks near freight rail 
for alternative 3A-1 also does not appear to be correct. 
The table is inaccurate with regards to “trails near freight rail”.  The table 
acknowledges only the Kenilworth Corridor trail.  All the alternatives will 
have trails near freight rail west of the MN&S tracks in St. Louis Park and 
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Hopkins.  Similarly all the re-routing alternatives 1A, 3A, 3C-1 and 3C-2 will 
see a two mile long siding track added on the BNSF along the Cedar Lake 
Regional trail.   
The table is inaccurate and incomplete regarding “trails near LRT”.  The 
table notes that LRT will be near the Midtown Greenway for alternatives 
for alternatives 3C-1 and 3C-2 but does not acknowledge that LRT will be 
near the Kenilworth trail for all the other alternatives (1A, 3A, 3A-1) nor 
does it acknowledge that LRT will be near trails for all of the build 
alternatives for virtually all of segment 4. 

3-135 Section 3.7.5.2 regarding acquisition of ROW The need to acquire additional right of way along the MN&S tracks is 
acknowledged but under represents the need.  Expansion of the right of 
way or publicly held land along the MN&S tracks to provide a 100 foot 
wide right of way should be part of the re-route alternatives.   

3-135 & 3-
136  
 

Quiet zones are discussed and it is stated that there 
will be consultation with the City and other 
stakeholders regarding additional feasible and 
effective safety mitigation in the vicinity of the High 
School, including a HAWK signal.   

Quiet Zones themselves will not adequately address all the noise impact 
issues for residents and businesses, and public uses along the MN&S route. 

 

Page Reference Comment 
6 General Assumptions Traffic used 2030 volumes but the train counts used 2012 

volumes with no future increase. 
6-37 Queuing Analysis Text and Table 6.2.8 data to not match regarding train 

lengths and speeds.  
6-38 Section 6.2.2.2  The evaluation of queuing and traffic circulation along the 

MN&S for the re-routing alternatives does not adequately 
consider the potential that multiple streets could be 
blocked by a train at the same time.  The combination of 
the curving MN&S route and the shifting street grid in the 
Walker Street/Lake Street/Library Lane/Dakota Avenue 
area makes the potential for traffic and pedestrian 
congestion greater than would otherwise be the case.  The 
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potential impacts of multiple streets blocked by trains 
simultaneously needs to be analyzed in greater detail.   
It should also be noted that the Hwy 7/Lake Street access 
will be closed prior to the construction of the SWLRT 
project. 

6-48 Quiet Zone as mitigation measures No discussion on ownership and maintenance of fences 
and other pedestrian mitigation improvements is provided 
and is an important issue. 

6-56 6.3.2.2 No discussion of tight curves or steep grades needed for 
reroute. 

6-61 6.3.3.2 Construction outage time limits are unacceptable to the 
railroads. 

6-62 6.3.3.3 There is no reason to connect the freight and light rail 
tracks.  The freight tracks would be built before the LRT 
construction begins.   

11-10 11.2.3 (1st bullet) “slight increase in freight rail traffic”.  Freight rail increase 
from 2 per day to 6 or 8 per day 

11-10 11.2.3 (1st  bullet) No data to support “sporadic traffic queues” 
11-10 11.2.3 (2nd bullet) Assumes that severe noise can be mitigated through Quiet 

Zones.  Quiet Zones are not automatic and with many 
pedestrians around the high school the QZ may not be 
effective.  

11-11 11.2.3 (1st bullet) Assumes that the direct connection is an improvement to 
the north.  No discussion about rail traffic to the south. 

11-11 11.2.3 (1st bullet) There are no discussions about the impact of increased 
trains north of the BNSF mainline.  Also assumes that the 
TC&W wants to go to Humboldt Yard, which is a 
questionable assumption. 

11-11 11.2.4 Assumes freight rail reroute identical to Alternative 3A 
11-12 11.2.5 (3rd bullet) It is not clear which properties are 4f impacted. Cedar 

Lake Park contains old railroad right of way that parallels 
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the HCRRA property.  There is no indication on how wide 
the proposed impact is and if the DEIS attempted to 
adjust the alignment to minimize the impacts. 

11-12 11.2.5 (4th bullet) Alternative 3 LPA would require this maneuver to go 
south to Savage. 

11-12 11.2.5 (5th bullet) High construction costs assumption is not supported.  The 
Co-location construction is less complex than the Re-route 
alternative. 

11-12 11.2.5 (8th bullet) The DEIS does not address the accurately the number of 
homes that need to be acquired to provide a proper right 
of way. 

11-12 11.2.5 (9th bullet) The reroute increases the divide in the St Louis Park 
neighborhoods 

11.12 11.2.5 (10th bullet) The reroute has not been shown to be feasible 
11.13 11.2.6 (2nd bullet) Why would you reroute if the LRT would not use the 

Kenilworth Corridor? 
11-14 11.2.7 (2nd bullet) Why would you reroute if the LRT would not use the 

Kenilworth Corridor? 
11-15 11.3 (2nd  paragraph) “…improves regional freight rail network consistent with 

the Minnesota Comprehensive Statewide Freight and 
Passenger Rail Plan.   The State Rail Plan recognizes the 
challenges of the reroute but does not recommend the 
reroute (page 4-18) and it outlines concerns about any 
reroutes (page 4-23).  The DEIS does not include the State 
Rail Plan in the Appendix. 

  Louisiana and 7 as a related action 
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Comment #418



City of Hopkins Comments on the SW LRT DEIS 

December 28, 2012 

 

General Comments: 

There is no mention of the new Nine Mile Creek Regional Trail project that Three Rivers 

Park District has begun in Hopkins.  This new trail will run from the existing Minnesota 

River Bluffs Regional Trail at 11th Ave S and then run south along the east side of 11th 

Avenue S continuing to the southeast into Edina and ultimately to the Minnesota River 

Valley area.  This regional trail will be impacted by the LRT grade crossing at 11th Ave S.    

It is imperative that the existing bike trail in the HCRRA property (Cedar Lake LRT) 

remain alongside Light Rail. 

Visual impacts on Westside Village is a concern in spite of the characterization of the 

windows in the development being of relatively small size.   

The audiology clinic at 10417 Excelsior Boulevard should be considered a Category 1 

noise sensitive land use similar to a recording studio.  See also City of Hopkins DEIS 

scoping comments letter dated November 7, 2008, included as an exhibit to this DEIS.  

There is an apartment building at the northwest corner of 11th Ave S/Excelsior 

Boulevard intersection that is 600’ from the 11th Ave S crossing and will be impacted by 

the bell/horn noise.  

The bike trail is a very popular commuter “highway” and connects many major 

destinations and trail connections.  The crossing of the existing bike trail at Excelsior is 

disruptive and difficult already – the raised rail track is a phenomenal opportunity to 

raise the bike trail over Excelsior and should be strongly considered, even if 

supplemental funds need to be found.  The increased traffic at the intersection of 

Jackson and Excelsior due to Park & Ride facilities and TOD is another reason to reduce 

multi-modal congestion of bike trail crossing at grade. 

The Depot at the SE corner of Excelsior Boulevard and Highway 169 is both a historic 

structure and an important community facility.  Every effort should be made to 

minimize the impacts on sight lines, and of noise, vibration and site intrusion. 



Clarifications: 

There are 76 units of Public Housing in Hopkins in addition to other subsidized housing. 

Marketplace & Main incorrectly labeled as being in Segment 3; it is in Segment 4. 

The statement is made that minority populations are found in the Knollwood area of 

Hopkins.  As a point of clarification, this should read the Blake Road area of Hopkins.  

The Knollwood commercial area is in St. Louis Park and the Knollwood neighborhood of 

Hopkins does not have a concentration of minority populations.   

8th Avenue South is incorrectly labeled as 8th Street. 

A developer was selected to build 163 apartments including 4,000 SF of flex space in the 

NW quadrant of 8th Ave S and 1st St S. 

The City of Hopkins has received a $125,000 design grant for 8th Ave and is hosting an 

Art Summit in January 2013 to conceptualize the use of art to create a pedestrian-

seductive, destination corridor between the Downtown Station and Mainstreet. 

The City of Hopkins has implemented small-area-plan recommendations for the Blake 

Road Corridor to improve streetscape and the pedestrian environment around the Blake 

Station.  This has included sidewalk construction (2009) and design work (2012). 

The City of Hopkins is expanding Cottageville Park into a regional amenity (Blake 

Station), including connections to regional trails and transit. 

Neighborhood associations DO exist for organic neighborhoods (The Avenues, 

Presidential, Interlachen, all of which are within Station areas), not just specific housing 

developments.   

Single family detached housing SOUTH of Excelsior occurs EAST of 169, but not WEST of 

169.   

There is no mention of multi-family housing when several developments are adjacent or 

near to the line including Westside Village Apartments, Creekwood Estates, Town 

Terrace, Sonoma, The Loon Apartments, Hopkins Plaza Apartments and Royal 

Apartments. 



Comments by Station Area: 

Blake Station 

The City recognizes that traffic analysis indicates a need for park and ride spaces at the Blake 

Road station, and that the resulting ridership is important to the success of the project.  

However, the community within the station area will not benefit from a stand-alone park and 

ride and staff is concerned with the tremendous traffic impacts of park and ride users on 

existing roads and intersections, especially if it is sited at the current proposed location, 43 

Hoops.  The City anticipates a great deal of walk-up ridership from the station area 

neighborhoods and would like to see additional ridership created with transit-oriented 

development rather than parking stalls that will be largely empty on evenings and weekends.  

For these reasons it is the City of Hopkins’ position that if a park and ride is developed at the 

Blake Road Station it should be as a joint development, where Park and Ride needs and 

redevelopment parking needs can be shared and consolidated.  We believe this is a more cost 

effective approach than a stand alone park and ride ramp.  Additionally, the Blake Road Station 

area is particularly ripe for redevelopment that supports transit.   Finally, any park and ride 

spaces provided should be structured to maximize land available for TOD. 

Such a development should be sited between the transitway and Excelsior Blvd, along the west 

side of Blake Road for reasons detailed below.   

The City of Hopkins is concerned that any park and ride facility on the 43 Hoops location for the 

Blake Station will have significant negative impacts on traffic at several locations.  

The Highway 7/Blake Road (CSAH 20) intersection is 2,000 feet north of the Blake Road 
Station and currently operates at level of service "E" and "F" for several peak hour traffic 
movements.  The Cargill headquarters buildings located at the NE quadrant of Highway 
169/Excelsior Boulevard imposes additional traffic load on this intersection.  
Additionally, Blake Road is the primary access road to the station.  The traffic demand 
created by the future Blake Road transit station will further exacerbate the current 
capacity problem at this intersection.  Unless this is investigated and traffic mitigations 
recommended, those travelling to the Blake Road station will be forced to consider 
alternate routes creating problems with traffic on local residential streets in the area.  

 

The Excelsior Boulevard/Milwaukee Street/Jackson Avenue will also be significantly 
impacted as cars navigate from Hwy 169 to Excelsior Boulevard, turning left at Jackson 
or St. Louis Streets to 2nd Street NE to the station.   
 

o This intersection is just east of the Highway 169 ramp and serves local traffic 
including the 3,300 Cargill employees at their new headquarters campus.  This 
complex, skewed angle signalized intersection was designed for a 
redevelopment such as the Cargill campus.  However, the Cargill employee 
traffic turns left at Jackson to enter the facility and the dual left turn lanes on 



Excelsior Boulevard back up nearly to Hwy 169 during the AM peak.  Hi thru-
traffic volume makes it an extremely congested traffic area.   

o Currently, the only direct access route to the Blake Road Station from the west 
and from Highway 169 is through the left turn movement at this intersection.  
The additional peak hour traffic created by the new Blake Road transit station, 
as presently located, will worsen the current congestion and increase the 
likelihood of traffic queues extending back into the Hwy 169 ramp intersection.   

o Station users would be forced to find other routes using local residential streets.  
Or, equally undesirable, they will go to the west from Highway 169 and attempt 
to use the Downtown Station  where, by design, parking will be extremely 
limited at this local, pedestrian-oriented and multi-modal station.   

o The DEIS should address this concern with the current Blake Station siting and 
access.  One alternative to the current siting regarding access would be a new 
signalized intersection on Excelsior Boulevard at Tyler Avenue.  The City and 
County's Hopkins Station Area Planning Final Report, October 2007 identifies 
the need for this new access from Excelsior Boulevard to the Blake Road station.    

o An alternative station site between the Blake Road platform and Excelsior 
Boulevard would mitigate many of these concerns as well as providing maximal 
TOD opportunities  highlighted above. 

Southern location would promote traffic away from Hwy 7 to Excelsior 
Boulevard from Hwy 169. 
Eastbound left turns from Excelsior Boulevard to Jackson Avenue would 
be eliminated. 
A signalized entrance on Excelsior Boulevard and Blake Road would 
enhance vehicle access to this station. 
These measures would significantly reduce cut through traffic on local 
streets west of the station.  
 

Downtown Hopkins Station 
 
The land around the Downtown Hopkins station is extremely valuable and the City of Hopkins is 

concerned that commuter parking will not add to the economic viability of the historic 

downtown.  A parking facility will take land that could be used to create a strong connection to 

the downtown via redevelopment.  Any parking associated with the SW LRT should be carefully 

planned in consultation with the City of Hopkins to prevent adverse impacts.  A Park and Ride at 

the Downtown Hopkins should only be considered as shared parking and located north of 8th 

Avenue and 1st Street South, so as to support the City of Hopkins’ vision for 8th Avenue as a 

pedestrian link, and the Downtown Hopkins Station as a destination station.   

In addition to the exploration of historic tax credits for Hopkins downtown, the City of Hopkins 

feels strongly that other mitigation measures are necessary to assure that the significant 

investment in the SW LRT infrastructure two blocks south of our historic downtown does not 

detract from the downtown’s viability.  Suggested measures include strong bike and pedestrian 

connections along 8th Avenue to Mainstreet, increased visibility and wayfinding, public art that 

spills out of the immediate station area, and a circulator bus/trolley.   



In order for the City of Hopkins’ vision for the Downtown Hopkins Station to be realized, the 

pedestrian and bicyclist need to feel safe navigating the station area and Excelsior Boulevard 

crossing.  Because of this priority, bus and automobile access should be carefully designed as to 

not interfere with pedestrian and bike movements.   

Shady Oak Station 

The proposed location of the Shady Oak Station platform is currently landlocked.  The 

assumption is that 17th Avenue will be extended south as part of the project in order to access 

the station.  The City of Hopkins feels that additional access points are needed in order to 

accommodate the demand at this station.  Secondary access points from 47th Street West and 

5th Street/K-Tel Drive should be included in the project.   

A significant number of residential units exist in the Westbrooke neighborhood of Hopkins.  

Access, both for pedestrians and vehicles, should be provided for a south of the line link from 

this area of Hopkins to the Shady Oak Station.   

The park and ride location and type of facility need to be carefully planned to address traffic, 

access and development potential.  The City of Hopkins’ expectation is that the parking will be 

structured and sited in such a way as to create development opportunities at the station area.  

The sizing of the park and ride (number of parking spaces) has varied from 250 to 350 spaces.  

Due to its location on the line the Shady Oak Station will serve Park & Ride needs from a large 

region to the northwest, including large parts of Minnetonka and other Lake Minnetonka 

communities.  Improvements to Shady Oak Road (both completed and planned) further 

encourage Park and Ride transit users to access this station.  For these reasons we anticipate a 

higher need for Park and Ride spaces at the Shady Oak Station.  The City of Hopkins would like to 

explore the option of absorbing parking spaces planned for the Downtown Hopkins station at 

Shady Oak, which is in close proximity .   

 



Ms. Katie Walker, AICP                                                           November 7, 2008
Transit Project Manager 
Housing, Community Works & Transit
Hennepin County 

RE:  City of Hopkins Southwest Transitway DEIS Scoping Comments

Dear Ms. Walker:

The City of Hopkins supports the Southwest Transitway project, including the three 
proposed stations and the anticipated alignment along the existing HCRRA right-of-way.  
The City looks forward to the new commuting and regional travel options that the SW 
Transitway will provide for its residents.  Also, we're excited about the potential for 
commercial and residential re-development within the station areas.  Additionally, we 
anticipate opportunities to attract individuals and families from the proposed downtown 
station into our historic Central Business District for dining, shopping or entertainment.
Of course, besides the many opportunities, this transit project will also bring challenges.  
Accordingly, the City would like the project DEIS to specifically address the following 
impacts which we believe qualify for mitigation actions and funding.  

The proposed Blake Road station and its 300-stall parking facility will create 
additional peak hour traffic through the existing Excelsior Boulevard (CSAH 
3)/Milwaukee Street intersection.  This intersection is just east of the Highway 
169 ramp and serves local traffic including the projected 3,300 Cargill 
employees at their new headquarters campus (completion scheduled in March 
2010).  This complex, skewed angle signalized intersection was designed for 
a redevelopment such as the Cargill campus.  However, the proximity to the 
Highway 169 ramps, projected Cargill employee traffic and Excelsior 
Boulevard thru-traffic will surely make it an extremely congested traffic area.  
Currently, the only direct access route to the Blake Road Station from the west 
and Highway 169 is through this intersection.  The City feels that the 
additional peak hour traffic created by the new Blake Road transit station will 
be enough to divert transit users away from this congested area.  Instead,
they will find other routes using local residential streets.  Or, equally 
undesirable, they will go to the west from Highway 169 and attempt to use the 
Downtown Station area causing parking problems - by design, parking will be 
extremely limited at this local, pedestrian-oriented and multi-modal station.
The DEIS should address an alternative access to the Blake Station such as a 
new signalized intersection on Excelsior Boulevard at Tyler Avenue.  The City 
and County's Hopkins Station Area Planning Final Report, October 2007 
identifies the need for this new access from Excelsior Boulevard to the Blake 



Road Station.  We request that the scope of the DEIS include investigating 
this traffic concern for potential mitigation.

One of the unique, positive aspects of Hopkins is the confluence of several 
regional trails and the ease of access to them.  There is no other inner-ring 
suburb that can make a similar claim.  In addition to the many existing regional 
trails within Hopkins, Three Rivers Park District intends to construct, within 
Hopkins, the first phase of a new regional trail named the "Nine Mile Creek 
Regional Trail".  This trail will run from the existing SW Corridor regional trail 
at 11th Avenue to the southeast into Edina and ultimately to the Minnesota 
River Valley area.  As a relatively small city, we intend to build on this strength 
we have in the regional trail system by improving access and popularity of 
Hopkins as a great place to get onto the trail or to get off the trail and enjoy 
the city's attractions.  As such, the trails represent a target for a significant 
economic thrust for the city in the coming years.  The proposed Southwest 
Transitway will, no doubt, impact the current trail system that is located on the 
HCRRA right of way.  We understand that the intent is to retain the existing 
trails in conjunction with the new transitway.  However, any transitway impact 
to the trails that negatively affects either the continuity of the various regional 
trails or the efficacy of the current trail access sites will reduce the recreational 
draw of the trail.  Thus, diminishing the City's ability to tap into it as a source of 
economic vitality.  The City requests that the DEIS identify the uniqueness of 
the trail system to Hopkins as a significant socio-economic factor in the City's 
future.  Further, we request that any loss of access such as the Depot site as 
a trailhead facility be mitigated with enhancements to improve trail access at 
the Downtown Station or via a new trailhead facility at a different, nearby
location.

The Blake Road Station will add significant new pedestrian travel demand 
within the station area.  Particularly, there will be demand from the 265-unit 
Westside Village Apartments and from upcoming redevelopment of the 15 
acre Hopkins Cold Storage site, both of which are located just across Blake 
Road to the east of the proposed transit station.  This pedestrian demand will 
create a major safety problem unless it is investigated through the DEIS 
process and mitigated by creating a safe crossing/s of Blake Road.

Although some distance (about 2,000') from the proposed Blake Road Station, 
the Highway 7/Blake Road intersection currently operates at level of service 
"E" and "F" for several peak hour traffic movements.  The new Cargill 
headquarters project located at the NE quadrant of Highway 169/Excelsior 
Boulevard will impose even greater traffic on the intersection.  Blake road is 
the only north/south major roadway anywhere near the Blake Road station.  
Needless to say, the traffic demand created by the future Blake Road transit 
station will further exacerbate the current capacity problem at this intersection.  
Unless this is investigated and traffic mitigations recommended, those 



travelling to the Blake Road station will be forced to consider alternate routes 
creating problems with traffic on local residential streets in the area. 

There is concern regarding vibration and noise impacts to a business within 
the commercial office building located very near the proposed tracks at 10417 
Excelsior Boulevard.  One of the tenants in this building is an audiologist who 
routinely conducts sensitive hearing tests.  

Hopkins has a vibrant, historic downtown that relies on automobile traffic off of 
Excelsior Boulevard.  Without a strong pedestrian connection from the 8th

Avenue (Downtown) LRT station to Mainstreet (3 block distance) it is believed 
the LRT will have a negative economic impact on the downtown as automobile 
traffic should decrease with the option of LRT.

If you have questions you may direct them to Steve Stadler, Public Works Director at 
952-548-6350 or email at sstadler@hopkinsmn.com.  

Sincerely,

Rick Getschow
City Manager 



"Jonathan Vlaming" 
<JVlaming@threeriversparkdi
strict.org> 

12/28/2012 04:36 PM

To <swcorridor@co.hennepin.mn.us>

cc

bcc

Subject Three Rivers Park District comments on the Southwest 
Transitway DEIS

Attached is a PDF version of Three Rivers’ comments on the DEIS.  I will also mail you a 
hard copy.

Jonathan Vlaming
Associate Superintendent -
Planning, Design and Technology
Three Rivers Park District
Administrative Center
3000 Xenium Lane N
Plymouth, MN 55441
763.694.7632
612.490.5220 (cell)
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Catherine M. 
Walker/PW/Hennepin 

12/31/2012 07:51 AM

To SWcorridor@co.hennepin.mn.us

cc Adele C Hall/PW/Hennepin@Hennepin

bcc

Subject Fw: NMCWD comments on SW LRT DEIS

Katie Walker
Senior Administrative Manager
Southwest LRT Community Works Manager
Hennepin County
Housing, Community Works & Transit

NEW ADDRESS: 701 Building Fourth Avenue South – Suite 400 | Minneapolis, MN 55415
612.385-5655
----- Forwarded by Catherine M. Walker/PW/Hennepin on 12/31/2012 07:51 AM -----

From: "Kevin Bigalke" <kbigalke@ninemilecreek.org>
To: <Katie.Walker@co.hennepin.mn.us>
Date: 12/31/2012 07:44 AM
Subject: NMCWD comments on SW LRT DEIS

Katie,
Attached are the comments of the Nine Mile Creek Watershed District regarding the Southwest 
Transitway Draft EIS.
I have placed the original letter in the mail.
 
Please let me know if you have any questions.
 
Sincerely,
 
Kevin D. Bigalke
Administrator
Nine Mile Creek Watershed District
7710 Computer Avenue, Suite 135
Edina, MN  55435
Phone:  (952) 835‐2078
Fax:  (952) 835‐2079
E‐mail:  kbigalke@ninemilecreek.org

 NMCWD comments on SW LRT DEIS 12-31-2012.pdfNMCWD comments on SW LRT DEIS 12-31-2012.pdf
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Kevin Locke 
<klocke@stlouispark.org> 

12/31/2012 08:54 AM

To "'swcorridor@co.hennepin.mn.us'" 
<swcorridor@co.hennepin.mn.us>

cc "Hahne, Lynne (Lynne.Hahne@metc.state.mn.us)" 
<Lynne.Hahne@metc.state.mn.us>, Adele Hall-HC 
<adele.hall@co.hennepin.mn.us>

bcc

Subject Can you confirm that the City of St. Louis Park's comments 
on the SW DEIS have been received?

Wanted to make sure that our comments submitted last week were indeed received.

Thanks!

Ps: fYI below is the link to the city’s comments on our city webpage.

http://www.stlouispark.org/webfiles/file/community dev/sw deis comments documents 123112.pdf

Kevin Locke
Community Development Director
City of St. Louis Park Minnesota
952 924 2580

Comment #487



"Lundy, James (MDH)" 
 

12/31/2012 09:52 AM

To "swcorridor@co.hennepin.mn.us" 
<swcorridor@co.hennepin.mn.us>

cc

bcc

Subject MDH Source Water Protection comments to Southwest 
Transitway DEIS

I am attaching our comments regarding the above Draft EIS, and a signed hard copy will follow by US
mail. Please contact me if there are any questions.

Thank you for the opportunity to comment.

Jim Lundy, Hydrologist
Source Water Protection
Drinking Water Protection
Minnesota Department of Health
651 201 4649

Comment #490



December 31, 2012

Katie Walker, Senior Administrative Manager
Hennepin County Housing, Community Works & Transit
Attention: Southwest Transitway
701 Fourth Avenue South, Suite 400
Minneapolis, MN  55415

Dear Ms. Walker:

Subject: Comments on Southwest Transitway Draft Environmental Impact Statement

I am writing to comment on the Southwest Transitway Draft Environmental Impact Statement on
behalf of the Drinking Water Protection Section of the Minnesota Department of Health (MDH). The 
Drinking Water Protection Section includes wellhead protection planning, a preventive program 
designed to safeguard public drinking water supplies. 

The project appears to be in the planning stages, and several portions of the route may be modified. 
The provided maps are of limited resolution, but it appears that the proposed project area may overlap 
several low, moderate, and high vulnerability portions of the following Drinking Water Supply 
Management Areas (DWSMAs):

St. Louis Park (moderate and high vulnerability)

Edina (low, moderate, and high vulnerability)

Hopkins (low and moderate vulnerability)

Minnetonka (low vulnerability)

Eden Prairie (moderate vulnerability)

Chanhassen (low vulnerability)
Electronic files containing the geometry (ArcMap geographic information system shapefiles) of these 
DWSMAs are available at the following web page on the MDH website:  
http://www.health.state.mn.us/divs/eh/water/swp/maps/index.htm

In addition, the proposed project area also appears to traverse or approach Emergency Response Areas 
(ERAs) for the following community public drinking water supply wells:

Edina (12, 13)

Minnetonka (11, 11A, 13, 13A)

Eden Prairie (3, 4, 5, 6, 7, 8, 9, 10)



�ecause the project site overlaps the above�listed DWSMAs and ERAs, carefully plan project 
activities to avoid unnecessary contamination of the drinking water supplies. In particular the submittal 
describes temporary and permanent dewatering that may become necessary, and this practice could 
negatively affect public drinking water supplies if not planned properly.

�ecause infiltration of stormwater in vulnerable settings has the potential to affect drinking water 
�uality, please consider the enclosure �Source Water Protection Issues Related to Stormwater�as you 
finali�e your plans.

Thank you for the opportunity to review and comment on the Southwest Transitway Draft 
Environmental Impact Statement.

Sincerely,

�ames R. Lundy, Hydrologist
Environmental Health Division
P.�. �ox 64975
St. Paul, Minnesota  55164�0975
651/201�4649

�RL:
Enclosure: �rochure �Source Water Protection Issues Related to Stormwater
cc: �oy Loughry, MDH Hydrologist, Source Water Protection �nit, St. Paul �ffice

Amal Djerrari, MDH Hydrologist, Source Water Protection �nit, St. Paul �ffice
Chad Kolstad, MDH Engineer, Administrative �nit, St. Paul �ffice
Mike �aker, MDH Information Technology, Source Water Protection �nit, St. Paul �ffice
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